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TRAFFIC WOELD Bayou: 


NOTICE TO OUR SHIPPERS 


The United States Maritime Commission has requested the 





intercoastal lines to divert a number of their ships to routes 


Rp ae Oe 


and services more urgently required for purposes of national 
defense, and as we wish to cooperate with the Government 
to the fullest extent, it has been necessary for us to rearrange 


our schedules. 


With fewer ships at our disposal, our North Atlantic service 





will hereafter offer a sailing approximately once every ten 
days. With the exception of Manhattan, however, which will 
be omitted as a port of call for the time being, our itinerary 


will remain unchanged. 


Our South Atlantic service will be operated on a twenty day 










frequency, but, again in view of the lesser number of ships 


available, Puerto Rico will be omitted until further notice. 





With the return of normal times, we expect to again increase 
our service to its previous status. Meanwhile, we hope that we 


may continue to enjoy your support as we have in the past. 


AMERICAN-HAWAIIAN STEAMSHIP COMPANY : E 
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_ a WZ railroad in the world to utilize Diesel i 
_ The Little Man Who's . ° rapt 
asthe power in all classes of service, Santa Fe | *", 


m ° . for W 
again sets the pace in modern freight § }”,,, 









: : able 
_ handling with the most powerful § ©). 
freight Diesel locomotives } "" 
ever built. —¢ 
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say, 
- Santa Fe Now Regularly Offers: orig 
@ Sixth morning delivery at Pacific Coast points from Chicago. a 
@ Fifth morning delivery at Pacific Coast points from St. Louis, rp 
Kansas City, St. Joseph, Atchison, and Leavenworth. 
@ Third morning delivery, Chicago to Galveston, Houston, and — 
Beaumont. (Less carload and carload merchandise.) 
5c @ Second morning delivery, Chicago to Oklahoma City. 

y | ~» @ The only overnight freight service, Chicago to Kansas City. 

\ @ Free pickup and delivery service on less carload merchandise. . 
S ant a Fe Being first has become a Santa Fe habit—one that earns Santa Fe favor- * 
\ | able position in the preference of exacting shippers. Why not discuss tl 

\ | services and facilities with your local Santa Fe representative? Or write D 

J. J. GROGAN 
General Freight Traffic Manager : 
Santa Fe System Lines « Chicago I 
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The Transportation Board 


In nominating C. E. Childe and Robert E. Webb 

to be members of the temporary transportation 
board created by the transportation act of 1940, Presi- 
dent Roosevelt bowed to demands of senators that geo- 
graphical considerations be reflected in the appoint- 
ments. Perhaps he bowed to other considerations also, 
for we have no doubt that representations were made 
to him that Mr. Childe, for instance, would be accept- 
able to waterway advocates, and also to shippers be- 
cause Of his long standing in the National Industrial 
Traffic League, and probably there were _indi- 
vidual endorsements of him from that source, notwith- 
standing that his appointment would be a bad one— 
bad, not because he is not able and experienced, but 
because he is a notable railroad baiter and advocate 
of unsound transportation principles. What is or should 
be wanted in this position is a man who is open-minded 
and constructive, not one whose action can be pre- 
dicted because of his phobias. 


The board, as now proposed, if confirmed by the 
Senate, will have members coming from the north- 
eastern, southern, and western (east of the Rockies) 
sections of the country. Nelson Lee Smith comes 
from New Hampshire, Mr. Webb from Kentucky, and 
Mr. Childe from Nebraska. 


The significance of the last two nominations made 
by the President—Childe and Webb—however, as we 
say, is not indicated simply by their geographical 
origins. Southern senators protested the President’s 
first slate for the board because no southerner was on 
it and reference was made to the alleged disadvantage 
of the south in the matter of interterritorial rate ad- 


justments. Mr. Childe lines up with the south on the 
interterritorial rate fight. He is also an active inland 
waterway improvement advocate. He has also been 
active in highway transportation matters. He is an 
opponent of the present rail rate structure. 

The board may go into the question of regional 
and national freight rate adjustments under its broad 
general powers, but specifically Congress has asked 
it to report on the relative fitness of each agency of 
transportation, subsidies, and taxation. 

Mr. Childe, identifying himself as transportation 
counsel and appearing for ‘a number of Omaha citi- 
zens and others in the west,” was the first witness 
heard by the subcommittee of the Senate interstate 
commerce committee when it began hearings Feb- 
ruary 27, 1939, on various bills and resolutions attack- 
ing alleged interterritorial freight rate discriminations, 
principally against the south. He testified at length, 
his testimony and statements submitted by him, in- 
cluding the report of J. Haden Alldredge on “The In- 
terterritorial Freight Rate Problem of the United 
States,” filling 133 pages of the printed hearings. The 
Alldredge report was inserted in the record at the sug- 
gestion of Senator Hill, of Alabama. 

“My personal opinion is that this subcommittee 
is attacking a key log in the economic jam that our 
country is in, which is holding back our national re- 
covery and progress,” said Mr. Childe to the sub- 
committee. 

“T believe that constructive action by Congress 
on this matter of freight-rate discriminations would 
go a long way toward solving a great many of the 





OUR PLATFORM 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

_ An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
Principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 
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Realization by railroads that they must do something by 
way of group operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 
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specific problems that Congress and the country are 
attempting to deal with today. 

“T believe that the so-called railroad problem, in- 
cluding the problem of the other transportation agen- 
cies, is intimately involved and that elimination of 
freight-rate discriminations would do much, in fact, 
more than anything I know of, to put the transporta- 
tion agencies themselves back on their feet... . 

“One of the prominent constructive moves that 
have grown out of the desire of the west and south 
for better freight rates is the promotion of inland 
waterways. The Mississippi Valley Association is the 
principal organization seeking, through inland water- 
way development, some relief from the present situ- 
ation, and it is one of the things which offers a great 
deal of hope to the interior of the country. 

“There has been, as you gentlemen know, a con- 
siderable development of the use of motor truck trans- 
portation as another means of trying to escape dis- 
criminatory rail rates, and this is helping; but the 
* railroads are, and, of course, will continue to be, our 
principal transportation agency, and this subcommit- 
tee, in dealing with railroad rates directly, is going 
to the very heart of the problem. 

“Tt should not be necessary for this country or any 
part of it to be forced to resort to other forms of trans- 
portation in order to obtain fair freight rates... . 

“The trouble has been that from the start the 
railroads have paid little attention to costs, actually 
or relatively, in fixing their rates. The Interstate Com- 
merce Commission, in readjusting those rates and 
taking the basic railroad pattern, has disregarded 
transportation costs. It has gone instead to what is 
called the value-of-the-service theory of rate-making 
instead of cost of service. . . . Now we have got to the 
point where we can’t make preferential rates for one 
person without hurting somebody else, and that is 
why the value-of-service theory does not work out 
nowadays.” 


Senator Hill, of Alabama, asked whether it was 
not true that western and southern railroads were, in 
large measure, owned by eastern railroads or by east- 
ern bankers. 


“Yes; it is true that the financial powers that con- 
trol the railroads are pretty largely centered in the 
east, and that has something to do with railroad pol- 
icy,” said Mr. Childe. 

Mr. Childe said the Alldredge interterritorial rate 
report was “one of the keenest and perhaps most thor- 
ough analysis of the interterritorial freight-rate situa- 
tion that has ever been compiled. 

“T believe a revision of freight rate levels, which 
would give the railroads in and between each of the 
territories remunerative earnings, would result greatly 
to the benefit of the western and southern railroads. 
After all, those railroads are going to prosper or fail 
to prosper with the country which they serve. The 
railroads are peculiarly vulnerable when they follow 
a freight-rate policy which forces industry to concen- 
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trate along water, where the water lines are always 
free to compete with them at lower rates than a rail- 
road can possibly make. 

“It seems to me that it would be good policy in 
the interest of our railroads if they were required to 
make rates in the interior at levels which would per. 
mit industry to develop, would permit population to 
grow, where the railroad is the principal carrier and 
has no low-cost water carrier to meet in competition, 

“Water transportation can be made and should be 
made, in my opinion, supplemental to rail transpor- 
tation. If, by a policy of charging everywhere rea- 
sonable rail rates, keeping away from the theory of 
charging all the traffic will bear, which usually means 
more than the traffic will bear, developing as far as 
possible industry and commerce throughout the in- 
terior as well as on the coastal rim, I think you will 
find a solution of the troubles of the railroads, to- 
gether with a solution of the economic problems of 
the country.” 

As chairman of the traffic committee of the Mis- 
sissippi Valley Association, Mr. Childe, in hearings in 
April, 1939, on the proposed transportation act, op- 
posed regulation of port-to-port rates of water car- 
riers and said: ‘We are glad that you have left out of 
this bill the provisions as to tolls and as to abolishing 
the Inland Waterways Corporation forthwith.” He 
was also very happy that the long-and-short-haul 
clause had not been disturbed. 

When Mr. Childe made the latter remark, Chair- 
man Wheeler interjected: 

Where you and I disagree is in this: I was opposed to the 
repeal of the long-and-short-haul clause; so were your people. 
But I say this: That you cannot, it seems to me, come and say 
you are opposed to the railroads going in and getting prices 
and fixing prices at any levels they chose, but when they come 
in competition with water say that you will not permit the 
regulation of water carriers. It just seems to me to be incon- 
sistent, unfair and untenable. I do not see how you can take 
both sides of the issue. 

Mr. Childe submitted resolutions of the Mississippi 
Valley Association opposing regulation of port-to-port 
rates, opposing imposition of tolls on craft or com- 
merce moving on the waterways, and opposing en- 
actment of S. 2009 “or any similar legislation which 
would increase rates and restrict services of water 
carriers through regulation by the Interstate Com- 
merce Commission.” 


“But this paper is not an ‘organ’ of all or any of 
these industries, official or unofficial; it never in any 
year of its long life has derived as much as 10 per 
cent of its gross earnings from the railways; every 
cent it has ever got from them has been for adver- 
tising and subscriptions; and anybody who asserts the 
contrary is a liar, and we can prove it.”—Railway Age, 
July 26, 1941. 

Maybe so, though one wonders if the entire bal- 
ance of its gross earnings—90 percent—comes from 
the railway supply industry. But how about the hand- 
some salary its editor gets from the railways? 
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VASHINGTON 





A book reviewer might be justified 
in giving attention to two recent lit- 
erary and pictorial efforts by the 
United States, even if they are toots 
of the horn for the Civil Aeronautics 
Administration of the Department 
of Commerce and the War Depart- 
ment. 

“Citadels of Democracy” is the 
title of the War Department’s production. It is a set of very 
fine photographs of “Camps and Plants for Men and Muni- 
tions.” Its cost was 20 cents a copy for a 100,000 edition. The 
Civil Aeronautics work tells its story in the title ‘National 
Airport.” That, Secretary Jesse H. Jones tells the President 
in a letter, is “the people’s airport.” It is really that, built 
and advertised with public money, though it is competitive with 
the railroad stations and private airports, if any. 

A suggestion, which may not cause favorable comment in 
officialdom, is that, when a railroad builds a new station, the 
government might issue a little publicity for it. For instance 
at Mansfield, O., the Erie and Pennsylvania have built a new 
station or rebuilt one of the oldest and dirtiest stations in the 
land, so that it looks something like the high school at Stone- 
ham, Mass. The Baltimore and Ohio, at the same point, has 
replaced an old tumble-down station, the new thing, at a 
swift glance, looking something like a Swiss chalet. Why the 
discrimination, it might be asked, in behalf of the Washington 
airport ? 


The United States 
Believes In 
Advertising 





Time of war, or time when some 
powerful person appears to be 
making efforts to bring about 
war, has a strange effect on men 
who, for a long time, have given 
the impression of admirable 
poise. For illustration, Henry 
L. Stimson, now Secretary of 
War and one time Secretary of 


War Fever Seems to 
Excite Humans to Try 
Their Braying Power 


State. 

“I think this comes very near the line of subversive ac- 
tivities, if not treason,” said Secretary Stimson, commenting 
on Senator Wheeler’s dispatch of 1,000,000 post cards advising 
recipients to write to their servants in office opposing Ameri- 
ca’s entry into war. Some of such cards came to the hands 
of draft men in the army. That fact appears to have caused 
Secretary Stimson’s explosion, for which he later expressed 
regret. 


Forgetting the explosion, it might be observed that, in 
sending out his cards, the Montana senator took the names 
from a commercial mailing list, sometimes called in the trade, 
a “sucker list’—that is, folks who have answered some sort 
of radio or other advertising stunt, thereby adding their names 
to the list of susceptible persons. 


Henry Stimson is a lawyer. As such he is supposed to 
know that the only way a man can commit treason against the 
United States, according to the Constitution, is to levy war 
against it. As a lawyer, he is also supposed to know that, before 
aman can be really accused of being a traitor, he has to com- 
mit some overt act of hostility, and that the law as to treason 
was laid down by the Supreme Court of the United States in 
the time of the Burr “conspiracy,” by John Marshall, that 
seemingly pliant elderly gentleman, a cousin of Thomas Jef- 
ferson, who, nevertheless, had the stiffest of backbones and 
the nerve, as Chief Justice of the United States, to tell Jef- 
ferson “where to get off.” The Chief Justice laid down the 
law and its requirement that an “overt act” had to be com- 
mitted before a man could be accused of treason in accord- 
ance with judicial requirements. He laid it down in the appli- 
cations for writs of habeas corpus under which the courts 
freed men arrested by the crooked General Wilkerson, at New 
Orleans and sent to prison, after being transported, incom- 
municado, to Washington, for trial on accusations founded on 
acts supposed to have been committed in Louisiana or that part 
of Virginia now West Virginia or Kentucky, but not one in the 
District of Columbia. 

Chief Justice Marshall, in one of the trials that took place 
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before Burr was indicted and tried, talked so loosely that 
that the law, as laid down by him, might have been taken as 
indicating that it would be possible to commit an “overt act” 
by just “standing around, meaning no harm,” as the old song 
had it, while an overt act was being committed. 

Possibly, the supposedly learned Secretary of War had 
that loose language in mind in suggesting that Senator Wheeler 
had come very near subversive action against the United 
States, “if not treason.” Marshall’s loose language in the pre- 
liminary bouts, if the terminology of the prize ring may be 
permitted, bothered him in presiding at the trial of Burr—a 
not uncommon thing—but he got around it, and, since 1807, 
the Marshall definition of treason has been the law of the 
land. Marshall did not depend on himself alone. He quoted 
English authorities for the discomfiture, in a political sense, 
of his red-haired cousin. 

Secretary Stimson has not hitherto had the reputation of 
talking with a view to “putting things over on the boobs.” In 
all the years of his public service, he was a Republican; and 
Republicans, by many, have been regarded as the spiritual 
descendants of the old Federalists. 





While they agree with the 
railroads that there is no 
freight rate emergency (see 
Traffic World July 26, p. 
198), ante room assistants 
of the Commission in its 
policy making, appear in- 
clined to the view that it 
would not be wise for the 
Commission to announce an indefinite postponement of No. 
28300, class rate investigation, and cases joined with it. 

Attorneys of the Class 1 railroads, authors of the petition 
for indefinite postponement, probably could not get up much 
of a debate with the volunteer assistants in policy-making. 
The first proposition they would have to meet would be a 
query as to whether, in view of the agitation caused by the 
southern governors, it would be politic for the Commission to 
sweep into the dust bin an investigation that holds the possi- 
bility, if not probability, of something being done about inter- 
territorial class rates, the foundation on which much of the 
agitation rests. : 

The fact that the first class rate in Southern Territory is 
about 139 per cent of the first class rate in Official Territory 
constitutes a large part of the springboard used by those who 
induced members of Congress from the south to introduce bills 
suggesting that Congress itself go into the business of pre- 
scribing rates, persuades the volunteer policy-making assist- 
ants to frown on the suggestion of Class I railroad attorneys. 


In addition to that fact is the more important one that 
the transportation act of 1940 speaks on the subject in sec- 
tion 5(b). That speaking is carried in the Commission’s com- 
pilation of statutes it enforces as if it might be a part of sec- 
tion 3, of the interstate commerce act, though the Commission 
inserts a note calling attention to the fact that that speaking 
is not, in terms, an amendment of the act. In that legislation 
the Commission is “authorized and directed to institute an 
investigation into the rates on manufactured products, agri- 
cultural commodities, and raw materials, between points in one 
classification territory and points in another such territory, 
and into like rates within any of such territories, maintained 
by common carriers by rail or water subject to part I of the 
interstate commerce act, as amended, for the purpose of de- 
termining whether said rates are unjust and unreasonable or 
unlawful in any other respect in and of themselves or in their 
relation to each other, and to enter such orders as may be 
appropriate for the removal of any unlawfulness which may 
be found to exist: Provided, That the Commission, in its dis- 
cretion, may confine its investigation to such manufactured 
products, agricultural commodities, and raw materials, and 
the rates thereon as shippers thereof may specifically request 
be included in such investigation.” 


Even if that legislation merely authorized the Commis- 
sion to start something, a failure on the part of the Commis- 
sion to take it as an order to do what was authorized would 
be regarded by those who know the ways of government as 
lese majeste, or belittling of majesty, as the idea would be 
expressed in the territory immediately east of the Rhine. It 
would not have been regarded as seemly on the part of a ser- 
vant of Congress, such as the Commission, to have suggested, 
while the transportation act was going through Congress, that 
the Commission already had power to institute such a class 
rate investigation. It would have been worse had the Com- 
mission told the boss that two years before that time it had 
instituted such an inquiry and had caused the railroads and 
shippers to spend thousands of dollars in preparing material 
for consideration in that proceeding. 


Ante Room Policy Makers 
Oppose Quashing of 
Class Rate Investigation 
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Those inclined to believe that the lawyers for Class I 
carriers were ill-advised when they wrote their petition for 
indefinite postponement observe that, were the Commission 
to follow their advice, the way would be opened instantly for 
an uproar in Congress; also to a censure for failing to obey a 
positive direction of that body. And what would be the out- 
come of such an uproar? A suggested answer is, the passage 
of a bill directing the Commission to make rates the same 
mile-for-mile throughout the country, or something like that 
and thereby open wide the way for purely political rate-mak- 
ing, by acts of Congress. 





If this is not a generation of 
“after me the deluge” law-mak- 
ers, it is hard to think what it 
may be. The House, without a 
record vote, passed an appropri- 
ation of $35,000,000 for a War 
Department building, as a rela- 
tively insignificant part of a “na- 
tional defense bill” of $8,063,- 
238,478. The nation’s capitol building—the center part being of 
painted sandstone—cost about $10,500,000. Years ago, that was, 
of course. It might now cost $35,000,000. But it would be the 
country’s chief government building. 

Yet here is a building for only one of the government de- 
partments, intended to house 40,000, mostly clerks, with pos- 
sibly a few thousands of commissioned officers, who, however, 
will not “wear spurs to keep their feet from sliding off their 
desks.” That spur remark, many think, was a gross slander. 
The officer personnel, of course, has its full share of practi- 
cally worthless ones. But, if the army henceforth is not to be 
used to keep America’s nose in Europe’s affairs, an old fash- 
ioned person might wonder why it was to be so large as to 
require an office building big enough to house 40,000 clerks 
and the commissioned officers to keep them busy. It might be 
suggested that 40,000 was a typographical error; that the 
intention was to say 4,000. But that would be ridiculous. One 
bureau in the Department of Agriculture alone has that many 
employes. 

No, the plan is for a regular army of 1,727,000 men, 
swelled at times to 3,000,000. The bill carries items needed 
in a 3,000,000 man army. 

Within a day of the passage of the big bill Prime Minister 
Churchill told Commons that this country was “advancing in 
rising wrath and conviction to the very verge of war.” An 
idea created by that juxtaposition of items was that, perhaps, 
Mr. Churchill would give this country the “tip-off” as to when 
it would be in the war.—A. E. H. 


Thirty-five Millions 
for a War Department 
Building Alone 


Petroleum Transportation 


Chairman Kendall, of the car service division, Association 
of American Railroads, has appealed to transportation officers 
of railroads to take steps to obtain full utilization of tank cars. 
He directed attention particularly to Circular No. T-65, issued 
May 1, 1939, containing instructions pertaining to the move- 
ment of tank cars of private ownership and carriers’ responsi- 
bility for empty mileage caused by railroad error. Observ- 
ance by all employes of this circular, said he, would avoid 
delays, particularly those resulting from the omission from 
waybills of complete information for return of empty tanks. He 
said the attention of tank car owners had been called to the 
necessity of having billing ready promptly to cover the empty 
movement of private line tank cars. 

The Temporary National Economic Committee has issued 
monograph No. 39-A, containing the reply of the Standard Oil 
Company of New Jersey and the Sun Oil Company to state- 
ments made by Roy C. Cook, author of monograph No. 39 on 
control of the petroleum industry by major oil companies. The 
reply and a rejoinder by Mr. Cook relate to petroleum trans- 
portation by pipe line and other activities of the industry. 

Secretary Ickes as petroleum coordinator has recom- 
mended to American oil companies operating tankers that 
tanker movements from continental United States to Caribbean 
islands, except Cuba, be discontinued and that petroleum for 
these islands be supplied from refineries at Aruba and Curacao, 
off the coast of Venezuela. Secretary Ickes said the round 
trip from the Gulf coast to the Caribbean islands required about 
10 days, while the round trip from Aruba or Curacao to those 
islands required only about eight days. He made the recom- 
mendation after a conference with officials of the Asiatic Pe- 
troleum Corporation, Standard Oil Co. of New Jersey, the 
Texas Co., and Trinidad Leaseholds, Inc. 

Petroleum Coordinator Ickes July 29 announced the se- 
lection of staff members for the coordinator’s office who would 
direct its activities under the immediate supervision of Ralph 
K. Davies, deputy coordinator. H. A. Gilbert was appointed 
director of transportation. He is a member of the American 
Petroleum Institute and of its central committee on tanker and 











barge construction. He is a member of the Society of Nava] 
Architects and Marine Engineers, a director of the New York 
State Waterways Association, Inc., and of the Maritime Ex. 
change of the port of New York. He organized the Oil Transfer 
Corporation, serving first as its treasurer and later as its 
president. The other staff members are: George W. Holland, 
special assistant; Robert E. Allen, director of production; 
Wright W. Garry, director of refining; John W. Frey, director 
of marketing; Edward B. Swanson, director of research; f, 
DeGolyer, director of conservation; Herbert A. Yocum, direc. 
tor of information; J. Howard Marshall, chief counsel; Stanley 
W. Crosthwait, executive officer, and William S. Arnold, spe. 
cial assistant (liaison). 

Coordinator Ickes has announced establishment of sub-offi- 
ces of Federal Tender Board No. 1, at Midland, Houston and 
Corpus Christi, Tex., and New Orleans, La., to further ep. 
forcement of the Connally act. He said the principal duty of 
the personnel in the new offices, to be transferred from the 
Kilgore office of Federal Tender Board No. 1, would be to 
check all shipments of petroleum from the designated areas in 
interstate and foreign commerce to make certain that the oj] 
thus shipped was produced in accordance with the state laws 
and the orders of the state regulatory bodies. Secretary Ickes 
observed that, by executive order, as the designated agent of 
the President, he was charged with the responsibility of car- 
rying out “the declared policy of the Congress to prohibit the 
shipment in interstate or foreign commerce of petroleum and 
petroleum products produced in violation of state laws.” 

President Roosevelt signed H. R. 4816, the petroleum pip: 
line construction act, July 30. His action was announced July 
31 (see Traffic World, July 26, p. 217). 


Crude-Refined Oil Rate Relation 


In answer to a motion filed by the complainant in No. 
28106, Petroleum Rail Shippers’ Association vs. Alton & South- 
ern et al. to require the railroads to make rates on heavy 
oils 80 per cent of those on gasoline and other light oils, the 
railroads appear to indicate they will not in the future in 
making rates recognize that relation. Specifically they say 
in this case that there was no issue as to the relation, although 
they admit the complaint in general terms assailed rates on 
petroleum and its products. 

But they assert the issue was as to rates on gasoline by 
rail and rates on gasoline by pipe line. They assert they 
have, in good faith, in establishing rates under the order in 
= case, endeavored to comply literally with the report and 
order. 

“To say that we are surprised to receive the motion as 
filed by complainant is being conservative,” says the railroad 
answer. “When the record was made in this proceeding there 
undoubtedly was keen competition between the independent 
and integrated companies. No doubt that competition con- 
tinues, but the Commission will take judicial notice of the 
fact that under the defense program the refining of petroleum 
products had jumped by leaps and bounds. While we have 
no definite figures, we know that all refiners are working 
substantially at capacity. There is an acknowledged shortage 
of gasoline on the Atlantic seaboard, which has been rec- 
ognized by the administration, and steps are being taken to 
correct that situation. It is reasonable to assume that if the 
record in this proceeding had been made at the present time 
the Commission would not have prescribed rates which dras- 
tically reduced those in effect prior to the publication of the 
rates resulting from the decision in the Petroleum Rail Ship- 
pers’ case.” 

The railroads said the orders in the cases prescribing 80 
per cent of refined rates as the basis for rates on heavier oils 
had been vacated. They said that if, as indicated in the mo- 
tion, the order in Skelly Oil Co. vs. A. & S., 214 1. C. C. 
309, in which the 80 per cent basis was prescribed, was still 
in effect, then in justice to them it should be vacated as it 
had been in other cases, or in the alternative, the Commission 
should issue an amended order in this case so that all parties 
might definitely know that the Commission did not intend 
that the rates prescribed therein on gasoline should be used as 
a basis for rates on heavy oils which were not involved in 
the proceeding. 


PIPE LINE DEPRECIATION 

The Commission, by Chairman Eastman to whom the mat- 
ter was assigned for action, in No. 19200, depreciation charges 
of carriers by pipe line, has ordered the Lawrence Pipe Line 
Co., effective with the accounts for September, to account for 
depreciation charges under the order of Nov. 16, 1934, by apply- 
ing to the ledger value of the respective primary accounts 
covering the classes of property used in operation, depreciation 
rates set forth in the order, not herein reproduced. A proviso 
in the order said that nothing contained in it should be con- 
strued as prohibiting the company from applying the rates of 
depreciation set forth retroactively to Jan. 1, 1941. 


TRAFFIC WORLD 





Aug 


mod 
resu 
forn 
sout 


rep¢ 
210 


nect 
terr 
terr 
clas 
con! 
or t 
mac 
quit 
ber 


carl 
and 
ter 
trur 
Illir 


car’ 
find 
late 
rep 
sho 
the) 
fro) 


and 
rat 
be 

san 
tor’ 


we) 
ten 
int 
mis 
in 

ant 


rec 
tio: 
res 
tra 


fou 
for 
lin 
de: 
tai 
lik 


the 





y Of Naval 


New York 
ritime Ex. 
il Transfer 
ter as its 
’, Holland, 
roduction; 
Y, director 
search; Ff, 
um, direc. 
‘1; Stanley 
‘nold, spe- 


of sub-offi- 
uston and 
irther ep. 
al duty of 
from the 
uld be to 
d areas in 
at the oi] 
state laws 
tary Ickes 
| agent of 
ty of car- 
ohibit the 
eum and 
ws.” 

leum pipe 
need July 


nt in No, 
& South- 
on heavy 
, Oils, the 
future in 
they say 
although 
rates on 


soline by 
sert they 
order in 
‘port and 


notion as 
railroad 
ing there 
lependent 
tion con- 
e of the 
etroleum 
we have 
working 
shortage 
een rec- 
taken to 
at if the 
ent time 
ich dras- 
n of the 
ail Ship- 


‘ibing 80 
vier oils 
the mo- 
. cs 
was still 
ed as it 
nmission 
1 parties 
t intend 
- used as 
olved in 


the mat- 
charges 
ipe Line 
ount for 
y apply- 
accounts 
reciation 
_ proviso 
be con- 
rates of 





WORLD 


August 2, 1941 









Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Av estern Trunk Line Class Rates 


At the request of the railroads, the Commission has 
modified No. 17000, part 2, western trunk line class rates, as a 
result of further hearing, by rescinding parts of findings in 
former reports. This case also embraces No. 26510, western- 
southern class rates. ; ; 

The rescission is a portion of revised finding 14 in the prior 
report, 204 I. C. C. 595, which was modified in a later report, 
910 I. C. C. 312, and the portion of revised finding 4 in 232 
Lc. C. 81, relating to the maintenance in the future, in con- 
nection with class rates from or to points in western trunk line 
territory and southern Missouri to and from points in official 
territory east of Illinois and points in southern territory, of 
classification exceptions corresponding with those maintained in 
connection with class rates applying in the same direction from 
or to certain points in intermediate territory. Rescission has 
made it necessary to modify orders. The modified orders re- 
quire the carriers to change their tariffs on or before Octo- 
ber 20. 

The Commission further found that rules providing for 
carload mixtures of traffic from origins in western trunk line 
and Illinois territories to destinations in official and southern 
territories were unduly prejudicial to traffic from western 
trunk line territory and unduly preferential of like traffic from 
Illinois territory. 

These proceedings were reopened on petition of the rail 
carriers for further hearing, on the question whether revised 
finding 14 in the prior report, 204 I. C. C. 595, modified in a 
later report, 210 I. C. C. 312, and revised finding 4 in the prior 
report, 232 I. C. C. 81, with the orders pertaining to them, 
should be further modified by a rescission of requirements that 
there be maintained in the future, in connection with class rates 
from or to points in western trunk line territory and southern 
Missouri to or from points in official territory east of Illinois 
and points in southern territory, exceptions to classification 
ratings and rules corresponding with the exceptions that might 
be maintained. in connection with class rates applying in the 
same direction from or to certain points in intermediate terri- 
tory. 

F ead to the report, the two findings, to the extent they 
were here under consideration, required generally the main- 
tenance of exceptions in connection with class rates on the 
interterritorial traffic involved the same as exceptions that 
might be established in connection with rates on like traffic 
in the same direction from or to points in Illinois territory 
and certain other adjacent points. 

Respondent railroads maintained, said the report, that the 
requirements of the order in these proceedings, that classifica- 
tion exceptions be established for interterritorial traffic cor- 
responding with exceptions established for intraterritorial 
traffic, were not supported by facts of record. 

With regard to the carload mixture rule, the Commission 
found that the maintenance of the classification rule providing 
for carload mixtures in connection with traffic from origins on 
lines of the respondents in western trunk line territory to 
destinations in official and southern territories, while main- 
taining exceptions to the classification rule in connection with 
like traffic from origins in Illinois territory and west-bank Lake 
Michigan ports on the lines of the same respondents subjected 
the traffic from origins in western trunk line territory to undue 
prejudice. ‘ 

Commissioner Miller, dissenting in part, said he disagreed 
with the conclusion of the majority that the application of 
exceptions to the classification mixing rule on traffic from 
origins in Illinois territory and from west-bank Lake Michigan 
ports to destinations in official and southern territory, while 
failing to make such exceptions applicable on like traffic from 
origins in western trunk line territory subjected the traffic 
from the latter territory to undue prejudice. Clearly, he added, 
the record afforded no basis for such a broad finding, adding 
that Commissioner Patterson concurred in this expression. 


AUCTIONING OF BROKERAGE SERVICE 


Asserting that applicant had “virtually been auctioning” the 
traffic controlled by him to competing carriers, which practice 
was strongly condemned by the entire Commission in Copes 
Broker Application, 14 M. C. C. 473, and 27 M. C. C. 153, the 
Commission, by division 5, in MC 17316, Albert Lewis, broker 





application, has denied a license to operate at Kansas City, 
Mo., as a broker of transportation of general commodities be- 
tween that point, on the one hand, and points in the United 
States, on the other. 

Applicant, doing business as Albert Lewis Co., of Kansas 
City, began his operations in April, 1933. He utilizes the serv- 
ices of certain carriers and collects his commission from them. 
In the case of Holsum Products Co., the report says, he routes 
the shipments offered him over any line of his own choosing. 
The rate of commission charged by applicant varies with dif- 
ferent shipments, it says, adding that in the event two or more 
carriers serve the destination of a shipment, applicant gives 
it to the carrier agreeing to pay him the largest commission. 
When he has a shipment to route, he contacts one of the car- 
riers which can handle it and reaches an agreement as to the 
amount of his commission on that shipment. If the carrier 
to which he offered the shipment failed to agree to a commis- 
sion satisfactory to applicant, the report said, he offered it to 
another carrier in an effort to obtain the desired compensation. 
That practice, the report said, was condemned by the Commis- 
sion, and “in these circumstances we have no alternative but 
to deny the application.” 

The denial is without prejudice to the filing of a petition 
for rehearing should applicant be prepared to submit a revised 
plan of operation, including acceptable assurances that future 
operations will be conducted on a basis of equality as between 
carriers and at rates reasonably related to the benefits received 
by the carriers. 





T. L. All-Freight Rate 


Establishment by motor common carriers, not earlier than 
August 4, of a 37-cent rate, truckload minimum 16,000, on freight, 
all kinds, with exceptions, from New York, N. Y., Zone 1, to Phil- 
adelphia, Pa., has been permitted by the Commission, division 
5, in a sixth supplemental report in Ex Parte MC 20, trunk 
line territory motor carrier rates. Accordingly, it has further 
modified its findings and order in the original report, 24 M. 
C. C. 501, and later, prescribing minimum rates, etc., for appli- 
cation between points in trunk line territory. 

In prescribing the rate, the Commission acted on a peti- 
tion of the New York and New Brunswick Auto Express Co., 
Inc. The express company, however, sought a minimum of 
23,000 pounds for that rate. Railroads and the Middle Atlantic 
States Motor Carriers Conference, Inc., opposed the proposal, 
which is intended to meet a combination of intermediate rates 
now maintained by the railroads on mixed shipments of all- 
freight from 13th Avenue and 26th Street in New York City 
to Philadelphia. 

The traffic which would move at the 37-cent rate, accord- 
ing to the report, consists of such general merchandise as is 
dealt in by large retail department stores, namely clothing, 
hardware, tools, leather goods, furniture, etc. 

The 37-cent rate will not apply when the shipment consists 
of a mixture of less than 10 separately described articles listed 
in the national motor freight classification or exceptions thereto, 
or when the weight of any single commodity contained in the 
shipment exceeds 50 per cent of the aggregate weight thereof, 
or of the minimum weight, whichever is higher. Likewise, it 
will not apply when articles rated higher than first class ex- 
ceed 15 per cent of the aggregate weight of the shipment, or of 
pe minimum weight, whichever is higher, says the report, 
adding: 


The rate will apply only when shipments are capable of being 
loaded into one truck, trailer, or semitrailer having a capacity equal 
to 1,000 cubic feet of space. When more freight than can be loaded 
into a vehicle having a loading capacity of 1,000 cubic feet is tendered, 
unless a lower charge results from treating the entire amount ten- 
dered as a single shipment and applying the rate applicable to such a 
shipment, that portion of the shipment which can be loaded into one 
truck, trailer, or semitrailer having a capacity equal to 1,000 cubic 
feet of space will be considered a truckload and charged for on the 
basis of the rate provided herein at a weight of 16,000 pounds, or actual 
weight if greater; and any amount of freight tendered in excess of 
that which can be loaded into one truck, trailer, or semitrailer having 
a capacity equal to 1,000 cubic feet of space or less will be considered 
as a separate shipment and charged for accordingly. 


By reason of the 37-cent rate, the report said, a motor 
carrier would meet the competition of rail carriers operating 
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between New York and Philadelphia, which publish carload 
rates on mixed shipments of freight graduated according to the 
size of the car, in conformity with the views expressed by the 
Commission in Middle Atlantic States Motor Carrier Confer- 
ence, Inc., vs. Central Railroad of New Jersey, 232 I. C. C. 381. 


Relief on Crude Sulphur 


Subject to a 50 per cent circuity limitation, in addition to 
the customary one that the rate shall not be in excess of the 
lowest combination, the Commission, by division 2, in fourth 
section application No. 18592, sulphur to Erie, Pa., has author- 
ized the railroads parties to Curlett’s I. C. C. No. A-445, by 
fourth section order No. 14307, to establish a rate of $3.67 a 
net ton, minimum 80,000 pounds on crude sulphur from New 
York, N. Y., and New York Harbor lighterage points to Erie, 
Pa., without observing the long and short haul part of section 
4. The present rate is $5.20. The application was for a rate 
of $3 a ton. 

The asserted ground for relief, the report said, was water 
competition, by way of the Hudson River, New York State 
Barge Canal and Lake Erie. The W. E. Hedger Transporta- 
tion Corporation opposed relief. According to a witness for 
that company, said the report, a rate differential of 75 cents 
in its favor is necessary to permit a water carrier to compete 
with rail carriers for the traffic which reaches New York by 
ship from Louisiana and Texas. The need for that differential 
was attributed in part to loss in transit of one per cent of sul- 
phur, worth about 25 cents when transported by water and 
truck, according to the report. By reason of the consideration 
mentioned, that witness concluded, said the report, that if the 
proposed rate was established the water carriers would be 
unable to compete for the traffic. The Hedger Company, the 
report said, had participated, among other activities, in the 
transportation of sulphur to Great Lakes ports since 1921 or 
1922. Formerly, it handled by way of the canal, according to 
the report, around 300,000 tons annually, but by last year the 
amount carried had dwindled to around 30,000 tons. That de- 
crease, the report said, was attributed to the low rate estab- 
lished by the rail carriers. Since, except in 1939, the report 
said, the traffic to Erie moved by water, it was apparent that 
competition among water carriers was an important factor in 
determining rates. 

The proposed rate, applied over routes shown of record, 
said the report, would yield a minimum revenue of 4.4 mills 
a ton-mile and 17.6 cents a car-mile. Applicants, it added, did 
not encounter water competition at the proposed higher-rated 
intermediate points. The Commission found that relief through- 
out the year was justified in connection with the rate of not 
less than $3.67 a net ton. That rate, plus handling costs, said 
the Commission, exceeded by approximately 45 cents a pub- 
lished rate of the McLain Marine Corporation, a water com- 
mon carrier, plus the average handling cost at a plant of a 
paper mill company last year. That difference between the 
rail and water costs, the report said, was observed in grant 
of relief from Warners, N. J., to Erie, in Crude Sulphur to 
Erie, Pa., 243 I. C. C. 381. 

In addition to the circuity limitation, the Commission said 
that the rates to and from higher-rated intermediate points 
should not exceed rates made 23.5 per cent of the correspond- 
ing first class rates. That basis, 23.5 per cent of first class, is 
the basis to which the carriers expect to bring their rates on 
crude sulphur in a revision of sulphur rates in official territory. 
The minimum will be 60,000 pounds. 


Midwestern Motor Rates 


Rates on salt, less-truckloads, binder twine, minima 2,000, 
5,000 and 10,000 pounds, and livestock or poultry feed, minima 
1,000, 2,000, 4,000 and 9,000 pounds, to be established by motor 
common carriers between Sioux City, Ia., and many points in 
Nebraska, the same as maintained by intrastate carriers from 
and to South Sioux City, Neb., have been prescribed by the 
Commission, division 5, in a second supplemental report in 
Ex Parte MC 23, midwestern motor carrier rates, in addition 
to other commodity rates and exceptions. The action results 
in further modification of the Commission findings and order 
in the original report in that case, 27 M. C. C. 297, and later, 
prescribing minimum rates, charges, classifications, exceptions 
thereto, and rules and regulations for motor common carriers 
between points in western trunk-line territory. 

In prescribing the rates, the Commission observed that 
“Sioux City is separated from South Sioux City, Neb., by a 
highway bridge across the Missouri River and meets the con- 
stant and active competition of intrastate jobbing and shipping 
centers in Nebraska.” 

Modification of the prior order was sought in petitions 
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filed by individual carriers, and on behalf of their members 
by the Western Trunk Line Motor Common Carriers Bureay 
and the Sioux City-Northeast Nebraska Motor Carriers. Rates 
the same or lower than intrastate rates on salt, binder twine 
and livestock or poultry feed between Sioux City and South 
Sioux City were sought by the Sioux City-Nebraska group, and 
were opposed by the Des Moines bureau on the ground that 
earnings would be unreasonably low. Other rates and changes, 
as set forth in appendices attached to the report, have been 
permitted to be established on the following commodities: 

Lactic acid; apple juice; cotton bags; paper shopping 
bags; billfolds; metal bottles; lunch boxes; floor waxing brushes 
and other brushes; candy or confectionery; caps, covers or 
tops; capsicum (cayenne pepper); paper greeting cards; play- 
ing cards; chili peppers; clocks; cocoa butter; condition pow. 
ders, etc.; copra, crayons; cutlery; cut-outs; dessert prepara- 
tions; dispensers; erasers; explosives; extracts; extracts or 
flavoring compounds; electric wiring receptacles or sockets: 
fans, electric; flashlights; flowers, herbs, or leaves; folders; 
food; formaldehyde; paper forms; fruit juice powders or crys- 
tals; goggles; golf balls; dog grass; gums, shellac; hair nets; 
handkerchiefs; electric air heaters; tag holders; indigo, syn- 
thetic; ink; jugs; malted milk; mirrors, mucilage; paper nap- 
kins; sanitary pads; carbon paper; adhesive paste; lemon or 
orange peel; pencils and clips, also leads, sharpening machines, 
holders and points; percolators, potassium; powder puffs: 
refuse, vanilla bean; typewriter ribbons; rubber goods; rulers 
or rules; sad irons; sago; sausage; scales; sealing tape; sodium; 
solvent, denatured alcohol; cork stoppers; adhesive tape; tea; 
thermometers; vegetables, canned or preserved; visors, sun; 
watches; yeast; roofing materials, etc.; soap and soap pow- 
ders; bags and bagging; cigarettes and tobacco; iron and steel 
articles; petroleum or products; and tile, facing or flooring. 

The rates, as set forth in the appendices, to the extent 
they exceed those previously prescribed by the Commission, 
are to be established on or before September 4, on one day’s 
notice, and not earlier than August 4, to the extent they are 
lower than those previously prescribed. 


Motor Aggregating Rule Unlawful 


Rules of motor carriers in effect permitting the aggregat- 
ing of shipments from different plants of a consignor at one 
point of origin on one day, and on separate bills of lading in 
order to make up a truckload, without charge for the aggre- 
gating service have been condemned by the Commission, divi- 
sion 2, in I. and S. M-1065, iron and steel castings, Dayton, 
O., to Detroit, Mich., embracing also MC C-174, iron and steel 
castings, Dayton, O., to Detroit, Mich. The latter is an inves- 
tigation instituted by the Commission. 

In the title case, the Commission found that a rate of 21.5 
cents a hundred pounds, on iron and steel castings from Day- 
ton to Detroit had been justified, but that the rule proposed in 
connection with the rate providing for the aggregating of ship- 
ments from more than one plant at the point of origin, would 
be unlawful. The rate and the rule in this case were proposed 
by the Cleveland, Columbus & Cincinnati Highway, Inc. 

An aggregating rule similar to the one in the suspension 
proceeding, maintained by United Trucking Service, Inc., a 
motor common carrier at Port Huron, Mich., was the subject 
into which the Commission inquired with the result that that 
rule, differing in language, somewhat, from the rule in the 
suspension proceeding, was the subject of the inquiry. 


Suspension of the rate and rule in the title case resulted 
from requests by the railroads affected by it. The report in 
these two proceedings said the rule under consideration was 
similar to the one applicable on rubber products at Akron, O., 
and a few other points in Ohio, permitting unlimited pick-ups, 
at no charge other than the line-haul rate, that being also 
the fact with regard to the castings directly involved. The 
report said the railroads afforded similar services but at a 
charge for each stop amounting, generally, to $3.47 a car but 
more in some instances. 


An argument in defense of the rule was to the effect that 
the service under the proposed rule did not differ from service 
under rules maintained by some motor carriers which permitted 
loading of an overflow shipment in more than one vehicle, and 
that the service was not as expensive to a carrier as stops at 
intermediate points for partial unloading, a service allowed 
by many motor carriers. However, said the report, a charge 
was generally provided for stons in transit for partial unloading. 

According to the renort the railroads opposed the rule on 
the ground that their effect was to accord less-truckload serv- 
ice at truckload rates. Thev said that prevailing charge when 
ears were stonped en route in this central territory for partial 
loading or unloading was $6.93 a car for each stop, the charge 
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of $3.47 being for loading at different points in the shipper’s 
t area, 
plan rhe report said that the rates in connection with the rules 
under consideration would yield truck-mile revenues ranging 
from 28.5 cents to 16.5 cents for distances ranging from 129 to 
975 miles. One shipper, according to the report, professed a 
willingness to pay a reasonable charge, not more than the cost 
to the motor carrier, for the making of the aggregating stops. 
In the suspension proceeding the Commission found the 
rule had not been justified. In its own proceeding it found 
that the rule, without proper charges for the service provided 
by the rule, was unjust and unreasonable, and that in its 
present form the rule was unduly prejudicial and unjustly dis- 
criminatory, in that it permitted less-truckload service to be 
afforded a special class of shippers at the truckload rate. It 
said the schedules, to the extent found not justified should be 
canceled without prejudice to the filing of new schedules in 
the light of the discussion in the report about performance of 
services without charge, not later than September 1. The 
proceedings were discontinued. 


Commission Reports 


Window Glass 


I. and S. No. 4877, window glass, southwest to Missouri. 
By division 3. Proposed reduced rates, common window glass, 
Shreveport, La., Fort Smith, Ark., and Henryetta, Okla., to 
St. Louis, Kansas City, Springfield, and Joplin, Mo., justified; 
order of suspension vacated as of August 8 and proceeding 
discontinued. Rates in issue, based on minima of 60,000 and 
80,000 pounds, and protested by the American Window Glass 
Co., of Pittsburgh, Pa., were published to meet, as claimed by 
respondents, actual and impending competition from motor 
common, contract, and private carriers. Commissioner All- 
dredge dissented, in part, as to the rates proposed on the 
80,000-pound basis. 

Synthetic Indigo Paste 


No. 28543, E. I. Du Pont De Nemours & Co., Inc. vs. South- 
ern Steamship Co. et al. By the Commission. Report by Com- 
missioner Mahaffie. Fourth class rates charged, synthetic in- 
digo paste, in mixed carloads with sodium, hydrosulphite, Phila- 
delphia, Pa., to Waco and McKinney, Tex., delivered between 
May 14 and November 7, 1938, applicable and not unreasonable 
except with respect to one shipment to McKinney, delivered 
October 1, 1938, on which a rate of $1.53 was charged. On that 
shipment, the Commission said, the applicable rate was $1.52. 
Reparation of $5.20, with interest, awarded. 


Fertilizer 


I. and S. M-1309, fertilizer, Baltimore and vicinity to West 
Virginia. By division 2. Proposal of May B. Jones, of Shep- 
herdstown, W. Va., a motor contract carrier, to establish initial 
minimum rates, ranging from $2 to $3 a net ton, minimum 8,000 
pounds, fertilizer, Baltimore, Brooklyn, East Brooklyn, Mason- 
ville, Fairfield, Curtis Bay, and Westminster, Md., to points in 
West Virginia, unreasonably low and unlawful. Schedules 
filed to become effective October 31, 1940, and suspended until 
May 31, 1941, when they became effective, on protest of rail 
carriers and the Middle Atlantic States Motor Carrier Confer- 
ence, Inc., ordered canceled on or before September 1, without 
prejudice to the filing of schedules containing the same rates 
subject to a minimum of 14,000 pounds, or containing rates 15 
per cent higher subject to a minimum of 8,000 pounds, and pro- 
ceeding discontinued. Commissioner Alldredge partially con- 
curred, approving the condemnation of the rates based on the 
8,000-pound minimum, but disapproving the finding with respect 
to the 14,000-pound minimum. He said he believed the rates 
should be subjected to a 20,000-pound minimum or made 30 to 
50 cents a ton higher for the 14,000-pound basis. 

Scrap Iron 

No. 28507, L. Berman & Son vs. Chesapeake & Ohio et al. 
By the Commission. Report by Commissioner Splawn. Ap- 
plicable rate of $3.80 a long ton charged, scrap iron, shipped 
between October 11, 1938, and May 6, 1939, Mabscott, W. Va., 
to East Radford (Radford), Va., unreasonable to the extent 
it exceeded $3.70. Reparation, with interest, awarded. 


Commission Motor Reports 


{An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


_ “MC 2180, Sub. 12, Burlington Transportation Co., exten- 
Sion of operations. By division 5. On reconsideration, findings 
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in prior report, decided October 31, 1940, amended so as to 
authorize operation as a common carrier of passengers and 
express, mail, and newspapers, in the same vehicle with pas- 
sengers, between Chicago and La Grange, IIl., over a regular 
route, serving all intermediate points. 

MC 9259, Sub. 6, Bowen Motor Coaches, Ft. Worth, Tex., 
extension—Liberty, Tex., embracing Sub. 7, Same, extension 
—Seguin. By division 5. Certificate granted in MC 9259, Sub. 
6, as to passengers and their baggage, and express, mail, and 
newspapers in the same vehicle with passengers, over specified 
highways in Texas, between Beaumont and Livingston, via 
Moss Hill and Raywood and Liberty, serving all intermediate 
points; and in MC 9259, Sub. 7, as to the same transportation 
over specified highways in Texas, between Bremond and 
Hearne; and Austin and San Antonio, serving all intermediate 
points. 

*MC 30005, Sub. 1, John S. Ginnocchio, Reno, Nev., exten- 
sion—Alturas. By division 5. Certificate granted as to general 
commodities, with exceptions, between Johnstonville and Al- 
turas, Calif. 

MC 33520, Follmer Trucking Co., Inc., Danville, Pa., 
common carrier application. Granted as to continued opera- 
tions, general commodities, with exceptions, between Lock 
Haven, Pa., on the one hand, and Baltimore, Md., and Phila- 
delphia, Pa., on the other; specified commodities between points 
in Pa., N. J., and N. Y.; and empty equipment, between New 
York, N. Y., and Philadelphia, and between Philadelphia and 
Baltimore. Dual operation, as both common and contract, 
authorized. 

MC 43878, O. K. Motor Service, Inc., Chicago, III., common 
carrier application, embracing Sub. 3, Same, extension—malt 
beverages, newspapers, and magazines, and MC 52587, Sub. 3, 
Same, extension—malt beverages to Ill. points. By division 5. 
Certificate granted in MC 43878 as to continued operation, 
general commodities, with exceptions, between Peoria, Ill., and 
Waukesha, Wis., and between points in IIll., within the Chicago 
commercial zone; and in MC 43878, Sub. 1, as to malt bever- 
ages, newspapers, and magazines, Chicago to specified points 
in Wis., and empty malt beverage containers in the reverse 
direction, over irregular routes, including authority to move 
empty equipment from Madison, Wis., to Milwaukee, Wis., 
over a particular route. In MC 52587, Sub. 3, the Commission 
found public convenience and necessity not to require operation 
as a common carrier of malt: beverages and advertising matter 
from Milwaukee and Waukesha to points in Ill, and empty 
malt beverage containers in the reverse direction. 

*MC 89799, William Pionteck, Binghamton, N. Y., com- 
mon carrier application. By division 5. Granted as to gen- 
eral commodities, with exceptions, between points in N. Y. 

*MC 95892, Clarence W. Bishop, Winner, S. D., common 
carrier application. By division 5. Granted as to specified 
commodities between points in Ia. and S. D. 

*MC 101875, Howard F. Miller, Freeland, Pa., common 
carrier application. By division 5. Denied. Coal, Freeland and 
points within 50 miles thereof to New York, N. Y., and points 
in New Jersey within 25 miles thereof. 

*MC 20992, Sub. No. 1, William Dotseth, Knapp, Wis., 
extension—Minnesota, embracing MC 24103, Sub. 3, Norman 
R. Gilbert, extension—Minnesota. By division 5. Certificate 
granted as to ensilage cutters, hammer mills, portable feed 
grinders, and coal stokers, between West Bend and Chippewa 
Falls, Wis., and points in Minn. 

*MC 39553, Sub. 1, Cripps Overland Express, Inc., Chicago, 
ill., extension—Chicago commercial zone. By division 5. Cer- 
tificate granted as to general commodities from and to points 
in the Chicago commercial zone, as off-route points in con- 
nection with applicant’s regular route operations in MC 39553 
and MC 43682, and malt beverages, in truckloads, Milwaukee, 
Wis., to Joliet, Ill., and empty malt beverage containers in 
the reverse direction. 

*MC 41770, Sub. 1, Owen E. O’Neal, Mt. Cuba, Del., 
common carrier application, embracing Sub. 2, Same, exten- 
sion. By division 5. Certificate granted as to passengers and 
their baggage in round-trip charter operations, beginning and 
ending at points in Del., on and north of Del. highway 273, 
between the Del.-Md. state line and Hare’s Corner, Del., and 
a line between Hare’s Corner and New Castle, Del., and ex- 
tending to points in Pa., N. J. and Washington, D. C. 

MC 13492, Sub. 5, North Boulevard Transportation Co., 
North Bergen, N. J., common carrier extension—Marginal 
Street. By division 5. Certificate denied. Passengers on Mar- 
ginal Street (New Jersey highway 10), between and including 
North Hudson county boulevard and Palisade Ave., in Union 
City, N. J., including service at all intersections along Mar- 
ginal Street, in connection with presently authorized opera- 
tions between New Jersey points and Manhattan through the 
Lincoln Tunnel. 

MC 18260, A. W. Abel, Kansas City, Mo., common carrier 
application. By division 5. Granted as to continued opera- 
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tion, household goods, between Kansas City, Mo., and points in 
Mo., Kan., within 75 miles of Kansas City, on the one hand, and 
points in Ala., Ark., Colo., Del., Fla., Ga., Ill., Ind., la., Kan., 
ny., Me., Md., Mass., N. M., N. Y., N. D., Mich., Minn., Miss., 
Mo., Neb., O., Okla., Pa., S. D., Tenn., Tex., Va. and Wis., on 
the other. 

*MC 45651, The Albert’s Motor Lines, Inc., Cromwell, Conn. 
(successor in interest to the Albanese ‘lrucking Co.), common 
carrier application. By division 5. Granted as to con- 
unued operations, general commodities, with exceptions, be- 
tween New York, N. Y., and Harttord, Conn., and specihed 
commodities, from and to points in Conn., Mass., N. J. and 
MN; 2. 

*MC 46219, Sub. No. 1, Sternberger Motor Corporation, 
Long Isiand City, N. Y., extension—New Hampshire and other 
states. By division 5. Certificate granted as to household 
goods and new furniture between New York, N. Y., on tne one 
nand, and points in N. H., Vt., Va. and W. Va., on the otner. 

*MC 47547, Sub. 1, Green Gables Auto Service, inc., 
Buffalo, N. Y., common carrier extension—Butfalo. Ky divi- 
sion 5. Denied. Petroleum products, in bulk, points in ra. 
to N. Y. 

*MC 62012, Walter William McCann, Seattle, Wash., com- 
mon carrier application, embracing Sub. 1, Same, extension 
OL operations—Wyo. and Colo. By division 5. Certticate 
granted as to continued operations, tresh, frozen, and smoked 
nsh, Seattle, Wash., to Boise, Ida., and Salt Lake City, Utah; 
horticultural bulbs, Seattle to Farmington, Utah; and cheese, 
kortland, Ore., to Pocatello, Ida., and trom Pocatello to points 
in Wash. and Ore. Certificate also granted as to fresh 
trozen and smoked foods, and horticultural bulbs, Seattle to 
all points in Ida. and Utah located on a specified regular route 
to Salt Lake City; and agricultural commodities, points in Ida. 
to points in Wash. and Ore. 

*MC 67698, Morris Gordon, Boston, Mass., broker applica- 
tion. By division 5. License granted. Passengers and 
their baggage, between Boston, on the one hand, and points 
in U. S., on the other. 

*MC 75281, George W. Kirk, trustee, Righter Trucking 
Co., Inc., Charlestown, Mo., common carrier application. By 
division 5. Granted as to continued operation, general com- 
modities, with exceptions, between points in Mo., Ill., Ark. and 
Tenn. 

*MC 101283, William J. Disler, Hightstown, N. J., common 
carrier application. By division 5. Granted. Potatoes from 
Hightstown and points within 5 miles thereof to specified points 
in New York and Pennsylvania, over irregular routes. 


*MC 94650, James Erastus McBride, Miller City, III., com- 
mon carrier application. By the Commission. On reconsidera- 
tion, findings in prior report, decided January 3, 1941, modified. 
Authority granted for operation as common carrier of farm 
machinery, scrap iron, feeds, seeds, groceries, hardware, car- 
bonated beverages, empty beverage containers, and wine, be- 
tween Miller City, Ill., and points within 18 miles thereof, on 
the one hand, and, on the other, St. Louis, Mo., over irregular 
routes. The Commission said facts stated in the prior report 
relative to operations other than those between Cairo, Ill., and 
St. Louis would not be restated and that it affirmed the find- 
ings of division 5 except as modified in the instant report. Com- 
missioner Patterson noted a dissent. 

MC 93812, W. H. Turner, West Point, la., common carrier 
application. By division 5. Granted, as to grain from points 
in Henderson and Warren counties, Ill., to West Point, Ia., and 
points in Lee county, Ia., within 10 miles thereof, as to coal 
from Knox and Fulton counties, Ill., to West Point and points 
in Lee county within 10 miles thereof, and as to live stock from 
the aforesaid Iowa area to Galesburg, Peoria, Chicago and Na- 
tional Stockyards, Ill., over regular and irregular routes. The 
division said that whatever advantage applicant might enjoy by 
reason of his combination of for-hire and private carriage was 
outweighed in this instance by the apparent public need for 
continuance of his for-hire services. 

*MC 92822, Newton D. Williams, Poultney, Vt., common 
carrier application, embracing Sub. No. 1, Same, common car- 
rier application. By division 5. Granted, as to specified com- 
modities, from and to various destinations in Massachusetts, 
Vermont, New York, Maryland, and Pennsylvania, over irreg- 
ular routes. 

*MC 86152, George C. Herbert, Shamokin Dam, Pa., com- 
mon carrier application, embracing MC 86269, Edward F. Haf- 
fey, Bloomsburg, Pa., common carrier application, MC 86181, 
Edwin Stair, Eyers Grove, Pa., common carrier application, 
and MC 86063, Robert Whitenite and Garrett Edwards, Blooms- 
burg, common carrier application. By division 5. Each appli- 
cation denied on finding that applicants are not common or 
contract carriers as defined in part II of the act. Automobiles 
from Buffalo, N. Y., Detroit, Mich., and West Springfield, Pa., 
to points in New York, Pennsylvania and New Jersey, over 
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irregular routes. Division 5 said applicants operated under the 
tariff and state authorities of Maurer & Myers Auto Conyo, 
or Eastern Automobile Forwarding Co. and that the authori; 
granted those companies by the Commission was based in par 
on the use of equipment of owner-drivers such as applicans 
herein. Noting that applicants were willing to change thei 
arrangements with M. & M. and Eastern if the agreements wit) 
them did not meet Commission requirements, the Commission 
said it had outlined, since the hearings, requirements in Dixie 
Ohio Express Co., Common Carrier Application, 17 M. C, ¢ 
735, by which applicants might be guided in establishment 
relationships with M. & M. and Eastern and become employe; 
as owner-drivers of those companies without issuance of ¢e. 
tificates in the instant applications. 

MC 84770, The Royal Transportation Co., Baltimore, Md, 
common carrier application, embracing MC 7857, Same, contra¢ 
carrier application. By division 5. Certificate granted for cop. 
tinuance of operation as to general commodities, with excep. 
tions, between Washington, D. C., and Cleveland, O., over reg. 
ular routes, serving specified itnermediate and off-route points, 
Operations in MC 7857 found to be those of common carrier 
included in authority granted in MC 84770. 

*MC 74120, John J. Porto, Wallingford, Conn., common car. 
rier application. By division 5. Certificate granted to T. Porto 
& Sons, as successors in interest to applicant, for continuance 
of operation, cotton webbing and brake lining from Middle. 
town, Conn., to New York, N. Y., and silverware and cutlery 
from Wallingford, Conn., to New York, over irregular routes, 

MC 73701, Sub. No. 4, Bert Glupker, Grand Rapids, Mich, 
common carrier extension. By division 5. Granted as to speci- 
fied commodities from and to points in Illinois, Indiana, Ohio 
and Michigan, over irregular routes, subject to condition that 
applicant request revocation of that part of his certificate under 
MC 73701, Sub. No. 1, authorizing transportation of seven speci- 
= . <a from Hammond, Ind., Chicago and Calumet 

ity, Il. 

*MC 72255, B. R. & P. Warehouse, Inc., Rochester, N. Y., 
contract carrier application, embracing MC 72256, Same, conm- 
mon carrier application. By division 5. Application in MC 
72255 covering transportation of property for railroad company 
at Rochester dismissed, pending determination of terminal area 
for that city. Certificate granted in MC 72256 for continuance 
of operation, general commodities, with exceptions, over irreg- 
ular routes, from Rochester to points in specified areas in cen- 
tral and western New York. 

*MC 72033, Interstate Magazine Hauling Corporation, New 
York, N. Y., common carrier application. By division 5. Granted, 
for continuance of operation as to general commodities, with 
exceptions, between specified points in Connecticut, Massachu- 
setts, New Jersey, New York, Pennsylvania and Rhode Island, 
serving specified intermediate and off-route points, over regular 
routes. 

*MC 59856, Sub. No. 3, Salt Creek Freightways, Casper, 
Wyo., contract carrier extension. By division 5. Permit granted. 
Liquid petroleum products, in bulk, in tank trucks, from Glen- 
rock, Wyo., over U. S. highway 87 to Lewistown, Mont., serv- 
ing intermediate points of Casper, Sheridan and Midwest, Wyo., 
in pick-up only, and Billings, Mont., in delivery only. Holding 
by applicant of common carrier authority to transport general 
commodities, except petroleum products in bulk, and of permit 
authorizing transportation of liquid petroleum products in bulk 
in tank trucks, over the same route, found to be consistent with 
the public interest and national transportation policy. The 
division said the commodities which applicant would transport 
as contract carrier would not be same as those transported as 
common carrier and the two operations would not be competi- 
tive. 


MC 50006, Dave Wolzinger, Los Angeles, Calif., common 
carrier application. By division 5. On reconsideration, findings 
in prior report respecting common carrier bus service at Salt 
Lake City, Utah, Ely, Nev., and intermediate points, clarified 
and modified. (Prior reports 1 M. C. C. 474 and 8 M. C. C. 77.) 
The modification authorizes operation between Salt Lake City 
and Los Angeles over described routes. 


MC 30278, Sub. 1, William A. Ramsden, Providence, R. |., 
extension of operation—Conn. By division 5. Certificate granted 
as to petroleum products in bulk, in tank trucks, Providence, 
East Providence, and Pawtucket, R. I., to Danielson, Moosup, 
Putnam, and Stonington, Conn. 

MC 29130, Sub. 9, Rock Island Motor Transit Co., Chicag®, 
ill., extension—Wellman, Ia. By division 5. Certificate granted, 
subject to conditions, as to general commodities, with excep- 
tions, between Iowa City and Wellman, Ia., with service to and 
from the intermediate point of Kalona, Ia., which are stations 
on the line of the Chicago, Rock Island & Pacific Railway Co., 
of which applicant is a wholly-owned subsidiary. One condition 
is that the service be limited to that which is auxiliary or sUup- 
plemental to rail service of the railroad. 
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MC 26825, Albert Roy Andrews, Norfolk, Neb., common 
carrier application. By division 5. Granted as to continued 
operation, household goods, between all points in Colo., Ill1., Ia., 
Kan., Minn., Mo., Neb., N. D., Okla., S. D., Wis., and Wyo. 
Commissioner Patterson partially dissented. 

MC 12035, John H. Jacobs, Brooklyn, N. Y., broker appli- 
cation. By division 5. License denied. Broker of transporta- 
tion of general commodities between New York, N. Y., on the 
one hand, and points in 17 states and D. C., on the other. 

*MC 9999, George H. Louderback, et al., Philadelphia, Pa., 
common carrier application. Certificate granted as to continued 
operation, general and specified commodities between points in 
Pa., N. J., N. ¥., Conn., Mass., R. I., Del., Md., and D. C. 

*MC 443, Sub. 2, B. W. Lee, Klamath Falls, Ore., common 
carrier extension—Bend, Ore. By division 5. Denied. Speci- 
fied commodities between Klamath Falls and Bend, Ore., and 
glass bottles and extracts from San Francisco, Calif., to Kla- 
math Falls and Bend, and wool from Bend to San Francisco. 

*MC 40858, Sub. 2, Silver Fleet Motor Express, Inc., Louis- 
ville, Ky., extension—Cincinnati, embracing MC 101551, Same, 
common carrier application. By division 5. Certificate granted 
in MC 40858, Sub. 2, as to general commodities, with exceptions, 
between points in Ind., O., Ill., Ky., and Tenn., over specified 
routes, and to and from certain intermediate points on appli- 
cant’s present routes in Ind., and Ky.; and in the movement of 
empty trucks between points in Tenn., and Va., also over speci- 
fied routes. It denied the application in MC 101551, by reason 
of there being no operating rights. 

MC 76266, Sub. 6, Merchants Motor Freight, Inc., St. Paul, 
Minn., common carrier extension—Mount Pleasant, Ia.-Cedar 
Rapids, Ia. By division 5. Granted as to general commodities 
between Mount Pleasant, Ia., and Cedar Rapids, Ia., over U. S. 
highway 218, serving Iowa City, Ia., as an intermediate point. 

*MC 22139, Sub. No. 7, Alfred J. Gorey, Manchester, N. H., 
common carrier extension of operation—Massachusetts-New 
Hampshire. By division 5. Denial proposed. Petroleum prod- 
ucts, in bulk, between specified points in Mass. and N. H. 

*MC 100515, William A. Roseke, Lytton, la., common car- 
rier application. By division 5. Certificate proposed. Live 
stock, feed, and seed between Lytton, Ia., and points within 15 
miles thereof, on the one hand, and Omaha, Neb., on the other, 
over irregular routes. 

*MC 101082, Sam D. Thompson, Centralia, IIl., contract 
carrier application. By division 5. Permit proposed. Petro- 
leum and products, in bulk, in tank trucks, Centralia, Ill., and 
points within 25 miles thereof, to points in Ind. and Mo. 


M. V. Barge Lime Steck Purchase 


Acquisition by the Mississippi Valley Barge Line Co. of 
control of the Campbell Transportation Co., a water common 
carrier, through ownership of its capital stock, has been au- 
thorized by the Commission, division 4, in Finance 13229, 
Campbell Transportation Co., control. 

_The outstanding stock is divided into 4,172 shares, of 
which Charles T. Campbell, president of the company and a 
director of the applicant, owns 2,500 shares, or almost 60 per 
cent; and 308 additional shares are held by him for beneficial 
owners, according to the report. The remainder of the stock 
is divided among various holders. Applicant proposes to pur- 
chase = a ee for agp gene and to finance the purchase 
price from the proceeds of anticipated bank 1 
exceed $2,000,000. . ee 

The Campbell company was incorporated in Delaware on 
May 11, 1931, and since has operated as a common carrier to 
the head of navigation on the Alleghany, Monongahela, and 
Youghiogheny Rivers; between Pittsburgh and Cairo, on the 
Ohio River; to the head of navigation on the Big Kanawha, 
Little Kanawha, and Licking Rivers, and to Nashville Tenn., 
on the Cumberland River, tributaries of the Ohio; and between 
Wood River, Ill., and New Orleans, on the Mississippi River. 
It has never participated in through routes nor had joint 
rates with railroads. All its business is port-to-port traffic, 
and its service consists almost entirely of transporting com- 
modities in barge loads. An application by the company for 
a certificate under section 309(a) of the interstate commerce 
act authorizing continuance of its operations is pending before 
the Commission in No. W-78. 


The proposed transaction, the report said, was not intended 
to be a means of extending the Campbell company’s rights 
under section 309. No issue of operating rights, it said, was 
presented in this proceeding, and nothing in the report was to 
be construed as in any wise affecting the determination to 
be made in No. W-78, or any determination the Commission 
might hereafter be called on to make with respect to the 
applicant’s operations under the Denison act, or otherwise. 
In reviewing the facilities of both the applicant and Camp- 
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bell, the Commission observed that the latter did not have 
terminal or repair facilities, and had only a landing boat at 
Pittsburgh. Its traffic, it said, was handled on a free on and 
free off basis, and consignees had to arrange for loading and 
unloading barges at various points where the company did 
not have facilities. Consequently, it added, except where such 
facilities were available, as in the case of the applicant’s fa- 
cilities at Memphis, the Campbell company was at the mercy 
of other barge lines. 

“While the record impresses us that both carriers probably 
could continue to thrive under independent ownership, their 
proposed association should make for more economical use 
of facilities and improved service, and should benefit both 
carriers, and the public they serve, in added strength lent 
mutually one to the other,” says the Commission. 

The Commission’s approval of the transaction was on the 
understanding “that before recording acquisition of the Camp- 
bell company’s stock in its books, the applicant first will submit 
the related journal entries” for its approval. It found that the 
terms and conditions of the proposed transaction were just 
and reasonable, that the transaction could be consistent with 
the public interest, and that the increase in applicant’s fixed 
charges resulting from the proposed transaction would not 
be contrary to the public interest. It said the transaction would 
not reduce competition, but that both carriers would have the 
benefit of more elastic arrangements for interchange of vessels, 
etc., particularly at times when shortages in equipment oc- 
curred. 


D. & R. G. W. ABANDONMENT 


The Commission, by Commissioner Porter, to whom the 
matter was assigned for action, has further postponed until 
September 1 the effective date of its certificate, issued Janu- 
ary 22, 1941, in Finance No. 12829, Denver & Rio Grande 
Western trustees abandonment, permitting abandonment of 
that road’s narrow gauge branch between Antonito, Colo., 
and Santa Fe, N. M. (see Traffic World, July 19, p. 147). 
The extension was made, according to Commissioner Porter, 
on further consideration of the record. 


D. & S. L. W. REORGANIZATION 


The Commission, by division 4, in Finance No. 11002, Den- 
ver & Salt Lake Western reorganization, has ratified the ap- 
pointment of H. Allyn Hicks, Jr., as successor trustee of the 
property of the debtor, effective June 13, 1941, and approved 
compensation at the maximum rate of $125 a month, beginning 
as of that date, to be paid him while serving in that capacity. Mr. 
Hicks succeeds Raymond L. Sauter, resigned. 


OREGON ELECTRIC ABANDONMENTS 


Being satisfied that its requirement has been complied with, 
the Commission, by division 4, in Finance No. 13107, Oregon 
Electric Railway Co. et al., abandonment, embracing also Finance 
No. 13108, United Railways Co. abandonment, in a report sup- 
plementing that in 244 I. C. C. 559, has issued certificates per- 
mitting abandonments by the applicants in Multnomah and 
Washington counties, Oregon. The Commission said it was 
satisfied that documents submitted to it sufficiently showed 
compliance with its requirement that provision be made for 
continued operation south of Hamilton street in Portland. It 
said since facts in the documents were not disputed there clearly 
was no need for a further hearing which had been requested by 
protestants. 

Under the order attached to the report tariffs are to be 
canceled and after 40 days the orders are to be in full effect. The 
certificate permits abandonment (1) by the Oregon Electric of 
parts of its line in Multnomah and Washington counties, 
Oregon; and (2) by the United Railways of parts of its line in 
Multnomah county. 


MOTOR FINANCE CASES 

No. MC F-1573, Eastern Massachusetts Street Railway Company— 
Issuance of stock. 

Eastern Massachusetts Street Railway Co., of Boston, Mass., au- 
thorized to issue 130 shares of first preferred stock, series A, to replace 
void stock. Application for authority to issue 26 shares of common 
stock dismissed. 

No. MC F-1189, Universal Cartage Company—Purchase—Dixie Cart- 
age Company, embracing No. MC F-1206, Universal Cartage Company— 
Purchase—Globe Cartage Company, Inc. 

Purchase by Universal Cartage Company, of New York, N. Y., of 
operating rights of Dixie Cartage Company, of Cincinnati, Ohio, ap- 
proved and authorized. Application for authority to purchase certain 
operating rights of Globe Cartage Company, Inc., of Indianapolis, Ind., 
dismissed. 

No. MC-F-1462, D. C. Hall—purchase—Hilton Varnado. 

Purchase by D. C. Hall, of Fort Worth, Tex., doing business as 
D. C. Hall Motor Transportation, of certain operating rights of Hilton 
Varnado, of Brookhaven, Miss., doing business as Red Ball Express 
Lines, approved and authorized, subject to condition. 
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No. MC-F-1478, Lester A. Elliott, Jr.—purchase—Richmond-Pitts- 
burgh Lines, Incorporated. 

Purchase by Lester A. Elliott, Jr., of Washington, D. C., doing 
business as Elliott Motor Lines, of operating rights and property of 
Richmond-Pittsburgh Lires, Incorporated, of Winchester, Va., approved 
and authorized, subject to condition. 

No. MC-F-1547, Southeastern Greyhound Lines—Issuance of Notes. 

Southeastern Greyhound Lines, of Lexington, Ky., authorized to 
issue not exceeling $180,000 secured serial equipment notes to finance 
the purchase of new motorbusses. 

No. MC-F-1445. Corsolidated Freightways, Inc.—Issuance of Stock. 

No. MC-F-1497, Consolidated Freightways, Inc.—Issuance of Note. 

Findings in prior report, decided May 31, 1941, conditionally au- 
thorizing Consolidated Freightways, Inc., Portland, Ore., to issue 7,383 
shares of 6 per cent cumulative dividend first preferred stock, par value 
$100 each, 1,000 shares of 6 per cent cumulative dividend employes’ 
preference stock, par value $100 each, and 13,000 shares of common stock 
without par value, and its unsecured promissory note of face amount 
$600,000, modified, and further condition imposed. 

No. MC-F-970, J. P. Kittrell—Control—Dixie Motor Coach Corpora- 
tion, embracing No. MC-F-1373, Tom Cooper—Control—Oklahoma Trans- 
portation Company and Oklahoma Stages, Inc. 

Acquisition by J. P. Kittrell, Big Lake, Tex., and Tom Cooper, 
Oklahoma City, Okla., of joint control of Texas and Oklahoma Stages, 
Inc., Oklahoma City, Okla., and by Tom Cooper of control of Oklahoma 
Transportation Company, Oklahoma City, Okla., through ownership of 
capital stock, approved and authorized. Prior report 35 M. C. C. 25. 

No. MC F-1538, Washington Motor Coach Company, Inc.—Issuance 
of notes. 

Washington Motor Coach Co., Inc., of Seattle, Wash., authorized 
to issue secured installment promissory note or notes in aggregate 
principal amount not exceeding $60,000 to finance purchase of equip- 
ment. 


PETITIONS FOR REHEARING, ETC. 

1. & S. No, 4857, rubber tires, California to Idaho and Utah. Re- 
spondents ask that order be postponed for a period of ninety days 
beyond July 30 in order that they will have sufficient time to prepare 
and file a petition having for its purpose argument before and review 
and consideration by entire Commission of findings and conclusions of 
division 3 in its decision dated June 20. 

Ex Parte 127, status of public stockyard companies. Los Angeles 
Union Stock Yards Company asks that order dated April 7, effective 
date extended to August 10, requiring petitioner to publish and file tariff 
schedules showing charges assessed and collected for loading and un- 
loading of interstate commerce live stock transported to and from the 
public stockyard at Los Angeles, be vacated and set aside. 

Ex Parte MC 29, special or chartered service. Rail carriers in trunk 
line, New England and central territories ask entire Commission to 
reconsider report and order of division 5, decided May 29, and to 
modify said decision and order in accordance with the statute. 

Ex Parte MC 22, motor carrier rates in New England. Augustine 
Campo and Romano Campo, dba Campo’s Express, and Adolph Fournier, 
dba A. Fournier’s Express, ask Commission to modify its presently 
outstanding orders in so far as said orders prescribe minimum charges 
between Springfield, West Springfield and Chicopee, Mass., on the one 
hand, and certain points in Connecticut on the other. 

Ex Parte MC 22, motor carrier rates in New England. Sam H. 
Vigeant asks Commission to modify its presently outstanding orders in 
so far as said orders prescribe minimum rates on malt beverages and 
empty containers between the New York metropolitan area and Adams, 
Mass. 

Ex Parte MC 22, motor carrier rates in New England. New England 
Motor Rate Bureau, Inc., asks further modification of order of August 
3, 1938. 

Ex Parte MC 20, trunk line territory motor carrier rates. Academy 
Storage and Warehouse, Inc., asks reopening, reconsideration and 
modification of order with respect to rate on trisodium phosphate 
from Claymont, Del., and Marcus Hook, Pa., to Jersey City, N. J. 

MC F-1610, G. S. Fraps, Jr., purchase, Taylor Transport. G., S. 
Fraps, Jr., asks immediate temporary authority to take over and 
to operate motor freight line now being operated by James Taylor 
and Clyde Taylor, dba Taylor Transport, between Jonesboro and 
Paragould, Ark., on the one hand, and St. Louis-East St. Louis com- 
mercial zone, on the other. 

MC C-249, shoddy and scoured wool, Pennsylvania and New Jersey 
to North Carolina. Southern Motor Carriers Rate Conference asks 
broadening of investigation. 

MC F-1391, Knox Motor Service, Inc., purchase, J. Bedford Motor 
Service, Inc. Keeshin Motor Express Co., Inc., protestant, asks Com- 
mission to reconsider report by division 4 decided June 9. 

Ex Parte MC 20, trunk line territory motor carrier rates. In a 
fiftieth petition, Middle Atlantic States Motor Carrier Conference, Inc., 
asks reopening, reconsideration and modification of orders in connec- 
tion with pipe; sugar; ‘‘aluminum billets, inc.;’’ cocoanut oil; zinc 
dust; vegetable oil shortening; containers, returned; class rates from 
and to Haverstraw, N. Y.; oilcloth ensembles; straws, lemonade, etc.; 
petroleum and petroleum products. 

Ex Parte MC 20, trunk line territory motor carrier rates. In a 
fifty-third petition, Middle Atlantic States Motor Carrier Conference, 
Inc., asks reopening, reconsideration and modification of orders in con- 
nection with carpets, carpeting and rugs; change in Strasburg, Va., 
rate group; anti-freeze preparations; cellulose derivative plastics; 
hose; copper; peanuts. 

MC C-114, Bryant Truck Lines et al. vs. Ira Gray et al. G. S. 
Fraps, Jr., asks Commission to deny and dismiss petition filed by 
Potashnick Local Truck System, Inc., dated July 20. 

No. 27004, Godchaux Sugars, Inc., and William Henderson, operat- 
ing the Henderson Sugar Co. vs. A. & W. et al.; and No. 27213, Savan- 
nah Sugar Refining Corporation vs. A. G. S. et al. National Sugar 
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Refining Co., intervener, asks reversal of examiner’s ruling sustain- 
ing motions to strike from record certain evidence of intervener ang 
of northern carriers. 

Ex Parte MC 21, central territory motor carrier rates. Centra] 
States Motor Freight Bureau, Inc., asks further modification of orders 

No. 13535 et al., Consolidated Southwestern Cases. Southwestern 
lines, defendants, ask reconsideration of matters covered by their petj. 
tions dated May 6 for relief under finding 27 to permit publication of 
reduced rates on caustic soda and liquefied chlorine gas, in tank cars 
from Corpus Christi and Dow, Tex., to Bastrop, La. : 

MC F-1277, Industrial Transport, Inc., purchase, Lansing Trans- 
port, Inc. Industrial Transport, Inc., and Lansing Transport, Ine 
ask that order of July 17 be set aside and that entire matter be re. 
considered or that case be set down for reconsideration and for further 
hearing. 

1. & S. No. 4869, oilcloth articles in official territory. Middle At- 
lantic States Motor Carrier Conference, Inc., asks reopening for re. 
consideration on record as made. 

I. & S. No. 4877, window glass, southwest to Missouri. Protestant 
American Window Glass Co., asks reopening, correction of report, and 
reconsideration, and postponement of order pending reconsideration. 

Ex Parte MC 20, trunk line territory motor carrier rates. Middle 
Atlantic States Motor Carrier Conference, Inc., asks reopening for 
reconsideration and modification of item 67-A of the third supplemental 
report and item 31-A of the fourth supplemental report. In a separate 
petition, Middle Atlantic States Motor Carrier Conference, Inc., asks 
Commission to postpone and reconsider the order entered July 14 in- 
corporated in its sixth supplemental report. 

|. & S. M-1636, commodity rates in central territory. Central States 
Motor Freight Bureau, Inc., on behalf of respondent motor carriers 
parties to Central States Motor Freight Bureau, Inc., agent, MF I. C. ¢. 
No. 28, asks that Commission issue an order vacating suspension to 
extent that it refers to rate on glass as described in item No. 2070A 
of Supplement No. 32 to Central States Motor Freight Bureau, Inc., 
agent, MF I. C. C. No. 28 from Creighton, Pa., to Detroit, Mich., 39 
cents, minimum weight 20,000 pounds. 

1. & S. No. 4998, denims, south to Central Freight Association ter- 
ritory. In conjunction with their answer to the petition of southern 
rail carriers for vacation of the order of June 28, Dixie Ohio Express 
Co. and Overland Transportation Co. ask consolidation and considera- 
tion of the issues involved in I. & S. No. 4998 with I. & S. No. 4963 and 
for general investigation by the Commission of all rates and charges 
involved in both said dockets on all shipments of tire fabric and 
denims moving in quantities of 10,000 pounds or more from all textile 
producing points in New England and southern territories to all con- 
suming points in Central Freight Association territory. 


FINANCE APPLICATIONS 


MC F-1611. Washington Motor Coach Co., Inc., Seattle, Wash., 
asks authority to issue notes in amount not exceeding $40,000, payable 
in not less than 48 or more than 60 monthly installments, with interest 
at 3% per cent per annum, for the purpose of purchasing two new 
37-passenger coaches costing about $21,000 each. Applicant says it 
has experienced difficulty in obtaining additional equipment due to 
curtailment of production, for national defense, but that it now has 
been advised that two of five coaches ordered by it about 18 months 
ago will be ready for delivery about August 1 and that no more of 
= type of equipment will be available for a considerable period of 

me. 

Finance No. 13390. Trustees of the Central of New Jersey ask 
authority to abandon the portion of the Lake Hopatcong branch extend- 
ing approximately 4.38 miles from Morris County Junction to Lake 
Hopatcong, N. J., because of insufficient revenues. 

Finance No. 13391. Weatherford Mineral Wells & North Western 
Railway Co., asks authority to abandon and dismantle approximately 
7.5 miles of its line extending from Mineral Wells to Salesville, Palo 
Pinto county, Tex., because of no prospect of increased traffic. 

Finance No. 13392. Texas & Pacific asks authority to abandon 
and dismantie approximately 21.5 miles of its line extending from 
Melville to Simmesport, La., because of revenue losses. 

MC F-1614. H. H. Lawler, dba Alamo Freight Lines, San Antonio, 
Tex., asks authority to purchase operating rights and properties of 
T. M. McCrary, dba Elite Motor Express, El Paso, Tex., and temporarily 
to operate. 

MC F-1615. Powell Bros. Truck Lines, Inc., Springfield, Mo., asks 
authority to purchase operating rights and property of John B. Bryan, 
dba John B. Bryan Truck Line, Speed, Mo., and temporarily to operate. 

MC F-1616. W. E. Gragg and D. B. Zirbel, dba Orofine Motor 
Freight, Lewiston, Ida., asks authority to purchase operating rights 
and property of E. W. Jewell, dba Orofino Transfer Co., Orofino, Ida., 
and temporarily to operate. 

MC F-1617, Mason & Dixon Lines, Inc., Kingsport, Tenn., asks 
authority to purchase operating rights and equipment of Cumberland 
Freight Lines, Inc., Nashville, Tenn. 


Finance No. 13393. Unadilla Valley Railway Co. asks authority 
to purchase for cash the New Berlin branch of the New York, Ontario 
& Western, extending from New Berlin Junction to New Berlin, N. Y., 
22.29 miles; and the line of the Wharton Valley Railway Co., extend- 
ing from New Berlin to Edmeston, N. Y., 6.83 miles, together with 
the leasehold rights of the N. Y. O. & W. therein. The purchase price 
is $25,000 and a sum equal to one-half the tax saving, if any, based 
on the difference between the 1939 and 1941 assessed valuations of the 
properties. The line proposed to be acquired, acording to the appli- 
cation, is now being operated by the N. Y. O. & W. at a loss. It is 
proposed to be operated as part of applicant’s main line where it will 
have closer supervision with lower operating costs and enable better 
service. 

MC F-1618. Carolina Coach Co. of Virginia, Raleigh, N: C., asks 
authority to acquire certain operating rights of the Carolina Coach Co., 
also of Raleigh. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Storage of Wool and Mohair 


Out-of-pocket costs to the rail lines in granting storage of 
wool in their freight station warehouses and other premises 
were negligible, as many of these warehouses were empty and 
afforded a convenient place for storage for the limited period 
of the year when this type of storage was needed, said Ex- 
aminer R. N. Trezise in a proposed report in No. 28530, stor- 
age of wool and mohair in Mountain-Pacific territory. In that 
proceeding he recommended that the practice of respondent 
rail carriers of according ten days’ free time for loading wool 
and mohair in box cars at points of origin in the aforesaid ter- 
ritory and the practice of rail and motor carriers of according 
60 days’ free storage of wool and mohair in freight stations, 
warehouses, or on other carrier premises, sometimes including 
box cars, at points of origin in that territory, be found not 
unreasonable or otherwise unlawful. 

The proceeding was instituted by the Commission on its 
own motion to determine the lawfulness and reasonableness of 
those practices and of rules and regulations pertaining thereto. 
Respondents named were: The Union Pacific, the Denver & 
Rio Grande Western, the Milwaukee, the Great Northern, the 
Northern Pacific, the Camas Prairie, the Oregon Trunk, the 
Western Pacific, the Southern Pacific, the Washington. Idaho 
& Montana, and a motor carrier, Consolidated Freightways, 
Inc. 

Examiner Trezise observed that free storage of wool began 
in 1910 by the Southern Pacific and in 1911 by the Western 
Pacific. and that prior to the present arrangement for storage 
by rail carriers the small wool grower often was forced to sell 
his wool from 1 to 5 cents a pound less than the market 
price, as wool buyers refused to visit the range to inspect 
small quantities of wool. He said the free storage was not 
urged by anyone as unduly prejudicial or unjustly discrimi- 
natory, that the practice had long been continued without com- 
plaint from anyone, that the lack of uniformity of rules gov- 
erning storage on the various lines had not resulted in prejudice 
or inconvenience to any wool growers or shippers, and that, 
although when the level or rates on wool was prescribed the 
free storage service was not taken into consideration, the 
revenues for transportation of wool that was stored appeared 
“on this record” to be adequate. 

“Withdrawal of this free storage which has enabled the 
smaller wool producers to concentrate carloads for shipment 
would necessarily impose a hardship on the shippers and would 
also tend to decrease rather than increase the revenues of the 
rail lines,” the examiner said. 


RATES ON FROZEN FRUITS, ETC. 


_In the near future the railroads will establish on frozen 
fruits and vegetables, in mixed carloads, from Pittsburgh, Pa.. 
to Miami and Jacksonville. Fla., rates made 37.5 per cent of 
first class under the so-called Q-1 formula, or $1.23 to Miami 
vor cents to Jacksonville, to meet active motor-truck com- 
petition. 

That statement was attributed to the defendants in a pro- 
posed report in No. 28607, M. Feigenbaum & Sons vs. Penn- 
sylvania Railroad et al., in which Examiner Andrew J. Banks 
determined and found not unreasonable, with exceptions, an- 
plicable rates on frozen fruits, vegetables, fish, and poultry, in 
mixed carloads, from Pittsburgh to Jacksonville and Miami, and 
proposed an award of reparation, with interest. 


Complainants alleged that rates of fourth class charged on 
the mixed carloads of the commodities in question, made be- 
tween November 10, 1939, and November 23, 1940, were un- 
reasonable. They sought reasonable rates for the future and 
veparation. They contended the basis of rates proposed for 
the future should have applied when the shipments moved. 

. Specifically, the examiner recommended that the Com- 
mission find rates charged on frozen fish and poultry in mixed 
carloads were inapplicable; that the applicable rates on the 
actual weight thereof were $1.23 on frozen fish and $1.47 on 
frozen poultry; that the applicable rates on all the commodities 
Involved were not and are not unreasonable, except that since 
March 17, 1941, the rates on frozen fruits and vegetables, in 
mixed carloads, had been and were unreasonable to the extent 
that they exceeded or might exceed $1.44 to Miami and $1.12 
to Jacksonville. 

As defendants had agreed to establish rates of $1.23 to 


Miami and 94 cents to Jacksonville, the examiner said an order 
for the future was unnecessary. 


Proposed Reports 
Flavoring Compounds 


No. 28631, Kitchen Art Foods, Inc. vs. Michigan Central 
et al. By Examiner Harold M. Brown. Dismissal proposed. 
Rate of $1.34 charged, flavoring compounds, in bottles, less- 
carloads, shipped between May 23, 1938, and July 30, 1940, 
Chicago, Ill., to Toronto, Ont., Canada, applicable. The ques- 
tion in issue was whether complainant’s product, a preparation 
for the manufacture of soft drinks in the home, known com- 
mercially as “Quench,” was a flavoring compound or a flavor- 
ing syrup, the complainant contending the latter and claiming 
a third class rate of 94 cents. Citing Southern Traffic & Audit 
Association vs. International Great Northern, 160 I. C. C. 42, 
the examiner held that the preparation was a highly con- 
centrated flavoring compound and not a flavoring syrup. 


Power Pump Machinery 


No. 28610, Byron Jackson Co. vs. Atchison, Topeka & 
Santa Fe et al. By Examiner Harold M. Brown. Dismissal 
proposed. Rate, $1.51, power pump machinery, parts and pipe, 
shipped between February 12 and September 30, 1937, Los 
Angeles, Calif., to Plainview, Tex., applicable. ‘The question 
revolved around the commodity description. A rate of $1.30 
was claimed. 

Horses 


No. 28592, E. L. Foote et al vs. Cedar Rapids & Iowa 
City et al. By Examiner L. J. P. Fichthorn. Charges col- 
lected on horses, shipped between December 8, 1934, and No- 
vember 22, 1936, points in Iowa, Nebraska, North Dakota, and 
Washington, to destinations in New York, based on the actual 
weight on the factors from the Mississippi River crossings or 
Chicago, inapplicable; applicable charges were those based on 
the estimated weight on the factor from the Mississippi River 
crossings or Chicago. Reparation with interest, proposed. 


Spermaceti by Water 


No. 28623 (formerly Maritime Commission No. 575), 
Andrew Jergens Co. of California vs. American-Hawaiian 
Steamship Co. et al. By Examiner George Esch. Complaints 
as to rates, spermaceti (defined as “a yellow or white waxy 
solid which separates from the oil obtained from the sperm 
whale,” used in making candles, ointments, cosmetics), $4 a 
hundred pounds prior to July 29, 1938, and $4.40 thereafter, 
on various less-carload shipments by vessel from Bayway, 
Elizabeth and Port Newark, N. J., and Brooklyn and New 
York, N. Y., to Los Angeles Harbor, Calif., thence by truck to 
complainant’s plant at Burbank, Calif., proposed not to be 
considered on the ground that complainant as named was not 
in existence at the time the complaints (Maritime Commission 
Nos. 925 and 575) were filed (Jan. 15 and May 27, 1940). The 
examiner cited assertion by defendants that Andrew Jergens 
Co. of California was merged with parent company, Andrew 
Jergens Co. of Ohio, on November 30, 1939, and that com- 
plainant as named therefore was not in existence in 1940. Up- 
holding that view, the examiner said there was, therefore, no 
necessity for a decision on the merits of the complainants, and 
that the Commission should dismiss the complaint. 


Slag 


No. 28615, John E. Ballenger Construction Co. vs. Apalachi- 
cola Northern et al. By Examiner Carl A. Schlager. Dismissal 
proposed. Rate of $2.64 a net ton charged, slag, shipped be- 
tween July 16 and 21, 1938, Woodward, Ala., to Port St. Joe, 
Fla., applicable. Complainant contended that the applicable 
rate was $2.53. 


Automobiles 


No. 28618, T. A. Bryson & Son vs. Pennsylvania et al. By 
Examiner Carl A. Schlager. Combination rate of $2.96 charged, 
automobiles, Detroit, Mich., to Savannah, Ga., shipped on Octo- 
ber 8 and 13, 1937, inapplicable. The examiner said the appli- 
cable rate was $2.24, plus a reconsignment charge of $6.30 a 
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car. Reparation of $142.62, with interest, proposed. The ques- 
tion concerned routing. 


Cc. & G. Cottonseed Allowances 


No. 28590, cottonseed allowances of Columbus & Greenville 
Railway Co. By Examiner George M. Curtis. Allowances by 
the C. & G. to shippers who use its line for the outbound move- 
ment of cottonseed products, manufactured from cottonseed 
moving into mill points by lines of other rail carriers, unlaw- 
ful, and schedule in that carrier’s tariff, 9-B, I. C. C. No. 81, 
proposed to be ordered canceled. The Commission instituted 
an investigation into the rates and charges, etc., of that carrier 
following a report, order and citation of division 3 in I. and S. 
No. 4599. In a prior report, 238 I. C. C. 309, the Commission 
ordered cancellation of the carrier’s tariff, 9-C, I. C. C. No. 83, 
providing for the same allowance as tariff I. C. C. 81. After 
discussing the tariff in detail, the examiner concluded that the 
tariff was so constructed that the unlawful provisions thereof 
could not be segregated from those which might otherwise be 
found lawful, and said “it must therefore be condemned in its 
entirety.” 

Matches 


No. 28605, General Match Co. vs. New York, New Haven 
& Hartford et al. By Examiner John Davey. Dismissal pro- 
posed. Rates and charges, matches, shipped between June 29, 
1938, and May 29, 1939, Reading (Cincinnati), O., to Pier 37, 
East River, N. Y., applicable and not unreasonable. A class 
40 rate of 59 cents from Cincinnati to Harlem River was charged 
until August 15, 1938, and 60 cents thereafter, plus a lighterage 
charge of 11 cents from Harlem River to Pier 37. The claimed 
rate for the entire movement was 59 cents to August 15, 1938, 
and 60 cents thereafter, without charge for marine service. 


Transfer Charges 


No. 28628, S. H. Kress & Co. vs. Agwilines, Inc. (Clyde- 
Mallory Lines). By Examiner Harold M. Brown. Dismissal 
proposed. Transfer charges at Boston, Mass., or New York, 
N. Y., on miscellaneous merchandise, less-carloads, shipped 
since March 12, 1937, from many inland points in official terri- 
tory, such as Bennington, Vt., to Charleston, S. C., and Florida 
points, applicable. The charges were alleged to be inapplicable 
and unreasonable. Complainant rested its case on the interpre- 
tation of governing tariffs providing for transfer charges from 
rail lines at ports to shipside. 


Cement 


No. 28595, Louisville Cement Co. vs. Pennsylvania et al. 
By Examiner Morris H. Konigsberg. Rates, cement, Speeds, 
Ind., to points in Virginia on and north of the Norfolk & West- 
ern, unreasonable to the extent that they exceeded or might 
exceed those made 114 per cent of the rates prescribed in Atlas 
Portland Cement Co. vs. Chicago, Burlington & Quincy, 81 
I. C. C. 1, subject to general increases subsequently authorized. 
Complainant alleged that the rates were and would be unrea- 
sonable, unduly preferential of its competitors in central freight 
association and trunk-line territories and in the Birmingham, 
Ala., district, and unjustly discriminatory or unduly prejudicial 
against it, and asked prescription of lawful rates for the future. 
The examiner said that establishment of rates on the basis 
found by him to be reasonable for the future would remove 
any undue prejudice to complainant and undue preference to 
competing shippers in central and trunk-line territories. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
hecome effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


Washington (Seattle)—MC 102520, F. S. Ingraham and 
G. C. Roraback, dba Ric’s Transfer Co., common carrier ap- 
plication. Joint board 80. Served July 28. Certificate pro- 
posed. General commodities in performance of collection and 
delivery service at Seattle, over irregular routes. Twenty- 
five days for exceptions. 

Ohio (Akron)—MC 74721, Sub. No. 2, Motor Cargo, Inc., 
common carrier extension. Examiner Mack Myers. Served 
July 28. Certificate proposed. General commodities, with ex- 
ceptions, over specified alternate or connecting routes, be- 
tween Portersville, Perryville, Rochester, and designated point 
east of Irwin, Pa., on the one hand, and Pittsburgh, Pa., on 
the other, in connection with applicant’s claimed regular routes 
under consideration in MC 74721, with no service to inter- 
mediate points. Authority to remain in effect only so long 
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as applicant may be entitled to operate between the same 
points under MC 74721. 

West Virginia (War)—MC 89798, Sub. No. 2, Murphy Bus 
Co., common carrier extension. Joint board 245. Served 
July 28. Certificate proposed. Passengers and baggage, ex. 
press, mail and newspapers, between War, W. Va., and Rich. 
lands, Va., over specified route, serving all intermediate points 

Wisconsin (Wausau)—MC 30465, Sub. No. 4, Pope Broth. 
ers Red Top Cab Co., common carrier extension. Joint board 
96. Served July 28. Certificate proposed. Genera! com. 
modities, with exceptions, between Oshkosh, Wis., and junction 
Wisconsin Highway 52 and U. S. Highway 45, and between 
Green Bay and Schofield, Wis., over Wisconsin Highway 29 
for operating conveniences only. 

Colorado (Denver)—-MC 9895, Sub. No. 7, R. B. Wilson 
common carrier extension. Joint board 198. Served July 98° 
Certificate proposed. Petroleum products, in bulk, in tank 
trucks, from Casper and Parco, Wyo., and refineries within 
five miles of either, to specified points in Colorado and Ne- 
braska, over specified routes. 

Indiana (New Albany)—-MC 102257, Vern C. Sears, con- 
tract carrier application. Examiner C. F. Price. Served July 29, 
Permit proposed. Prefabricated houses, knocked down, and 
parts therefor, between New Albany, Ind., on the one hand, and 
points in O., and IIl., on the other. 

South Dakota (Delmont)—-MC 101675, Henry F. Spease, 
common carrier application. Examiner C. Garofalo. Served 
July 29. Denial proposed. Live stock, grains, feeds, and seeds, 
between Delmont, S. D., and points within 15 miles thereof, 
on the one hand, and Sioux City, Ia., on the other, and emigrant 
movables between Delmont and points within 15 miles thereof, 
on the one hand, and points in Ia., and Minn., within 200 miles 
of Delmont, on the other. 

Wisconsin (Clayton)—-MC 101281, Sub. No. 1, J. A. Diet- 
rich, extension—live stock. Joint board 142. Served July 29. 
Certificate proposed. Live stock between points in Almena, 
Arland, Turtle Lake, and Clinton, Barron county, Wis., and 
Beaver and Clayton, Polk county, Wis., on the one hand, and 
South St. Paul and Newport, Minn., on the other. 

Ohio (Zanesville)—-MC 96072, Blanche Sweitzer and Ralph 
Greene, contract carrier application. Joint board 117. Served 
July 29. Permit proposed. Dangerous explosives and blasting 
supplies between points on and south of U. S. highway 40 within 
a 3-mile radius of Zanesville. 

Wisconsin (Baldwin)—MC 93825, Sub. No. 1, Arville Berk- 
seth, extension—Newport, Minn. Joint board 142. Served July 
29. Certificate proposed. Live stock between points in Wis., 
on the one hand, and Newport, on the other. 

Minnesota (Winnebago)—-MC 89662, Sub. No. 1, R. C. 
Claeys, common carrier application—Chicago, Streator, etc. 
Joint board 114. Served July 29. Certificate proposed. Farm 
implements and machinery and parts thereof, twine, and rope, 
points in Ill., to points in Minn., and from Blue Earth, Minn., 
to Mason City, Ia. 

Virginia (Norfolk)—-MC 86687, Sub. 27, Seaboard Air Line 
Railway (Legh R. Powell, Jr., and Henry W. Anderson, receiv- 
ers), Lloyd, Fla., extension. Joint board 205. Served July 29. 
Certificate proposed, subject to conditions. General commodi- 
ties, with exceptions, between Lloyd and Tallahassee, Fla. One 
condition is that the service be limited to that which is auxiliary 
or supplemental to service of the railroad. 

Indiana (Shelby)—-MC 82152, Sub. 2, Perry F. Naylor, ex- 
tension. Joint board 21. Served July 29. Permit proposed. 
Specified commodities between points in Ind., and IIl. 


Pennsylvania (Pittsburgh)—-MC 76558, Sub. 1, Hannon 
Motor Lines, Inc., Ohio-West Virginia extension. Joint board 
59. Served July 29. Permit proposed. Corrugated paper and 
corrugated paper boxes between Beaver Falls, Pa., on the one 
hand, and points in W. Va., and O., on the other. 


lowa (Britt)—-MC 76260, Sub. 1, H. L. Huskamp, dba Hus- 
kamp Transfer, extension—Corwith. Joint board 92. Served 
July 29. Denial of certificate proposed. General commodities 
between Mason City and Corwith, Ia. 

New York (New York)—MC 66562, Sub. 240, Railway Ex- 
press Agency, Inc., extension of operations—Sparrows Point, 
Md. Joint board 112. Served July 29. Certificate proposed, 
subject to conditions. General commodities moving in railway 
express service between Baltimore and Dundalk, Md., on the 
one hand, and Sparrows Point, Md., on the other, serving cer- 
tain intermediate points. One condition is that the service be 
limited to that which is auxiliary or supplemental to rail 
service. 


Wisconsin (North Prairie)—-MC 64252, Sub. 1, Albert 
Zamorski and Leonard Heinz, dba Zamorski Cartage Co., exten- 
sion of operations. Joint board 113. Served July 29. Permit 
proposed. Milk and manufactured milk products, Fort Atkin- 
son and Whitewater, Wis., to Chicago, and empty milk contain- 
ers on return. 
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South Dakota (Sioux Falls)—-MC 61766, Sub. 1, Dakota 
Transportation, Inc., extension—alternate route. Joint board 
148. Served July 29. Certificate proposed. General commodi- 
ties, except catalogs, between Sioux City, Ia., and Sioux Falls, 
s, D., as an alternate route. 

lowa (Harlan)—MC 51027, Sub. 1, I. H. Stofferson, ex- 
tension—Illinois. Joint board 54. Served July 29. Denial of 
certificate proposed. Grain and seeds, between points in IIl., 
and points in Ia., and live stock between Harlan, Ia., and 
points within 25 miles thereof, and Chicago, Ill. 

Wisconsin (Wauwatosa)—-MC 50790, Sub. 1, Norbert J. 
Thayer, extension of operations. Joint board 95. Served July 
99, Denial of permit proposed. Cookies, crackers, and bakery 
products between Milwaukee, Wis., and Iron Mountain, Mich. 

Massachusetts (Lowell)—-MC 48017, Richard M. Boland, 
Inc., common carrier application, embracing MC 48018, Richard 
M. Boland, dba Boland Motor Co., contract carrier application. 
Examiner Harold L. Seaman. Served July 29. Certificate pro- 
posed in MC 48017. Continued operations, specified commodi- 
ties, between points in Conn., Mass., N. H., N. Y., R. I, and Vt., 
and general commodities, with exceptions, between Boston and 
Haverhill, Mass. Denial of application in MC 48018 for contract 
carriage of general commodities between points in Mass., Conn., 
R. L, N. Y¥., N. J., and Pa., and between Lowell, Mass., and 
Philadelphia, Pa., proposed on the ground that applicant did not 
submit any evidence in support of the application. The opera- 
tion, however, was found to be that of a common carrier. 

Michigan (Holland)—MC 35974, Sub. No. 1, Peter Boer, 
dba Boer’s Transfer, extension of operations. Examiner Her- 
bert P. Haley. Served July 29. Certificate proposed. House- 
hold goods between Holland, Mich., and points in Mich., within 
30 miles thereof, on the one hand, and points in Pa., on the 
ther. 

: Massachusetts (Dorchester)—-MC 26744, Sub. No. 1, C. S. 
Walsh, dba C. C. Walsh Transportation, extension of opera- 
tions—household goods. Examiner R. J. Flood, Jr. Served 
July 29. Denial of certificate proposed. Household goods, in- 
cinerators, and refrigerator equipment, in Mass., R. I., N. H., 
Conn., N. Y., N. J., Pa., Md., Del., Va., O., Ind., Ill. and D. C. 

Minnesota (Crosby)—MC 23063, Sub. No. 1, Walter 
Stearns, extension—Deerwood and Ironton, Minn. Joint board 
145. Served July 29. For lack of prosecution, recommends 
denial of permit. General commodities between Deerwood, 
Minn., and Ironton, Minn. 

Tennessee (Nashville)—-MC 20783, Sub. No. 2, W. H. 
Tompkins Co., Nashville-Greensboro extension. Joint board 8. 
Served July 29. Denial of certificate proposed. General com- 
modities between Nashville, Tenn., and Greensboro, N. C. 
According to the report, applicant has been operating unlaw- 
fully in defiance of warnings by the Commission. That, it 
added, was conclusive evidence that applicant was unwilling 
to conform to the provisions of the interstate commerce act 
and the requirements, rules and regulations thereunder. 

Massachusetts (Holyoke)—-MC 15155, Sub. No. 2, George 
B. Coursey, dba H. & W. Motor Lines, extension of operations— 
Massachusetts. Joint board 231. Served July 29. For want 
of prosecution, proposes denial of certificate. General commodi- 
ties between Holyoke and points within 10 miles thereof, and 
Boston, Mass., and points within 5 miles thereof. 

Washington (Spokane)—-MC 12245, Henry B. Rodney, bro- 
ker application. Joint board 80. Served July 29. Denial of 
license proposed. Canned foods in interstate or foreign com- 
merce. Twenty-five days for exceptions. 

Illinois (Chicago)—-MC 6318, Sub. No. 1, Transportation 
Service Corporation, common carrier application. Examiner 
Reece Harrison. Served July 29. Denial proposed. General 
commodities between Chicago and points within 100 miles 
thereof in Ill., Ind., Mich. and Wis. 


West Virginia (Marie)—MC 102354, Norman Shanklin, 
common carrier application. Joint board 245. Served July 26. 
Certificate proposed. Household goods and live stock between 
points in Summers, Monroe and Mercer counties, W. Va., on 
the one hand, and points in Giles county, Va., on the other, 
over irregular routes. 

lowa (Randall) —MC 102223, Otis Frette, common carrier 
application. Joint board 144. Served July 26. Certificate pro- 
posed. Live stock between Randall and points within 15 miles 
thereof, on the one hand, and Chicago and South St. Paul, Minn., 
On the other, and farm machinery and farm machinery parts 
etween specified Illinois and Iowa points, over irregular routes. 

Indiana (Rensselaer)—MC 102137, Ralph Moore, common 
carrier application. Joint board 21. Served July 26. Certifi- 
cate proposed. Live stock, feed, fertilizer and salt between 
Points in Jasper county, Ind., on the one hand, and points in 
Cook county, Ill., and Effner and Illinois, Ill., on the other, 
Over irregular routes. 

Indiana (Lawrence)—-MC 101901, Kenneth P. Aller, con- 
tract carrier application. Joint board 155. Served July 26. 
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Dismissal, at applicant’s request, proposed. Specified commodi- 
ties between Fort Benjamin Harrison, Ind., and Fort Knox, Ky., 
serving Jeffersonville, Ind., as intermediate point but no off- 
route points, over irregular routes. 

South Dakota (Longlake)—-MC 101884, Edward Zelmer, 
common carrier application. Joint board 230. Served July 26. 
Denial proposed. General commodities between Longlake and 
Aberdeen, S. D., over. irregular routes. 

Maryland (Reisterstown)—MC 101693, Walter George 
Sheets, contract carrier application. Examiner C. H. Luce. 
Served July 26. Denial, for want of prosecution, proposed. 
Specified commodities between points in Maryland, Delaware, 
Pennsylvania, West Virginia, Virginia and District of Colum- 
bia, within defined area, over irregular routes. 

Illinois (Peoria)—-MC 101466, Max Clarence Siverly, com- 
mon carrier application. Joint board 149. Served July 26. 
Dismissal, at applicant’s request, proposed. General commodi- 
ties between Peoria, municipalities contiguous thereto, and 
Pekin, Ill., over irregular routes. 

Idaho (Driggs)—-MC 101392, Floyd Frederick Higbee, con- 
tract carrier application, embracing MC 101393, Lester Denton, 
contract carrier application, and MC 101394, Hyrum E. Hall, 
dba Hyrum Hall, contract carrier application. Joint board 29. 
Served July 26. On further proceedings, permits proposed for 
applicants; lime rock, in bulk, from Fox Creek Quarry, Wyo., 
to Fox Creek Siding (on the Union Pacific 5 miles south of 
Driggs), Ida., over specified route, with no transportation for 
compensation in reverse direction, in the season from May 1 to 
October 31 of each year. Thirty days for exceptions. 

Massachusetts (Sharon)—-MC 96370, Harold W. Peck, com- 
mon carrier application. Examiner William J. Cave. Served 
July 26. On further proceedings, certificate proposed. House- 
hold goods between specified points in Massachusetts, on the 
one hand, and points in Connecticut, Maine, New Hampshire, 
New York, Rhode Island and Vermont, on the other, over irreg- 
ular routes. Thirty days for exceptions. 

Massachusetts (Medford)—-MC 96007, Sub. No. 1, Kenneth 
Hudson, dba Hudson Bus Lines (successor in interest to James 
Mason, dba Mason’s Coach Service), common carrier applica- 
tion. Examiner Joseph B. Hobbs. Served July 26. Certifi- 
cate proposed. Continuance of operation, passengers and bag- 
gage, in seasonal operation on Sundays and holidays from May 
1 to October 1, each year, between specified points in Massa- 
chusetts and New Hampshire, over regular routes, with no 
service to intermediate points. 

South Dakota (Freeman)—-MC 89993, H. J. Kleinsasser, 
contract carrier application. Joint board 230. Served July 26. 
Denial proposed, with recommended finding that applicants 
operations in transporting groceries and fruit within South 
Dakota are not subject to the act. The joint board said appli- 
cant transported groceries and fruit shipped by rail to whole- 
saler consignees, from freight cars to retail establishments in 
various communities at the consignee’s direction, there being 
no joint rates or other arrangement between the rail carrier 
and applicant or anyone else for a continuous shipment from 
origin point to any place other than the rail destination point, 
and no interchange arrangement between such rail carrier and 
applicant, nor any common control or management. 

lowa (Des Moines)—-MC 88349, Sub. No. 1, John Ruan, dba 
Ruan Motor Freight Co., common carrier extension. Joint 
board 92. Served July 26. Certificate proposed. General com- 
modities over specified route between Des Moines and Eagle 
Grove, Ia., and return over same route, serving specified inter- 
mediate and off-route points. 


Indiana (Decatur)—MC 88174, Sub. No. 3, William H. Bell, 
dba Bellmont Trucking Co., contract carrier extension. Exam- 
iner E. T. Cosby. Served July 26. Permit proposed. Sweat 
pads from Greenfield, O., to Decatur, Ind., over specified route. 

Georgia (Carrollton)—-MC 86157, Sub. No. 6, Southeastern 
Motor Lines, Inc., common carrier extension. Joint board 101. 
Served July 26. Certificate proposed. Passengers, baggage, 
mail, express and newspapers between Rome and Griffin, Ga., 
serving all intermediate points, over specified route. 

South Carolina (Union)—MC 78764, Sub. No. 1, Giles Frank 
Vaughan, dba Vaughan’s Transfer, common carrier extension. 
Dismissal, at applicant’s request, proposed. General commodi- 
ties, with exceptions, between Union and South Carolina points 
within 18 miles thereof, over irregular routes. 

Massachusetts (Malden)—-MC 78177, Sub. No. 1, Benjamin 
Peltz, dba B. Peltz, common carrier application. Examiner R. 
J. Flood, Jr. Served July 26. Certificate proposed. Household 
goods between Malden and points within 10 miles thereof, on 
the one hand, and points in New York, Connecticut, Rhode 
Island and New Hampshire, on the other, over irregular routes. 

Maryland (Cumberland)—-MC 68963, Millard W. Twigg, 
dba Twigg Transfer Co., common carrier application. Examiner 
David R. White. Served July 26. Examiner’s report in prior 
hearing, served September 24, 1938, affirmed in part. Certifi- 
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cate proposed for continuance of operation, general commodi- 
ties, with exceptions, from Cumberland and points within 10 
miles thereof, to Piedmont, W. Va., over specified routes and 
with service to specified intermediate points, and household 
goods, over irregular routes, between Cumberland and points 
within 10 miles thereof, on the one hand, and, on the other, 
points in Maryland, Pennsylvania and West Virginia. 

New York (New York)—MC 66562, Sub. No. 267, Railway 
Express Agency, Inc., common carrier extension. Joint board 
96. Served July 26. Certificate proposed. General commodities 
in railway express service between Kenosha and Twin Lakes, 
Wis., over specified route, subject to conditions, including one 
that service authorized be limited to service auxiliary or sup- 
plemental to railway express service. 

New York (New York)—MC 66562, Sub. No. 246, Railway 
Express Agency, Inc., common carrier extension. Examiner 
W. E. Messer. Served July 26. Certificate proposed. General 
commodities in railway express service between St. Albans and 
Richford, Vt., over specified route, serving all intermediate 
points, subject to conditions, including one that service author- 
ized be limited to service auxiliary or supplemental to railway 
express service. 

New York (New York)—MC 65536, Sub. No. 1, Wade H. 
Becker, dba Becker Warehouse Co., common carrier extension. 
Examiner Paul R. Naefe. Served July 26. Denial proposed. 
Specified commodities between New York City and points in 
New Jersey and New York within 25 miles thereof, over ir- 
regular routes. 

Washington (Spokane)—-MC 59077, Sub. No. 5, Inland 
Motor Freight, common carrier extension. Joint board 80. 
Served July 26. Certificate proposed. General commodities to 
and from site of Sunset Airport, about 3 miles southwest of 
Spokane, as off-route point in connection with applicant’s pres- 
ently authorized operations, over U. S. Highway 10. Twenty- 
five days for exceptions. 

Nebraska (Omaha)—MC 58948, Sub. No. 8, Union Transfer 
Co., common carrier extension. Joint board 21. Served July 
21. Certificate proposed. General commodities, with excep- 
tions, from and to points in Chicago commercial zone as inter- 
mediate and off-route points in connection with applicant’s 
presently authorized operation. 

Wisconsin (Madison)—MC 54661, Sub. No. 6, Land O’Lakes 
Bus Co., common carrier extension. Joint board 95. Served 
July 26. Dismissal, at applicant’s request, proposed. Persons, 
express, mail and newspapers between designated Michigan and 
Wisconsin points, over specified routes. 

New Jersey (Hackensack)—-MC 52682, Sub. No. 1, S. G. S. 
Trucking Corporation, contract carrier extension. Examiner 
G. E. Proudley. Served July 26. Dismissal, at applicant’s re- 
quest proposed. Rock wool between South Plainfield, N. J., 
and points in New York City and specified New York counties, 
over irregular routes. 

Pennsylvania (Scranton)—-MC 52454, Frank Abda Bolus, 
contract carrier application. Examiner Walter W. Bryan. 
Served July 26. With recommended finding that applicant’s 
operations are those of common carrier, certificate proposed. 
Continuance of operation, bakery products from Kingston and 
Scranton, Pa., to designated points in New York, and empty 
containers from destination points to Kingston and Scran- 
ton, over irregular routes. 


lowa (Luana)—MC 29899, Sub. No. 1, H. A. Brewer, com- 
mon carrier extension. Joint board 54. Served July 26. Cer- 
tificate proposed. Farm machinery and farm machinery parts 
from Canton and Galva, Ill., to Luana and points within 25 
miles thereof, and from specified Illinois points to Spillville, 
Ia., over irregular routes. 


Pennsylvania (Pittsburgh)—-MC 21623, John H. Dillner 
and Albert G. Dillner, partners dba W. J. Dillner Transfer & 
Storage Co., common carrier application. Examiner Henry A. 
Cockrum. Served July 26. Certificate proposed. Continuance 
of operation, specified commodities in truckload lots, over ir- 
regular routes, between points in Pittsburgh and Allegheny 
county, Pa., on the one hand, and, on the other, points in 
Ohio, New York, Maryland, New Jersey, Michigan, Virginia, 
West Virginia, and District of Columbia. 

Wisconsin (Boscobel)—-MC 13095, Sub. No. 2, Wunnicke 
Transfer, Inc., contract carrier extension. Examiner Reece 
Harrison. Served July 26. Denial proposed. Specified commodi- 
ties between points in Wisconsin, Illinois and Iowa, over ir- 
regular routes. 

Missouri (Kansas City)—MC 11185, Sub. No. 3, Jack 
Cooper, Jr., and Thom Cooper, contract carrier extension. Joint 
board 36. Served July 26. Denial proposed. Automobiles and 
trucks, restricted to initial movements, by driveaway and 
truckaway methods, from Kansas City, Mo., to points in Kansas, 
over irregular routes. 

North Carolina (Concord)—MC 2030, Sub. No. 6, J. Lester 
Miller, Inc., common carrier extension. Examiner W. W. Mc- 
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Caslin. Served July 26. Certificate proposed. New automobiles 
and trucks, restricted to initial movements, from points of 
manufacture in Wayne county and Warren township, Macomb 
county, Mich., to points in specified North Carolina counties 
by truckaway and driveaway methods, over irregular routes. 


K. C. Track Line Rights Sale 


Purchase by three motor common carriers of certain por- 
tions of the operating rights of The Campbell & Speers Freight 
Forwarding Co., Inc., John E. Blake, trustee), of Kansas 
City, Mo., should be authorized by the Commission, said Ex- 
aminer Frank A. Clifford, of the section of finance, Bureau of 
Motor Carriers, in a proposed report in MC F-1480, Wheelock 
Bros. Inc., Kansas City, Mo., purchase, The Campbell & Speers 
Freight Forwarding Co., Inc., and two applications joined with 
that proceeding. The others seeking authority to purchase 
Campbell & Speers operating rights are Harvey Jones, dba 
Jones Truck Line, of Springdale, Ark. (in MC F-1484) and 
Benjamin Cain, dba Cain’s Truck Line, of Oklahoma City, 
Okla. (in MC F-1485). 

The examiner said the Campbell & Speers company had 
authority to operate as a common carrier of general commodi- 
ties and specified commodities between specified points in Mis- 
souri, Kansas, Oklahoma and Colorado, and that in February, 
1941, in federal court for the Kansas district, first division, 
was adjudged a bankrupt following unsuccessful efforts to 
work out a reorganization plan. Portions of the company’s 
operating rights were sold on February 19, 1941, to Wheelock, 
Jones and Cain, respectively, and on February 27 the com- 
pany, with the court’s approval, entered into contracts with 
those parties covering the sales of the rights, subject to ap- 
proval by the appropriate authorities, the examiner said. He 
noted that the transactions covered all of the Campbell & 
Spears rights except those authorizing transportation of canned 
goods, beans. pickles and seed, over irregular routes, from 
designated Colorado points to points in northeastern Okla- 
homa, for the sale of which rights negotiations were now being 
carried on bv the trustee with several other parties. 

As to the contention of certain protestants that the sales 
of the rights would result in two competitive operations where 
only one existed before, the examiner observed that the opera- 
tions would be over separate highways and that the competi- 
tion would not be adverse to public interest. 


Great Lakes Traffic Pooling 


In approving and authorizing the Minnesota-Atlantic Transit 
Co. and the Nicholson-Universal Steamship Co. plan to pool 
their service and divide their gross earnings with respect to 
the transportation of new automobiles, trailers, trucks and 
tractors by water from Detroit to Duluth and from Detroit to 
puitalo, Finance No. 13241, Minnesota-Atlantic Transit Co. 
and Nicholson-Universal Steamship Co. pooling (see Traffic 
World, July 25), the Commission, by division 3, found 
that the arrangement would enable the companies to per- 
form their services more economically. It also found that 
it would not unduly restrain competition. It said the contract 
between: the companies would be in the interest of better 
service to the public and in economy of operation under terms 
that were just and reasonable. 

The Nicholson Transit Co. and the Detroit & Cleveland 
Navigation Co., referred to in the report as the Transit Com- 
pany and the Detroit & Cleveland, intervened in opposition. 
The applicants were called, in the report, Minnesota company 
and Nicholson company. 


The Minnesota company operates a scheduled service. The 
Nicholson company uses six boats exclusively in the transpor- 
tation of automobiles and five other vessels in the transpor- 
tation of bulk commodities. The spar deck of the bulk com- 
modity haulers, according to the report, are also used for 
the movement of automobiles. Its service, however, is not a 
scheduled service, says the report. It dispatches its boats as 
and when the need therefor arises, its vessels not being al- 
located to any lake or port. 

The Detroit & Cleveland, says the report, operates both 

ackage freighters and automobile carriers between Detro:t 
and Lake Erie ports, principally Buffalo and Cleveland. The 
Transit company, according to the report, operates a fleet on 
the Great Lakes and has in effect minimum contract rates on 
automobiles between Detroit and Duluth. 


In substance the contract with which the Commission dealt 
provided for the use by each company of available space on 
vessels of the other so as to make it unnecessary to operate 
boats of both companies when the space on the ships of the 
other would be adequate to take care of the business of both 
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Ines. Such conditions, the report indicates, prevail between 
the two peaks each year of the dispatch of automobiles by boat. 

The contract, says the report, is not to be subject to con- 
struction as a limitation on either party’s right to solicit and 


compete for traffic. Similar arrangements, said the report, 
had been in effect at various dates since 1933 and they were 
reviewed by the Maritime Commission which instituted an 
investigation to determine the lawfulness of rates, charges, 
practices, etc., not only of the applicants but other Great Lakes 
carriers aS well, 2 U. S. M. C. 359, on new automobiles. It 
found that the parties in acting under agreements were not 
departing from their tariffs. 

The immediate reason for the proposal under considera- 
tion was dissatisfaction with compensation thereunder, or divi- 
sion of the rates. Essential changes made by the new agree- 
ment, the report said, was the elimination of a previous guar- 
antee of space, increase in the compensation to the carrying 
line and the addition of transportation by the Minnesota com- 
rany between Detroit and Buffalo for the account of the 
Nicholson company. 

At the hearing the Nicholson company moved to dis- 
m'ss the application on the ground that the proposed contract 
would not be a pooling agreement nor an agreement contem- 
plating a division of traffic and therefore not subject to 
“tion 5 (1) of the interstate commerce act. The Commission 
said it was of the opinion that it was an agreement for the 
pooling of service and division of gross earnings within the 
reeaning of that section and overruled the motion. The Com- 
mission said the arrangement enabled the applicants to pro- 
vide a more flexible or more frequent service enabling the 
shinper to have his automobiles move by either line. Within 
“=< limits. the report said the arrangement permitted each to 
handle with minimum operation and therefore minimum ex- 

nse, enabling the Nicholson, in particular, to move rush auto- 
mobiles, and enabled both lines to move the traffic on an 
emomical basis, with no discrimination as to shippers, and 
to avoid wasteful service to meet competition. The applicants 
tended the arrangement would enable them to remain in 
bus‘ness and so increase competition. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. 13374, Chicago, Burlington & Quincy 
Railroad Co. equipment trust certificates, granting authority to assume 
obligation and liability in respect of not exceeding $9,387,000 of Chi- 
cago, Burlington & Quincy Railroad equipment trust of 1941, 1% per 
cent equipment trust certificates, to be issued by the First National 
Bank of the City of New York, as trustee, and sold at 100.679 and 
accrued dividends in connection with the procurement of certain equip- 
ment. Approved. 


SALE OF TRUCK LINE BY WIDOW 


Although the vendor admitted that she conducted no motor 
carrier operations from the time of her husband’s death, Jan- 
uary 3, 1941, until applicant assumed temporary operations 
under lease on April 3, it could not be found that vendor aban- 
doned operations, considering the circumstances in the case, said 
Examiner John S. Higgins, of the section of finance, Bureau 
of Motor Carriers, in a proposed report in MC F-1490, Harry 
Ratner, dba Midwest Transfer Co., Maywood, Ill., purchase, 
Sophia Sliwa, Chicago, Ill. The examiner recommended that 
the purchase by Ratner of vendor’s operating rights as a con- 
tract carrier of merchandise dealt in by wholesale food business 
houses and equipment, etc., used in such business, over irreg- 
ular routes between Chicago, on the one hand, and points in 
Wisconsin, on the other, for $2,000, be authorized. 

After noting that Ratner had authority to transport speci- 
fied commodities from origin points in Missouri and Illinois 
to points in Wisconsin, and that his vehicles operated into Wis- 
consin heretofore had returned empty to the origin points, Ex- 
aminer Higgins said that such vehicles would be available, 
under the unification, to a Chicago wholesale grocery house 
which John J. Sliwa had served under contract, for the return 
movements indicated, “thereby better balancing lading and in- 
creasing the use factor of vehicles operated.” 


LIVE STOCK PICK-UP SERVICE 


_ It is the view of the Department of Agriculture that the 
railroad live stock pick-up service is beneficial to the live stock 
industry and should be continued, so Haskell Donoho, speaking 
for that branch of the government, told the Commission, in 
arguments in No. 28216, pick-up of live stock in Illinois, Iowa 
and Wisconsin. Discussion of the questions in that case was 
based on a proposed report by Examiner W. A. Disque (see 
Traffic World, May 17, p. 1258). In that report he recom- 


menced that the Commission affirm its finding that railroad 
tariffs providing truck pick-up for live animals in the states 
mentioned when they were destined to Chicago, East St. Louis 
and Springfield, Ill., Madison, Wis., and Indianapolis were un- 
lawful, on account of, among other things, the inclusion in the 
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so-called terminal areas of territory that might be deemed the 
territory of other carriers, the ambiguity of the tariffs and the 
adverse effect on meat packers at Dubuque and Burlington, Ia. 

The representative of the Secretary of Agriculture said the 
service should be continued and extended. Inability of policing 
the service and ambiguities in the tariffs Mr. Donoho regarded 
as immaterial. He had no doubt about the soundness of a 
foundation for the service based on the merchandise pick-up 
for the “city cousins” of the farmers as a model. 

“No one opened his mouth for the Secretary of Agriculture 
at either of the two hearings,” said W. H. Wagner, speaking 
for the Dubuque Packing Co. and others in defense of Exam- 
iner Disque’s report, referring to the hearings that had been 
held with regard to the matter. 

The fact that only one commodity was involved in the 
matter should have no bearing on the question, according to 
L. J. Quasey, for the National Live Stock Marketing Associa- 
tion. He observed that carriers excluded commodities from the 
list of those for which merchandise pick-up service was pro- 
vided. He suggested that if carriers could lawfully exclude one 
commodity they would exclude all but one. 

Establishment of a concentration station by Armour & Co. 
at Dubuque, with bidding by the Chicago interest in competi- 
tion with Dubuque, Ia., packers for the live stock on which 
pick-up service was performed, was suggested by H. R. Park, 
representing the Chicago Live Stock Exchange, as the reason 
for the fight against the service. He said that trucking of live 
stock was made necessary by fast moving traffic on the high- 
ways making it impossible for stock growers to use them for 
driving stock. Once the live stock was on a truck, he said, 
the railroads found that the inclination of the owner was to 
continue hauling his animals in that truck to the market which 
afforded the best cash return. The result, he said, was that the 
railroads were losing their live stock traffic at an alarming rate 
until the Illinois Central thought of the pick-up device under 
which the railroads paid contract truckers four cents a hundred 
for hauling stock ten miles or less to the railroads or made an 
allowance of three cents to such owners as chose to truck their 
stock to the railroad loading pens. 

The argument for continuance of the service was made 
for the railroads by N. J. Zell, Jr. In exchanges between the 
bench and attorneys it was admitted that coming of the Chi- 
cago packers into the Dubuque-Burlington area had compelled 
the local packers to pay more for local animals or go farther 
afield for their raw materials. 


COMMISSION ORDERS 


No. 28278, Barre Forwarding Co. et al. vs. Montpelier & Wells River 
et al. Complainants’ petition for supplemental hearing dismissed. 

No. 28362, Lufkin Rule Co. vs. A. T. & S. F. et al. Complainant’s 
petition for oral hearing dismissed. 

MC 102174 Sub. No. 1, J. H. Allen, contract carrier application. 
Matter reopened for further hearing. Order entered May 22, denying 
application, vacated and set aside. Matter referred to joint board 
No. 157 for further hearing on August 11, at 9 o’clock a. m. (Standard 
time), at the Hotel Henry Grady, Atlanta, Ga., and for recommenda- 
tion of an appropriate order accompanied by reasons therefor. 

MC C-244, transportation activities of Ross Gentry, dba Gentry’s 
Truck Line. Gordon’s Transports, Inc., permitted to intervene. 

MC C-246, transportation activities of Brady Transfer & Storage 
Co. Gordon’s Transports, Inc., permitted to intervene. 

MC C-247, transportation activities of Rohweder Truck Lines. Gor- 
don’s Transports, Inc., permitted to intervene. 

MC 66562 Sub. No. 209, Railway Express Agency, Inc., extension, 
Portsmouth-York Beach. Request of applicant for authority to with- 
draw its exceptions to recommended order granted and exceptions 
considered withdrawn as of July 26. Recommended order made effective 
as order of Commission as. of July 26. 

Ex Parte MC 21, central territory motor carrier rates. Effective 
date of order of August 3, 1938, as postponed by subsequent orders 
further postponed to September 30 in so far as it prescribes the fol- 
lowing: Rates on alcoholic liquors, minimum 15,000 pounds and 20,000 
pounds from Lawrenceburg, Ind., to Canton, Cincinnati, Cleveland, 
Columbus and Toledo, O., and Detroit, Mich. 

No. 28667, Central Soya Co., Inc., vs. Alton et al. Swift and Co. 
permitted to intervene. 

No. 28687, Minnesota Canners Association vs. Alton et al. Stokely 
Brothers & Co., Inc., and Wisconsin Canners Association, Inc., per- 
mitted to intervene. 

No. 28689, Illinois Coal Traffic Bureau vs. A. & W. et al Coal 
Trade Association of Indiana and Fifth and Ninth Districts Coal Traffic 
Bureau permitted to intervene. 

Finance No. 12205, Missouri Pacific trustee abandonment. Effec- 
tive date of certificate issued June 2 suspended pending further order. 
Proceeding reopened and assigned for further hearing at time and place 
to be designated. 

Finance No. 12288, application of Southern of Indiana and Southern 
for certificate permitting abandonment of a branch line in Spencer 
County, Ind. Application dismissed, without prejudice, on request 
of applicants. 

MC 1714, Clarence T. McCormick, common carrier application. Pe- 
tition filed by Super Service Motor Freight Co. of Nashville, Tenn., 
for leave to intervene denied. 

MC 27592 (now docketed as MC 47619 Sub. No. 2), Frank Goldapp, 










































































































268 





common carrier application. 
and further hearing denied. 
MC 70437, Earl V. Singer and Louis M. Hubert, common carrier 
application; and MC 69369, Eastern Contract Haulers, Inc., contract 
carrier application. Denial order of June 2 modified to become effec- 
tive October 15 instead of August 4. 
MC 72998, Longshore Transfer Co., Inc., contract carrier applica- 


tion. Denial order of June 9 modified to become effective October 15 
instead of August 12. 





Applicant’s petition for reconsideration 


MC C-212, all freight, Memphis, Tenn., to Arkansas. Order of 
September 4, 1940, set aside and proceeding discontinued. 

MC C-264, Ohio Boxboard Co. vs. Howard M. Howes. Complaint 
dismissed on complainant's request. 

MC C-278, salt, Kansas to Colorado and Wyoming points. Petition 


filed by western trunk line rail carriers to broaden investigation denied. 

1. & S. M-1290, petroleum products, Bolivar, N. Y., to Farmers 
Valley, Pa. 
tion and oral argument denied. 

Finance No. 11823, New York, New Haven & Hartford trustees’ 
abandonment. Effective date of certificate issued herein on May 26 
further extended to August 10. 

Fourth section application No. 18497, Coal to Winona and Red 
Wing, Minn., 245 I. C. C. 176. Proceeding reopened and assigned for 
further hearing at such time and place as Commission may hereafter 
designate. 

MC 6401, Ellis C. Lowry and Roye W. Lowry, common carrier 
application; and MC 6401 Sub. No. 1, Same, household goods extension. 
Request of applicants for oral argument denied. 

MC 8298, Hunter Motor Freight, Inc., common carrier application. 
Denial order of December 13, 1940, further modified to become effec- 
tive August 23 instead of July 23. 

MC 29807, Valley Express Co., common carrier application. Denial 
order of June 6 modified to become effective October 1 instead of 
August 7. 

MC 30487 Sub. No. 1, Lakewood Storage, Inc., extension of opera- 
tions. Request of applicant for oral argument denied. 

MC 37051, Blinn, Morrill Co., contract carrier application. Matter 
reopened for reconsideration on present record. Order of March 22, 
which by its terms denies a portion of application, vacated and set 
aside. 

MC 39132 Sub. No. 1, Reid Bros. Express, Inc., extension of opera- 
tion, Fall River, Mass. Request of applicant for oral argument de- 
nied. 

MC 39553, Cripps Overland Express, Inc., common carrier appli- 
cation. Applicant’s petition for rehearing and reopening dismissed. 

MC 41136 Sub. No. 5, Fleet Carrier Corporation, extension of op- 
erations; and MC 8550 Sub. No. 1, Truckaway Corporation, extension 
of operations. Request of applicants for oral argument denied. 


MC 50438, Frank Kornell, contract carrier application. Matter re- 
opened for formal hearing at time and place to be fixed. Recom- 
mended order which became effective as order of Commission, January 
9, vacated and set aside. 

MC 61437 Sub. No. 2, Kansas City Southern Railway Co., exten- 
sion of operations; and MC 61437 Sub. No. 3, Same, extension of opera- 
tions. Applicant's petition to withdraw its exceptions denied. Excep- 
tions heretofore tendered for filing by protestant, Railway Labor 
Executives’ Association, received as a part of record herein. 


MC 66562 Sub. No. 190, Railway Express Agency, Inc., extension 
of operation, Bloomington. Matter reopened for further hearing at 
time and place to be fixed. At such further hearing evidence may be 
presented to determine whether the certificate issued in matter on 
November 27, 1940, should be vacated and set aside. 


MC 86059, Albert Charles Gans, common carrier application. Re- 
quest of applicant for oral argument denied. 


MC 100604 Sub. No. 1, Erie Railroad Co., common carrier applica- 
tion. Request of applicant for oral argument denied. 


MC F-838, Consolidated Forwarding Co., Inc. (Missouri), merger, 
Consolidated Forwarding, Inc. (Wisconsin). Petition filed by Consoli- 
dated Forwarding Co., Inc. (Missouri), seeking modification of order 
entered October 5, 1939 (25 M. C. C. 583), to authorize inclusion in 
merger of operating rights granted in MC 907 sub. No. 1, Consolidated 
Forwarding Co., Inc., Extension of Operations, Milwaukee-Chicago, 13 
M. C. C. 141, dismissed, it appearing that on August 19, 1940, in MC 
906 Sub. No. 1, a certificate was issued to Consolidated Forwarding 
Co., Ine. (Missouri), embracing among others. said operating rights 
granted in MC 907 Sub. No. 1. 

MC F-1553, Consolidated Freightways, Inc., purchase, Pacific Inter- 
mountain Express Co. Petition requesting approval, under section 
210a(b), of temporary operation by Consolidated Freightways, Inc., of 
certain properties of Pacific Intermountain Express Co., denied. 

MC F-1599, J. M. English, purchase, Charles Perrin. Petition re- 
questing approval, under section 210a(b), of temporary operation by 
J. M. English, dba J. M. English Truck Line, of properties of Charles 
Perrin denied. 

MC C-237 Sub. No. 2, Mid-Western Motor Freight Tariff Bureau, 
Inc., vs. C. M. Breckenridge and Earl Zuel, dba Breckenridge and 
Zuel et al. Wichita Chamber of Commerce permitted to intervene. 

No. 27938, Minneapolis Traffic Association vs. C. & N. W. et al. 
Order of March 31, which is by its terms, as subsequently modified, 
made effective on August 25, on not less than 30 days’ notice, further 
modified so as to permit defendants to establish rules and practices 
required by said order on not less than 15 days’ notice in lieu of the 
30 days’ notice required by the order. 

Finance No. 11823, New York, New Haven & Hartford trustees’ 
abandonment. Petition of Frank C. Woodruff, protestant, for rehear- 
ing, reargument and extension of effective date of certificate issued 
on May 26, denied. 

No. 23071, American Tar Products Co. vs. N. Y. C. et al.; No. 
20723, F. J. Lewis Manufacturing Co. vs. A. C. & Y. et al.; and No. 
27874, Great Lakes Coal & Coke Co. ys, A, T. & S. F. et al. Order of 


Petition filed by protestant rail carriers for reconsidera- + 
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May 20 modified to become effective on October 26, on not less than 
30 days’ notice, instead of August 26. 

1. & S. Nos. 4762 and 4763, empty containers in western trunk line 
and southwest. Order of August 22, 1940, as subsequently modified 
to become effective on July 30, on not less than one day’s notice, 
further modified to become effective on August 30 instead of July 30, 

1. & S. No. 4857, rubber tires, California to Idaho and Utah. Order 
of June 20, modified so as to become effective October 31, on not less 
than one day’s notice, instead of July 30. 

Fourth section application No. 17729, Pulpboard from Southern 
Ports to Eastern Ports, 238 I. C. C. 67. Proceeding reopened and 
assigned for further hearing on September 16, ten o’clock a. m., 
Standard time, at Washington, D. C., before Examiner L. Way, solely 
with respect to the matters and things contained in applicant’s petition 
of June 11 relating to a rule permitting the use of two cars for one, 

MC 4923, Reefer Transit Line, Inc., contract carrier application. 
Applicant’s motion to strike reply of certain motor carrier protestants 
to its exceptions against the examiner’s recommended order overruled, 

MC 8581, John Mueller, contract carrier application. Denial order 
of January 10 modified to become effective October 15 instead of August 
15. 

MC 19201 Sub. No. 5, Pennsylvania Truck Lines, Inc., extension 
of operations, Middletown, O. Requests of protestants, Continental 
Freight Forwarding Co. and others, for oral argument denied. 


MC 23111, Earl F. Schultz, common carrier application; MC 47938, 
Same, contract carrier application; MC 23111 Sub. No. 1, Same, exten- 
sion of operations, Eau Claire. Matters reopened for reconsideration 
on present record, Order of January 6, which by its terms denies, in 
whole or in part, the applications, vacated and set aside. 


MC 29516, P. Milliron Transfer & Storage Co., common carrier 
application. Matter reopened for further hearing at time and place 
to be fixed. 


MC 59093 Sub. No. 1, Alko Express Lines, extension, Lancaster- 
Philadelphia. Request of protestants, Charlton Bros. Transportation 
Co., Inc., Masser Motor Express, Cumberland Motor Express Corpora- 
tion, York Motor Express Co., Motor Freight Express and Joint North- 
eastern Motor Carrier Association, Inc., for oral argument, denied. 

MC 67234, United Van Lines, Inc., common carrier application. 
Atlas Van Lines, Inc., permitted to intervene. In all other respects, 
petition of Independent Movers’ & Warehousemen’s Association, Inc., 
for rehearing, and petitions of Atlas Van Lines, Inc., for leave to 
intervene and for rehearing denied. 

MC 77122, Premium Coal Co., common carrier application. Matter 
reopened for further hearing at time and place to be fixed. 


MC 95182, Claud E. Booth, common carrier application. 
mended order entered May 11, 1939, vacated and set aside. Matter 
reopened for further proceedings. Matter referred to joint board No. 
7 for appropriate proceedings and for recommendation of an appro- 
priate order accompanied by reasons therefor. 


MC C-163, Northern Truck Line, Inc., vs. H. F. Johnson. De- 
fendant granted leave to file exceptions to proposed report on or 
before August 18. All parties of record may file replies to such ex- 
ceptions on or before August 28. 


MC 94026, Stephen Kurtz, Sr., and Stephen Kurtz, Jr., common 
carrier application. Denial order of May 26 modified to become effec- 
tive October 15 instead of July 28. 


Recom- 


CHICAGO SOUTHERN PERMIT 


Representatives of the Chicago Southern Transportation 
Company, East St. Louis, Ill., appeared at a hearing before 
Examiner Hagerty at Chicago, July 29 and 30, to testify in 
support of their application in MC 39521, Sub. 1, for a permit 
to operate as a contract carrier by motor vehicle. The Com- 
mission denied the carrier a permit under the grandfather 
clause in an order, effective April 11, since which time the 
applicant has discontinued its operations. In the sub-numbered 
application, the carrier sought permission to resume operations 
as a contract carrier of meat, packing house products, canned 
goods, paper, groceries, fruit and vegetables, and certain other 
commodities between Chicago, Blue Island, IIll., East St. Louis 
and St. Louis, on the one hand, and points in several southern 
states, on the other. 


Lowell Davis, secretary for the trucker, and shipper wit- 
nesses testified that the applicant had provided speedy and 
adequate transportation facilities in the past; that common 
carrier truckers and the railroads could not handle the traffic 
as well, and that the operations had resulted in satisfactory 
revenue returns to the Chicago Southern. 


Appearing in opposition to the application were representa- 
tives of the Central Freight Association; common carrier truck- 
ers, the Argo Collier Truck Lines and Gaylord and the Overton 
Truck Line, both the latter contract carriers of Sharon, Tenn. 
An agreement was reached at the hearing under which the 
common carrier truckers withdrew all their protests, after Joe 
Scanlon, applicant’s counsel, asked that the application be 
amended to exclude transportation of canned goods, paper, gT0- 
ceries, and packing house equipment and supplies. Continuing 
their opposition, the two contract truckers mentioned intro- 
duced witnesses who sought to show that the present facilities 
of the protesting carriers were ample, and that the two trucker 
protestants had authority to serve substantially the same points 
formerly served by the applicant. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-1734, the Commission has suspended from 
July 28 until February 28 the operation of schedule MF-I. 
c. C. No. 29 of W. G. Shipman and C. R. Shipman, dba Ship- 
man Bros. Transfer Co., Twin Falls, Ida. The suspended 
schedule proposed to establish new and reduced contract car- 
rier minimum charges applicable on groceries, bottled bever- 
ages and burlap bags from Los Angeles and San Francisco, 
Calif., ig points grouped therewith, to Pocatello and Twin 
Falls, Ida. 

In I. and S. M-1735, the Commission has suspended from 
July 27 until February 27, the operation of certain schedules 
published in tariff MF-I. C. C. No. 19 of Riss & Co., Inc., 
Kansas City, Mo. The suspended schedules proposed to es- 
tablish a commodity rate of 57 cents a 100 pounds, minimum 
8000 pounds, in lieu of present less-than-truckload class rates 
of 122 or 104 cents a 100 pounds, on alcoholic liquors, be- 
tween Kansas City, Mo., St. Joseph, Mo., and Peoria, Il.; also 
a commodity rate of 50 cents a 100 pounds, in lieu of present 
class rate of 72 cents a 100 pounds, both governed by min- 
imum weight of 10,000 pounds, on paints and paint materials, 
from Kansas City and St. Joseph, Mo., to Chicago, Ill. 

In I. and S. M-1736, the Commission has suspended from 
July 28 and later dates, to February 28, the operation of cer- 
tain schedules contained in tariff MF-I. C. C. No. 3 of Ben- 
nett Hanson, Shelley, Ida., and similar schedules in other motor 
carrier tariffs. The suspended schedules proposed to establish 
rates on coal in lots of 10,000 pounds from Wyoming mines 
within a radius of 35 miles of Alpine, Wyo., to Idaho Falls, 
Lincoln and Shelley, Ida., in lieu of the same or higher rates 
at higher minimum weights. 

In I. and S. 5024, the Commission on its own motion has 
suspended from August 2 until March 2 the operation of 
certain schedules as published in supplement No. 43 to Agent 
W. S. Curlett’s tariff I. C. C. No. A-631, and supplement 12 
to Agent F. D. Miller’s tariff I. C. C. No. 663. The suspended 
schedules propose to reduce the rates on lard, lard compounds 
and cured meats, in carloads, from Baltimore, Md., and Rich- 
mond, Va., to Jacksonville, Fla., without observing the pro- 
vsions of section 4 of the interstate commerce act. 

In I. and S. M-1732, the Commission has suspended from 
July 25 until September 25 certain schedules published in 
original page No. 132 to tariff MF-I. C. C. No. 2 of Willamette 
Tariff Bureau, Inc., agent, and in 3rd revised page 56-B to 
tariff MF-I. C. C. No. 5 (Gustave Stribling series} of Pacific 
Inland Tariff Bureau, Inc., agent, both located at Portland, 
Ore. The suspended schedules proposed to establish increased 
commodity rate of 16% cents a 100 pounds, minimum 30,000 
pounds, in lieu of present commodity rate of 15 cents a 100 
pounds, governed by the same minimum, on iron and steel ar- 
ticles, from Portland, Ore., to Longview, Wash. 

In I. and S. 5025, the Commission on its own motion has 
suspended from August 11 until March 11 the operation of 
schedules as published in supplement No. 4 to Agent J. R. 
Peel’s tariff I. C. C. No. 3407. The suspended schedules pro- 
pose to reduce the rates on cement and related articles, in 
carloads, from Chanute, Fort Scott, Humboldt and Iola, Kan., 
and Dewey, Okla., to destinations in Oklahoma on the Beaver, 
Meade and Englewood Railroad and Missouri-Kansas-Texas 

Railroad, without observing the provisions of section 4 of the 
Interstate commerce act. 


In I. and S. M-1733, the Commission has suspended from 
July 26 until February 26 the operation of certain schedules 
as published in tariff MF-I. C. C. No. 3 of A. J. Mason, Inwood, 
W. Va. The suspended schedules proposed to establish new, 
Increased and reduced commodity rates on processed fruit prod- 
ucts from Inwood, W. Va., to various points in Virginia. The 
following is illustrative: 


To Lynchburg: Present, L. T. L., *; 15M, *. Proposed, L. T. L., 
45; 15M, 35. To Staunton: Present, L. T. L., *; 15M, *. Proposed, 
L, T. L., 22; 15M, 18. To Waynesboro: Present, L. T. L., 32; 15M, 30. 
Proposed, L. T. L., 22; 15M, 18. 


*No present rate. L. T. L., less-truckload. 
pounds. 


15M—Minimum 15,000 

In I. and S. M-1737, the Commission has suspended from 
July 30 until February 28, certain schedules published in sup- 
plement No. 3 to schedule MF-I. C. C. No. 1 of Elwood B. 
Carter, dba Carter Truck Line, Salt Lake City, Utah. The 
Suspended schedules propose to establish reduced minimum 
rates and charges, on salt and salt products, minimum 20,000 
bounds, from Saltair, Utah, to 154 Montana destinations. The 
following is illustrative: 
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Present, 50; proposed, 40. 
Present, 61; proposed, 51. 


From Saltair, Utah, to Bozeman, Mont. 
From Saltair, Utah, to Sweet Grass, Mont. 


The Commission, in I. and S. No. 5026, unloading and sort- 
ing carload freight in the south, has suspended from July 30 to 
February 28 supplement 8 to Agent F. D. Miller’s I. C. C. 577, 
proposing changes in the rules pertaining to the segregation of 
rail traffic, also referred to as split deliveries (see Traffic 
World, July 26, p. 228). 

In I. and S. No. M-1738, the Commission has suspended 
from July 31 until February 28 the operation of certain sched- 
ules as published on original page 135-A to tariff MF-I. C. C. 
No. 8 (Gustave Stribling series) of Pacific Inland Tariff Bu- 
reau, Inc., agent, Portland, Ore. The suspended schedules pro- 
posed to establish a commodity rate of 30 cents a 100 pounds 
on potatoes, minimum 10,000 pounds, from Kalispell, Mont., 
to Spokane, Wash., in lieu of present higher class rates. 

In I. and S. No. M-1739, the Commission has suspended 
from July 30 until February 28 the operation in part of sched- 
ule MF-I. C. C. No. 4 of Roland E. Daley, doing business as 
R. Daley Trucking, Jamestown, N. Y. The suspended sched- 
ules propose to establish new contract carrier minimum rates 
or charges of 20 cents a 100 pounds, minimum 2,000 pounds, 
on rough and malleable iron castings, from Jamestown, N. Y., 
to Oil City, Pa. 

In I. and S. No. M-1740, the Commission has suspended 
from July 30 until February 28 the operation of certain sched- 
ules as published in tariff MF-I. C. C. No. 2 of Thomas Mat- 
thew Carr, Zuni, Va. In lieu of present higher any-quantity 
distance rates, unrestricted as to commodities, the suspended . 
schedules proposed to establish for minima of 16,000 and 14,000 
pounds, respectively, on agricultural commodities and hogs a 
rate of 25 cents a 100 pounds from Windsor, Va., and other 
points in Isle of Wight County, Va., to Baltimore, Md., and 
the same rate, minimum 20,000 pounds, on sheet metal from 
Baltimore to Windsor. 

In I. and S. No. M-1741, the Commission has suspended 
from July 30 until February 28 the operation of certain sched- 
ules as published in tariff MF-I. C. C. No. 4 of Levi Richard- 
son, Wynnewood, Okla. The suspended schedules proposed to 
establish new or reduced commodity rates on bagging and 
ties and on cotton from and to points in Oklahoma and Texas. 
The following is illustrative, bagging and ties, rates in cents 
a 100 pounds: 


From Houston to Wynnewood, Okla. Present, 10M, 35; proposed, 


14M, 25. 
COTTON 
To Houston, Tex., from Lindsay, Okla. Present, UC, 10M, 48; 
C, 10M, 46. Proposed, UC, 10M, 46*; C, 18M, 40*. 


M—Minimum in thousands of pounds. 
compressed. 


C—Compressed. UC—Un- 


* Does not include loading by carrier. 


In I. and S. No. M-1742, the Commission has suspended 
from July 30 until February 28 the operation of certain sched- 
ules as published in schedule MF-I. C. C. No. 6 of Christine 
Bennett doing business as Bennett Transportation Company, 
Norfolk, Va. The suspended schedules proposed to establish 
contract-carrier minimum charges on malt beverages from 
Norfolk, Va., to points in Maryland, West Virginia and the 
District of Columbia, and empty containers in the reverse di- 
rection. The following is illustrative: Beer, minimum 375 
cases (export size), in cents a case, from Norfolk, Va., to Salis- 
bury, Md., 7.5; Wheeling, W. Va., 54.33, including return of 
empty containers. 

In I. and S. M-1744, the Commission has suspended from 
July 31 until February 28, the operation of certain schedules 
as published in supplement No. 1 to tariff MF-I. C. C. No. 8 
of Arthur L. O’Donnell, Boston, Mass. The suspended sched- 
ules proposed to establish a new rating of first class on 
theatrical scenery, namely, drop scenery or set pieces, from 
Boston and Cambridge, Mass., to various points in Connecticut, 
Massachusetts, New York, New Hampshire and Rhode Island, 
and in the reverse direction. Respondent has no present rat- 
ings or commodity rates on these articles. 


In I. and S. 5027, the Commission has suspended from July 
31 until February 28 the operation of certain schedules as pub- 
lished in supplement No. 56 to Chicago, Rock Island & Pacific 
Railway Co. tariff I. C. C. No. C-12812. The suspended sched- 
ules propose to waive the out-of-line haul charges on grain 
originating in northern Oklahoma, transited at Wichita, Kan., 
and reshipped via the Rock Island to Memphis, Tenn. 


In I. and S. M-1743,. the Commission has suspended from 
July 31 until February 28 the operation of schedules published 
in supplement No. 2 to tariff MF-I. C. C. No. 13 of William 
Frank Smith, dba W. F. Smith Trucking Co., Limestone, 
Tenn. The suspended schedules proposed to change, for ap- 
plication in connection with commodity rates on apple products 
and canned goods, a rule providing for stopping in transit 
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at origins, and destinations, and at points en route for partial 
loading and unloading of shipments in eastern and southern 
states. : 

In I. and S. M-1745, the Commission has suspended from 
July 31 until Feb. 28 the operation of certain schedules pub- 
lished in supplement 49 to tariff MF-I. C. C. No. 164 of South- 
ern Motor Carriers’ Rate Conference, agent, Atlanta, Ga. The 
suspended schedules proposed to establish in lieu of present 
higher class rates, minimum 36,000 pounds, a new commodity 
rate on chocolate coating from Savannah, Ga., to Augusta, Ga., 
of 20 cents a 100 pounds, minimum 36,000 pounds, to apply 
only over the lines of W. R. Dobson, Jr., Truck Line, Augusta, 
Ga., and Efron Trucking Co., Inc., Aiken, S. C. 


Citrus Fruit Package Rates 


With about a dozen citrus fruit boxes on chairs in the 
front row of their hearing room Commissioners listened, July 
28, to arguments in the long continued matter of rates on citrus 
fruits from the three areas of origin, Florida, California and 
the lower Rio Grande valley in Texas. Seven cases were 
lumped for argument—I. and S. No. 4786, package rates 
on citrus fruits; I. and S. No. 4787, same title; No. 28501, 
Alturas Packing Co., Inc., et al. vs. A. C. & Y. et al.; No. 
28547, Associated Anaheim Growers, Inc., vs. Same; I. and S. 
No. 4511, estimated weights on citrus fruits; No. 27741, Waverly 
Growers’ Cooperative et al. vs. Same; and fourth section ap- 
plications Nos. 18377, 18407, and 18420. 

The foundation question was as to whether the Commis- 
sion should adhere to the determination made by it several 
years ago that package rates should. be done away with be- 
cause, as contended by some of those interested, of dishonest 
practices in connection therewith or return to them, as now 
proposed by the railroads on account of the difficulties with 
respect to estimated weights which developed when the Com- 
mission decided that rates should be made based on such esti- 
mated weights. 

Manufacturers of containers lighter than the so-called 
standard nailed box took part in the controversy, contending 
that because of the lighter weight of their containers there 
should be a recognition in the rates or weights, of the lighter 
weight which should inure to their users. The lighter weight 
container was typified by a wirebound box weighing several 
pounds less than the nailed box, although among the con- 
tainers in the front row were some nailed type boxes of an- 
proximately the same or a bit lesser weight than some of the 
wired boxes. The differences, apparently, were due to the 
species of wood used. ? 

The immediate question was as to whether the Comm’s- 
sion should adopt a proposed report made by Examiner Paul 
O. Carter in which he recommended rates on estimated weights, 
which would cut those from California and Florida 10 per 
cent and from the Rio Grande 15 per cent, the theory being 
that changes in weight would not present any material reduc- 
tion in revenue, if any. 

Assignments of time for arguments were made to Frank 
W. Gwathmey, for the southern railroads; George W. Holmes, 
for the southwestern carriers; Gerald E. Duffy, for the trans- 
continental lines; Karl D. Loos, California Citrus League: 
S. R. Greer, Texas shippers; Phillip A. Walker, National 
Wooden Box Association; Wilbur LaRoe, Jr., Stapling Ma- 
chines Co., et al.; Luther M. Walter, complainants in No. 
28547, interested in the bag container side of the controversy; 
and M. W. Wells and J. R. Wells, for the Florida Citrus Com- 
mission. 

If there ever was a case of the tail wagging the dog, this 
was it, said Mr. Gwathmey. He referred to the interest taken 
by the manufacturers of the so-called Bruce wire-bound box, 
and turning toward Mr. Walter, he accused the latter of having 
started this whole thing in the Waverly case. All the rail- 
roads he said. favored package rates, and in that he was 
backed up by Messrs. Holmes and Duffy. Commenting on the 
rroposed 15 per cent cut in rates from the Rio Grande vallev 
Mr. Holmes accused Examiner Carter of hinging his proposal 
on what the carriers had done since the hearing in this case 
t > meet competitive conditions. That, Mr. Holmes said dd 
not warrant what the examiner had proposed, adding that there 
was no proof of third section violations as among containers. 
Mr. Duffy said that transfer of the fruit from standard to 
wire-bound Bruce boxes would cause a loss to the railroads of 
$3,800 000. 

Mr. Walker said the rates should be the same, no matter 
what sort of container was used. He said there were many 
variations among nailed boxes. 

California interests supnorted the carriers, the Texans were 
a‘vided, and Florida favored estimated weights. M. W. Wells 
said that basing rates on estimated weights was a sound prin- 
ciple and should not be overthrown, his recommendation 
being that the Commission adopt Examiner Carter’s report. 
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Supporting the examiner’s report, Mr. LaRoe said the 
transcontinental railroads, at the instigation of the California 
Citrus League, initiated the move for the presentation of what 
he called the dishonest weight base for the rates. He called 
attention to many of what he called discriminations in the 
rate structure which the railroads proposed to preserve. Ac. 
cording to his calculations the use of the Bruce box results jn 
a revenue of one cent for each box used to the holders of 
the patents used in making it while if used by Texas shippers 
its use would save them $67.32 a car. The proposed 15 per 
cent reduction in rates from Texas, he said, was the result of 
Examiner Carter proposing a higher minimum than had been 
used. Minimums proposed by the Examiner, he contended, 
were weights actually loaded with citrus fruit. The minimum 
from Texas, he said, had been considerably less than actually 
loaded, hence the proposed increase in the minimum and the 
reduction in rates. 

It was the position of Mr. Loos that in proposing package 
rates. the carriers were offering a simple, practical and just 
solution of a matter that had caused vexation and expense to 
shippers, carriers and the Commission for many years. Un- 
der the proposed package rates, except for the disposition of 
fractions which could amount to no more than changes of about 
$2 a car. he said, the transportation charges resulting would 
be identical with the present ones. Package rates, it was 
added, would end the bitter controversy within the industry 
that had been provoked by the Bruce crate manufacturers by 
their search for competitive advantages. 

On behalf of Bemis Bros. Bag Co., Chase Bag Co., Fulton 
Bag & Cotton Mills, Associated Anaheim Growers, Inc., and 
others, Mr. Walter took the position that the bag was a suitable 
container for citrus fruit from Arizona and California as well 
as from Florida and Texas. There was no basis in trans- 
portation facts, he said, for any penalty on shipments of citrus 
fruit in bags. The present penalty of 10 per cent of the rate 
on shipments of oranges and grapefruit in bags, he said, 
should be discontinued and no penalty whatever over the 
current rate on shipments of oranges in wooden boxes should 
be applied on shipments of citrus fruit in bags. In the period 
since the inception of the Waverly case Mr. Walter contended 
the respondents and defendants had evaded compliance with 
the Commission’s findings under sections 1 and 3. He said his 
clients felt that unless the Commission drafted an iron-clad 
order requiring the establishment of reasonable rates, rules 
and regulations the carriers would continue to evade their re- 
sponsibility under the law and decisions of the Commission. 


PARTIAL LOADING AND UNLOADING 


Joseph E. Seagram & Sons, Inc., of Louisville, Ky., and 
affiliated and subsidiary companies have filed an exceptions 
brief in I. and S. M-1327, objecting to a recommended finding 
by Examiner E. T. Cosbey which, according to the brief, would 
have the effect of prohibiting stop-offs by line-haul motor car- 
riers within city limits. 

“There are competitors of ours within the city limits of 
Louisville, who desire to pool shipments through stop-offs, and 
who have pooled in the past, who will be prohibited if rule A 
is approved,” says the brief of the intervening distilleries. ‘“Cer- 
tainly, such a situation would be prejudicial to them and prefer- 
ential to our companies. We are not so much interested in this 
rule from the standpoint of our plant at Louisville as to ship- 
ping except at the other end—such as within St. Louis, Mo.. 
Chicago, Ill., Evansville, Ind., etc. Even as rule A is worded 
your protestants can pool or stop-off at Louisville. but at the 
destination cities we will be unable to make stop-offs. . . . To 
grant a pooling or stop-off in one case and not in the other 
would certainly be prejudicial.” 

As to intermediate stop-off points, the brief observed, there 
was not a point where a rail carrier did not have to switch a 
car from its main line, such a plant delivery in some cases 
being a mile or two back from the main line, yet it was con- 
sidered intermediate. Just as sidings in cities radiated from 
rail main lines, so did streets radiate from truck routes, the 
brief argued. It suggested that, “in view of the complexity of 
the situation, and a final determination not having been pre- 
viously made in the circumstances,” the case be set for oral 
argument. 


REPARATION ORDERS 


Reparation orders have been issued in No. 19195 (supple- 
mental), Alliance Chamber of Commerce et al. vs. A. & R. el 
al.: No. 26954 (supplemental), South Dakota Independent Oil 
Men’s Association et al. vs. Abilene & Southern et al.; No. 
27161, Sub. No. 1, Cudahy Packing Co. vs. A. C. & Y. et al. 
No. 27982 (supplemental), Masson & Sons, Ltd., et al. VS 
A. C. L. et al.; No. 28315 (supplemental), J. C. Penney Co., Inc. 
vs. B. & O. et al.; No. 28519, Maywood Chemical Works V%: 
C. & E. et al. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1941, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 

(District Court, E. D. Illinois.) A carrier has a lien for his 
charges upon the thing carried and may retain possession of 
such thing until charges are paid. : 

Where there was general understanding that debtor 
would deliver oil to pipe line company which would transport 
oil to refinery and there deliver it to debtor and pursuant to 
the understanding the debtor delivered to the company sepa- 
rate quantities of oil, the shipments constituted one continuing 
transaction so that the company was entitled to a lien, which 
bankruptcy court was required to recognize, for all unpaid 
transportation charges on any oil transported by it to full 
extent of oil retained by it. (In re R. Hall Compton Crude 
Qil Purchasing Co., 39 ed. Supp. 1). 





(Supreme Court of Mississippi.),—-Where applications of 
motor carrier and of railroad’s subsidiary for certificates of 
convenience and necessity were copending, the fact that rail- 
road’s subsidiary proposed to render a coordinated service be- 
tween trains and busses through the means of interchangeable 
tickets involving a reduction in railroad fares, that such service 
was a new and distinct type of service to that being rendered 
or proposed to be rendered by motor carrier, and that the 
railroad would be able to serve public by reducing its railroad 
fares to correspond with bus rates were considerations ad- 
dressed to judgment and discretion of Public Service Com- 
mission. 

Where applications for certificates of convenience and 
necessity were copending and there was ample evidence offered 
by each of the applicants to justify the Public Service Com- 
mission in deciding for either applicant, court would not be 
justified in substituting its judgment for that of the Commission. 

Where motor carrier and railroad’s subsidiary sought cer- 
tificates of convenience and necessity to furnish motor trans- 
portation over certain routes, two links of which were already 
being served by the motor carrier, judgment of the Public 
Service Commission in granting certificate to motor carrier was 
not arbitrary but was supported by substantial evidence. 

Where motor carrier and railroad’s subsidiary sought cer- 
tificates of convenience and necessity to furnish motor trans- 
portation over certain route, two links of which were already 
being served by the motor carrier, order of the Public Serv- 
ice Commission denying right of railroad’s subsidiary to dupli- 
cate service on links of highway already being served by the 
motor carrier should not have been reversed by the circuit 
court in absence of proof in record made before the Commis- 
sion that public convenience and necessity required such dupli- 
cation. Laws 1938, c. 142. 

Whether railroads should be given a preference and al- 

lowed to operate busses over highways paralleling their rail- 
way lines, through subsidiary bus companies, before issuance 
of any certificate of public convenience and necessity to other 
motor bus companies was a “legislative question” and not a 
“Judicial question.” Laws 1938, c. 142. 
_ Where motor carrier and railroad’s subsidiary sought cer- 
tificate of convenience and necessity to furnish motor trans- 
portation over certain route, two links of which were already 
be’ng served by the motor carrier, and where Public Service 
Commission granted application of the motor carrier, it was not 
hecessary that order denying application of railroad’s sub- 
sidiary should have recited more than the fact that the rival 
application has been granted over the proposed new route and 
that the duplication of certificate rights over the existing routes 
Was unjustified. Laws 1938, c. 142. 

Contention that full and fair hearing on applications for 
motor carrier certificates of public convenience and necessity 
had not been had before Public Service Commission because 
only one of the commissioners was present at intervals during 
the hearing and only two of them at other intervals could not 
be considered where the fact did not appear from the record 
before Supreme Court and no bill of exceptions was taken in 
regard thereto. (Tri-State Transit Co. vs. Mobile & Ohio 
Transp. Co., 2 Sou. Rep. 2d 845.) 


ELKINS ACT PROSECUTIONS 
av A federal grand jury at Los Angeles, Calif., has returned 
* inc \ctments—two against the Southern Pacific, one against 
€ Union Pacific, one against the General Water Heater Cor- 
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poration, of Burbank, Calif., and one against the Furniture 
Manufacturers Association at Los Angeles—charging the de- 
fendants with violations of section 1 of the Elkins act and 
charging the Union Pacific also with violation of section 20(7) 
of the interstate commerce act, according to information re- 
ceived by the Commission. 

The Southern Pacific was charged in one indictment of 
10 counts with granting concessions to the General Water Heater 
Corporation in furnishing, on orders of that corporation, two 
40-foot cars for each of 10 shipments of automatic heaters 
and not observing the applicable rates and minimum weights in 
assessing freight charges on these shipments. In another in- 
dictment, the Southern Pacific was charged with like violations 
of the Elkins act with respect to 12 shipments of furniture 
for the Furniture Manufacturers Association. The Union 
Pacific was charged in five counts of an indictment of 10 counts 
with granting concessions to the Furniture Manufacturers Asso- 
ciation and in the remaining five counts with falsification of 
records, in violation of section 20(7) of the interstate commerce 
act. 

The water heater corporation was indicted on charges of 
soliciting and accepting concessions, with respect to the ship- 
ments transported by the Southern Pacific, and the Furniture 
Manufacturers Association was indicted on charges of soliciting 
and accepting concessions from the Union Pacific and the 
Southern Pacific. The Commission said the cases were in- 
vestigated by its Bureau of Inquiry, which assisted in presenta- 
tion of evidence to the federal grand jury. 


MOTOR ACT PROSECUTIONS 

Minnesota district, Fourth division. Ben Ernesti and his 
son, Kenneth B. Ernesti, of Bird Island, Minn., entered pleas 
of guilty, as motor common carriers, to charges of transport- 
ing property in interstate commerce without a certificate, 
without rates having been filed or published, with failing to 
comply with the Commission’s regulations concerning insurance 
or other protection for the public, and cargo insurance, and with 
failing to require the keeping of driver’s logs. Ben Ernesti 
was fined $500, $250 of that sum payable unconditionally and 
payment of the balance suspended for a probationary period 
of a year. Imposition of sentence against Kenneth B. Ernesti 
was withheld for a like probationary period. 

Washington, D. C., police court. Schroff Brothers, of 
Washington, D. C., and B. M. Cross, its manager and super- 
visor, fined $600 and $300, respectively, on pleas of nolo con- 
tendere to informations charging the former with operating 
as a common carrier without a certificate, without rates on 
file, and with failing to require its drivers to keep drivers’ logs, 
and the latter, with aiding and abetting in the violations. 
Charges were based on the transportation of contractors’ heavy 
equipment and supplies between Washington, D. C., and points 
in Virginia and Maryland. This is the first case of its kind 
filed in the police court of the District of Columbia which 
court has concurrent jurisdiction over such matters with the 
U. S. District Court. 


Mortgage Trustee Claims 


Without, it is believed, having given any particular ad. 
vance thought to the matter, the Commission now finds itself 
greatly interested in litigation in connection with its reorgan- 
ization of railroads due to suits brought by mortgage trustees 
in which the latter are asking the courts to give them judgment 
on claims for compensation and reimbursement of expenses 
without waiting for the determination, by the Commission, of 
the maximum limits of compensation and reimbursement. 
Suits in connection with the reorganization of the New Haven, 
Rock Island, Frisco and Fort Dodge, Des Moines & Southern 
for allowances without waiting for action by the Commission 
have brought action by the regulating body looking to the ad- 
ministration of section 77 (c) 12 in accordance with its ap-. 
parent terms. 

In suits in connection with the reorganization of the rail- 
roads named mortgage trustees ask the courts to make allow- 
ances in accordance with the terms of the mortgage agree- 
ments without regard to limits that may be made by the Com- 
mission. The Commission is moving to dismiss such suits. 

In a suit in the federal court for Connecticut the Bankers 
Trust Co. asks for an allowance out of the estate of the New 
Haven of $409,073 on the ground that under the trust agree- 
ment it is entitled to that sum as compensation and expenses. 
It not only asks that but goes farther and says that whatever 
allowances the Commission may fix as maximum limits shall 
be credited on account of the total compensation. 

“The court,” says the mortgage trustee’s brief, “should 
adjudicate that it has exclusive jurisdiction over the secured 
claim petition of the mortgage trustee now before it, and that 
the Commission does not possess any jurisdiction over that 
petition; that subsection (C) (12) of section 77 is not applicable 
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to the fixing of maximum limits of its contract claim and lien 
for compensation and expenses to be paid out of the mortgaged 
property, and that if it is so applicable, it is unconstitutional 
and void.” 

The New York Trust Co. has filed a petition in the federal 
court for the southern district of Iowa, central division, with 
regard to the reorganization of the Fort Dodge, Des Moines & 
Southern in which it directly challenges the power of the 
Commission to set limits on its claim as a mortgage trustee for 
compensation and reimbursement. 


“The bankruptcy act does not contain any provision em- 
powering the Interstate Commerce Commission to adjudicate 
the amount of or fix the limits of or classify any claim of pe- 
titioner to reasonable compensation,” 
pany, “for its services or for the services of its counsel in 
these proceedings or otherwise, or to hear, determine, alter or 
limit the priority and lien given to petitioner therefor by the 
contract provisions of the indenture, or the extent of such 
priority and lien.” 

According to the New York Trust Co., the Commission, in 
setting limits, it confined to allowances out of the unmortgaged 
assets, but not out of the mortgaged assets, which latter are sub- 
ject to the terms of the mortgage or indenture. It claims that 
under the mortgage it has a contract and common law lien on 
the mortgaged property. It further asserts that if section 
77 is construed to place limits on the allowances from the mort- 
gaged assets, the section is unconstitutional within the meaning 
of article 5 of the amendments to the Constitution forbidding 
the taking of property without due process of law, as well 
as within the intent and meaning of section 1 of Article III 
of the Constitution vesting the judicial power of the United 
States in the courts. 

The claims of the trust company in this case are small, 
amounting to but little more than $2,000, but the constitutional 
argument with respect to them and the power of the Commis- 
sion are as embrasive as in the New Haven case. 


Motions to dismiss are to be or have been filed in these 
cases by the Commission and the Reconstruction Finance Cor- 
poration the broad ground for the motions being that section 
77 (c) (12) meets the full requirements of due process for 
review both of Commission orders setting maximums for al- 
lowances was to prevent the “looting” of the estates of bank- 
orders making allowances of compensation and expenses. 

According to the popular notion conferring of power on 
the Commission to set limits on compensation and expense al- 
lowances was top revent the “looting” of the estates of bank- 
rupt railroads because of the liberality of courts dealing with 
bankruptcy claims. 

Claims against the New Haven amount to more than 
$600,000. In the Rock Island case Judge Igoe at Chicago has 
directed the lawyers to file briefs on the jurisdictional ques- 
tion on the power of courts to make allowances without 
precedent action by the Commission setting limits of allow- 
ances. When the Commission decided to intervene in the 
Rock Island case in Chicago it learned that a federal court 
at St. Louis, in the Frisco case, had given judgment for $27,000 
on suit by a mortgage trustee. 


“One of the principal aims of this enactment (section 77 
(c) (12)) was to prevent the mulcting of insolvent railroads 
through extravagant, unconscionable and excessive claims for 
compensation and costs growing out of ordinary receiverships,” 
declares Daniel H. Kunkel, attorney for the Commission, in a 
brief filed in the suit of the Bankers Trust Co. in the federal 
court for Connecticut for compensation and costs as trustee 
under the mortgage covering $138,000,000 of New Haven bonds, 
without waiting for the Commission to set maximum limits of 
allowances for the purpose of compensation and expenses. 


Much of the Kunkel brief is devoted to a history of the 
Commission’s effort to prevent the so-called mulcting of bank- 
rupt railroads, by means of limits placed on its permits allow- 
ing reorganized railroads to issue securities; and the legislative 
history of the limitation Congress placed or sought to place, on 
the discretion of the courts in making allowances for compensa- 
tion and expenses, by means of section 77 (c) (12). The Com- 
mission’s effort, in his view, was frustrated by the decision of 
the Supreme Court in United States vs. Chicago, Milwaukee & 
St. Paul, 282 U. S. 311. In that case the court said the Com- 
mission had not the power to do what it had undertaken to do 
in granting permission to issue securities since the power sought 
to be exercised was not within the power to regulate commerce. 

As conceived by Mr. Kunkel, the position of the bank is 
that by virtue of the provisions of the trust indenture as well 
as at common law the mortgage trustee has a lien on the mort- 
gaged property for its expenses and for reasonable compensa- 
tion that section 77 does not destroy or impair that lien and 
that if it is so construed it is unconstitutional and void; that in 
such circumstances the court has the power and is under the 
duty to determine the reasonable amount of the compensation 


says the trust com-- 
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and expenses and to order the payment thereof without refer. 
ence to the Commission. 

On the other hand, according to the brief, the Commission 
contends that the right of the mortgage trustee to compensa- 
tion is limited by section 77 to only such amount as the court 
may find reasonable “within the maximum limits fixed by the 
Commission; that such construction of the section leaves no 
constitutional infirmity since there is no lien, either contractua] 
or at common law, for compensation and expenses incurred jn 
connection with a proceeding under section 77.” The Com- 
mission said there was no property right of the bank which 
was being taken from it by section 77. At best the brief said 
the bank’s right was an inchoate one. 


SIGNAL SYSTEMS 

The Chicago, Burlington & Quincy; Grand Trunk Western; 
St. Louis-San Francisco; Alton; Atlantic Coast Line; Pennsy]- 
vania; and Southern Pacific Co. have filed applications with 
the Commission for approval of proposed modifications of signa] 
systems or devices under section 25(b) of the interstate com. 
merce act. Any interested party desiring hearing should ad- 
vise the Commission and applicant in writing within 20 days 
from July 31. 

The New York, New Haven & Hartford has filed an appli- 
cation with the Commission for approval of proposed modifi- 
cations of rules, standards and instructions prescribed by order 
of April 13, 1939, under section 25(c) of the interstate com- 
merce act. Any interested party desiring hearing should ad- 
vise the Commission and applicant in writing within 20 days 
from July 31. 

The Chicago & North Western; Chicago, Burlington & 
Quincy; Erie; New York Central; Southern Pacific Co.; and 
Bangor & Aroostook have filed applications with the Commis- 
sion for approval of proposed modifications of signal systems 
or devices under section 25 (b) of the interstate commerce 
act. Any interested party desiring hearing should advise the 
Commission and applicant in writing within 20 days from 
July 26. 

The Bangor & Aroostook; Canadian National Railways and 
Minneapolis, St. Paul & Sault Ste. Marie; and Lake Superior & 
Ishpeming have filed applications with the Commission for ap- 
proval of proposed modifications of rules, standards and in- 
.tructions prescribed by order of April 13, 1939, under section 
25 (c) of the interstate commerce act. Any interested party 
desiring hearing should advise the Commission and applicant 
in writing within 20 days from July 26. 

The Northern Pacific; Long Island; Southern Pacific Co.; 
and Baltimore & Ohio have filed applications with the Com- 
mission for approval of proposed modifications of signal systems 
or devices under section 25(b) of the interstate commerce act. 
Any interested party desiring hearing should advise the Com- 
mission and applicant in writing within 20 days from July 29. 

The Grand Trunk Western; Chicago & North Western; 
Alton; and Pennsylvania have filed applications with the Com- 
mission for approval of proposed modifications of signal sys- 
tems or devices under section 25(b) of the interstate commerce 
act. Any interested party desiring hearing should advise the 
Commission and applicant in writing within 20 days from 
July 30. 

The Chicago, St. Paul, Minneapolis & Omaha; Wabash; 
Ann Arbor; Baltimore & Ohio Chicago Terminal; New York 
Central; and Boston & Albany have filed applications with the 
Commission for approval of proposed modifications of rules, 
standards and instructions prescribed by order of April 13, 
1939, under section 25(c) of the interstate commerce act. Any 
interested party desiring hearing should advise the Commission 
and applicant in writing within 20 days from July 30. 


WESTERN DISTRICT GRAIN 

The Commission, on further consideration and at request 
of respondents, has further modified its order of December 7, 
1940, in connection with its third supplemental report on fur- 
ther hearing in No. 17000, Rate Structure Investigation, Part 7, 
Grain and Grain Products Within the Western District and for 
Export, 243 I. C. C. 83, permitting the maintenance of rates on 
whole corn and oats, lower than prescribed on wheat, between 
specified areas in Minnesota, Iowa and Wisconsin. The fur 
ther modification permits the continuation of those rates, 0 
one day’s notice, until July 31, 1942. 


NEW ENGLAND MOTOR RATES 

The Commission, in a notice to the parties in Ex Parte 
MC 22, New England motor carrier rates, has postponed from 
August 1 to October 1 the time for filing of statements of com- 
modity rates of motor common carriers less than the corre 
sponding rates of rail carriers that respondents were directed 10 
supply to the Commission in the twenty-third supplemental 
report in this case, 28 M. C. C. 31. The time for filing replies 
to the statements has been extended to November 1. 
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August 2, 1941 


“Class Rate Investigation 


The American Trucking Associations, Inc., and its member 
carriers, have asked the Commission to deny the petition of 
Class I railroads for indefinite postponement of No. 28300, class 
rate investigation, and cases joined with it, and conduct the 
proceedings to final disposition (see Traffic World, July 26, p. 
198). Their request was embodied in a reply petition made 
public by the Commission July 29. 


For many years, the reply petition said, the motor carriers 
had labored under an unfair and unjust relationship with the 
railroads under the present freight classifications and class 
rates, in that the railroads were handling a large volume of 
the traffic in articles which constituted the bulk of motor car- 
rier traffic, at rates which were far less than the cost to the 
railroads of providing transportation therefor. Furthermore, it 
said, the railroads, in many cases, were further reducing those 
charges in an effort, as believed by the motor carriers, seriously 
to impair, if not destroy, motor carrier competition. The 
effect of those adjustments, it added, was detrimental in two 
respects, namely, “(1) it puts an unfair, unjust and unlawful 
burden upon shippers of carload freight; and (2) it is designed 
to, and in time may, deprive the public of a substantial part 
of the motor carrier service they now enjoy.” 


The railroads’ petition for indefinite postponement, the 
reply petition said, immediately followed the presentation of 
evidence in these proceedings, described as extensive and ex- 
pensive, by the motor carriers and the Commission, with respect 
to studies of the railroads’ operations for 1939 and for 1940. 


The emergency war conditions pointed out in the railroads’ 
petition did not make themselves felt in the transportation by 
either rail carriers or the motor carriers until the end of the 
year 1940, and the traffic and operating conditions of that and 
previous years, therefore, were more closely typical of normal 
conditions than would be the data relating to traffic and operat- 
ing matters as of the present time or at any time prior to the 
close of the period of readjustment after the present emergency 
had passed, said the reply. 


Postponement at this time, the motor carriers said, not 
only would render useless the time and expenditure which 
already had been made by them and the Commission’s own 
forces in preparation for the trial, but also would defer the 
making of similar studies for a number of years, and thereby 
indefinitely prolong present discrimination and injustice. 

Despite the conditions so carefully pointed out in the peti- 
tion of respondent rail carriers with respect to the extent of 
employment of their traffic and accounting personnel, never- 
theless, the carriers in official territory have had a large num- 
ber of their officers and employes engaged in the compilation 
of a revised Official Classification primarily and intentionally 
devised to further reduce the rates on the principal traffic 
handled by the motor carriers, in order thereby to impair the 
service and diminish the competition of such motor carriers, 
says the reply. Such proposed revised classification even now, 
it adds, is on the docket of the traffic executives of the peti- 
tioning eastern rail carriers and if filed without these proceed- 
ings being pending during the interim, would unjustly and irre- 
parably injure the motor carriers and impair their ability to 
discharge their carrier duties, as well as to forestall a new 


caesification on a just, reasonable and economically sound 
asis. 


“The maladjustment in classification and class rates here- 
tofore described, as well as the continuing whittling and sharp- 
shooting by the rail carriers in various sections of the country,” 
Says the reply, “can only be remedied and corrected in general 
rate and classification investigations such as these proceedings, 
and if a moratorium in rate and classification changes such as 
that requested in the petition is to be made, then in fairness and 
equity the Commission also should announce and enforce a 
moratorium upon the continued activities of the petitioning rail 
carriers with respect to rate and classification changes, having 
for their objectives the elimination or impairment of motor 
carrier competition.” 


_The Atlantic State Shippers’ Advisory Board is circu- 
larizing its members for an expression of their views on the 
betition of the railroads for a suspension of activities in the 
Commission’s class rate investigation. The members of the 
board are asked to say whether or not the board ought to sup- 
port the railroad petition and whether or not the Atlantic Board 
Ought to authorize the National Association of Shippers’ Ad- 
visory Boards to support the petition on its behalf. 

_ Southern states, the Southern Traffic League, and the Nash- 
Ville Freight Bureau, all acting through the Southern Governors 
Freight Rate Conference, have asked the Commission to con- 
tinue its investigations with utmost expedition. They said they 
Were in need of just as great emergency relief in these pro- 
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ceedings as were the carriers in their emergency rate pro- 
ceedings. 





Price Control and Rates 


In a message to Congress July 30 asking for legislation to 
prevent inflationary price rises and increases in the cost of liv- 
ing, President Roosevelt did not mention transportation rates. 
In part he said: 


Today we stand, as we did in the closing months of 1915. at the 
beginning of an upward sweep of the whole price structure. Then, too, 
we enjoyed relative stability in prices for almost a year and a half 
after the outbreak of war abroad. In October, 1915, however, prices 
turned sharply upward. By April, 1917, the wholesale price index 
had jumped 63 per cent; by June, 1917, 74 per cent; and by June, 1920, 
it was nearly 140 per cent over the October, 1915, mark. 

The facts today are frighteningly similar. 

The Bureau of Labor Statistics Index of 28 basic commodities, by 
the end of June, had advanced 50 per cent beyond its August, 1939, 
level. It has increased 24 per cént since January of this year. 

Since August, 1939, the Bureau of Labor Statistics Index of 900 
wholesale prices has advanced 17% per cent. It has increased 10 per 
cent since January of this year. In the past 60 days wholesale prices 
have risen more than five times as fast as during the preceding period 
since the outbreak of the war abroad. 

Since August, 1939, the Bureau of Labor Statistics Index of the 
cost-of-living has advanced 5% per cent. It has increased 3% per cent 
since the beginning of this year, and the upward pressure is now in- 
tense. In a single month, from the middle of May to the middle of 
June, the cost-of-living jumped 2 per cent. During the last quarter 
the increase in the cost-of-living was greater than during any similar 
period since the World War. But even yet the index does not fully 
reflect past increases, and only in a few months will it respond to 
current increases. 

In 1915 the upward price movement proceeded unchecked so that 
when regulation was finally begun it was already too late. Now we 
have an opportunity to act before disastrous inflation is upon us. 
The choice is ours to make; but we must act speedily. ... 

Legislation should include authority to establish ceilings for prices 
and rents, to purchase materials and commodities when necessary, to 
assure price stability, and to deal more extensively with excesses in 
the field of installment credit. To be effective, such authority must 
be flexible and subject to exercise through license or regulations under 
expeditious and workable administrative procedures. Like other de- 
fense legislation, it should expire with the passing of the need, within 
a limited time after the end of the emergency. 

The concept of a price ceiling is already familiar to us as a result 
of our own World War experience. Prices are not fixed or frozen; 
an upper limit alone is set. Prices may fluctuate below this limit, 
but they cannot go above it... . 


Of course there cannot be price stability if labor costs rise ab- 
normally. Labor has far more to gain from price stability than from 
abnormal wage increases. For these are likely to be illusory, and 
quickly overtaken by sharp rises in living costs which fall with par- 
ticular hardship on the least fortunate of our workers and our old 
people. 

There will always be need for wage adjustments from time to 
time to rectify inequitable situations. But labor as a whole wit!l fare 
best from a labor policy which recognizes that wages in the defense 
industries should not substantially exceed the prevailing wage rates in 
comparable non-defense industries where fair labor policies have been 
maintained. Already through the efforts of the National Defense Media- 
tion Board and wage stabilization committees wage standards are being 
established and a measure of wage stability is being brought to par- 
ticular industries. It is expected that such activities will be continued, 
extended, and made increasingly effective. 

I recognize that the obligation not to seek an excessive profit 
from the defense emergency rests with equal force on labor and on 
industry, and that both must assume their responsibilities if we are to 
avoid inflation. 





Rail Labor for Defense Work 


As a result of the conference held at Chicago July 22 
with respect to the OPM suggestion that 100,000 skilled work- 
ers be withdrawn from railroad service for use in defense in- 
dustries (see Traffic World, July 26, p. 222), J. J. Pelley, 
president, Association of American Railroads, and B. M. Jewell, 
president, Railway Employes Department, American Federa- 
tion of Labor, announced July 29 in a joint statement that 
railroads and railroad labor would cooperate with the OPM 
in meeting “a shortage of skilled men in defense industries 
to the extent that they can do so without impairing the ability 
of the railroads to meet essential demands of transportation.” 

They said that Sidney Hillman, OPM associate director, 
had been advised that the railroads and railroad labor would 
do what they could to help the general defense movement, 
keeping in mind their “first duty to make sure that there 
is no shortage of railroad transportation during this emer- 
gency.” They said they had put the situation before the indi- 
vidual railroads and the local organizations of the railroad 
crafts affected, to determine what could be done in each indi- 
vidual situation towards releasing to defense industries fully 
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skilled men, with proper protection of their employment rights 
on the railroads. Continuing, they said: 


In discussions with the railroad representatives, Mr. Eli L. Oliver, 
representing the labor division of the OPM, made it clear that there 
was no intention to interfere with the ability of the railroads to con- 
tinue to perform their transportation work, which is looked upon by 
the labor division of the OPM as being as essential to the defense 
program as the army and the navy. However, the prospective shortage 
of 1,400,000 skilled men in defense industries, Mr. Oliver stated, has 
made it necessary to call upon other industries, essential as well as non- 
essential, to help out by permitting highly skilled men to leave their 
service temporarily for defense work, with protection of their seniority 
and other employment rights. 

The position taken by the railroads and railroad employes is in 
keeping with their joint program of aid to national defense, adopted 
in June, 1940, at the very beginning of the defense movement, ir an- 
ticipation of possible future shortages of skilled labor in industries 
manufacturing defense essentials. 


RAILROAD WAGES 


The Railroad Retirement Board has issued a compilation 
on compensation and service of Class I railroad employes in 
1939 containing statistical tables by occupation. Similar data 
by occupational groups are contained in a previous compilation 
(see Traffic World, June 28, p. 1642). The total figures in both 
compilations are the same. Both show an average wage of 
$1,324 for all employes who received from less than $50 to 
$3600 in 1939, and an average wage of $1,844 for those who 
were employed twelve months. 





RAIL UNEMPLOYMENT INSURANCE 

In the four-week period, May 31-June 27, the regional 
offices of the Railroad Retirement Board received a total of 
29,137 unemployment insurance claims, an average of 7,284 a 
week and a 40 per cent drop from the “already low average” 
of the preceding month, according to the board. This, the 
board said, was due to the continued rise in railroad and other 
employment. About $451,000 was certified in benefits on 24,216 
claims in June. The average benefit, excluding certifications 
which also cover waiting-period credit, was $18.84. 

“Employment service operations continued at a high level 
in June in an effort to supply the employers’ continuing demand 
for labor, particularly track labor,” said the board. ‘The em- 
ployment offices were notified of 4,217 openings, of which only 
165 were with non-railroad employers. Referrals were made 
of 5,625 qualified workers, and 2,164 were placed. 

In the period April-June, 1941, receipts in the railroad un- 
employment insurance account amounted to $19,400,718 and the 
disbursements for benefit payments to $2,775,425, increasing the 
balance from $173,122,479 at the end of March, 1941, to $189,- 
747,772 at the end of June. 








RAIL PENSION DATA 


In June the Railroad Retirement Board certified net bene- 
fit payments of $10,349,958 under the railroad retirement act, 
bringing to $121,799,776 the benefit certifications for the fiscal 
year 1940-41 (see Traffic World, July 26, p. 218). 

Through June 30, 1941, the Treasury had transferred a 
total of $498,500,000 to the railroad retirement account for 
benefit payments, plus making available $9,000,000 for pay- 
ments to employers for the collection of prior service rec- 
ords, and $13,412,099 for administrative expenses of the re- 
tirement system, according to the latest statistics made avail- 
able by the board. The total thus made available by the Treas- 
ury to the retirement system was $520,912,099. This, the board 
said, was approximately 0.6 per cent in excess of the tax col- 
lections under the carriers taxing act through June 30, 1941, 
which totaled $517,642,614. As of that date, however, it added, 
there was approximately $37,000,000 in taxes which had ac- 
crued on payrolls of the quarter April-June, 1941, but was 
not payable until the July-September quarter. 


R. R. B. RULINGS, ETC. 


A second disability annuity, without actuarial reduction 
to compensate for the first one, may be awarded to a disabled 
employe whose first disability annuity had ceased because 
of recovery, according to the Railroad Retirement Board. The 
board said that while the railroad retirement act of 1937 
required specifically that a second annuity be reduced if it 
was based on age or age and service, there was no provision 
for reducing it when based on disability. ; 

Service performed by a railway agent in transferring pas- 
sengers and baggage from the railway station to a town four 
miles away, using his own vehicle and paying operating ex- 
penses, has been ruled by the board’s general counsel to be 
employe service within the meaning of the railroad retirement 
act of 1937, according to the facts of the case. The service, in 
the case treated, was nerformed under annual agreements 
with the railway, under which the agent was to receive a 
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specified salary each month and also have the right to charge 
passengers up to 50 cents for each person and each picce of 
baggage, not including hand baggage, which he transported, 

The Amalgamated Association of Street, Electric Railway 
and Motor Coach Employes of America has been ruled by 
the board to be an employer under the railroad retirement 
and unemployment insurance acts as a railway labor orgari. 
zation national in scope and organized in accordance with the 
railway labor act, as amended. 

Certain individuals employed by the Western Union Tele. 
graph Co. under contracts with the New York Central System, 
including the entire service of joint superintendents and as. 
sistant superintendents, and one-half of their compensation for 
such service, have been ruled under the railroad retirement 
and railroad unemployment insurance acts. 

A joint and survivor election which has become inopera- 
tive because of the award of a disability annuity is not re. 
vived by the cessation of payments due to the annuitant’s 
recovery, according to the board. 


Railroad Construction Costs 


A definite upward trend in railroad construction cost js 
revealed by the annual railroad construction indices prepared 
by the engineering section of the Commission’s Bureau of 
Valuation, said a notice issued by Secretary Bartel when the 
indices were given to the public. The only cost that has gone 
down is that of grading. 

“In the total of 54 accounts covered by the indices only 
one has fallen below the 1910-1914 base of 100,” says the sec- 
retary’s notice. “It is Account 3—grading. The art of build- 
ing a roadbed has been completely mechanized—taken over 
from mules and scrapers. The index went up to 214 in 1920. 
The 1940 index stands at 90.” 

In addition to what has been quoted Secretary Bartel’s 
notice says: 


For the first time since 1920—at 206—the equipment index stood 
above 200, that is, 100 per cent above the 1909-1914 period taken as the 
basic 100 for the index. The maximum for equipment was reached in 
1920 when it reached 265, the valley was penetrated in 1932-33 at 153, 
The 1940 index is up 8 points from 1939. 

The road accounts which reached 214 in 1920 and hit a low of 127 
in 1933 were up to 140, three points over 1939. The principal increases 
in the roadway accounts are due to higher prices for steel and timber. 
Buildings, up about 7 per cent, showed the greatest increases. 

The index is broken down for eight regions, the indices for which 
stand as follows: New England, 155; Great Lakes, 160; Central Eastern, 
160; Pocahontas, 150; Southern, 150; Northwestern, 147; Central West- 
ern, 148; Southwestern, 153; all regions, 153. 

These railroad construction indices are unique in that while other 
construction indices generally limit coverage to a few items or types 
or localities, these cover the costs of thousands of items entering into 
construction costs in an industry that penetrates all parts of the country 
and draws on all types of materials, supplies and labor. The record 
now covers year-by-year, a period of more than a quarter of a century. 


EQUALIZATION OF FREIGHT CHARGES 


The legislative committee of the Commission, through 
Chairman Eastman, has recommended to Chairman Wheeler, 
of the Senate interstate commerce committee, that S. J. Res. 
90, introduced July 10 by Senator Stewart, of Tennessee, pro- 
viding for payments from the federal treasury for the purpose 
of equalizing, as between the different regions or territories 
of the United States, freight charges for the transportation of 
defense materials during the emergency declared by President 
Roosevelt, be not enacted (see Traffic World, July 12, p. 94). 

After pointing out defects seen by the legislative com- 
mittee in the proposed legislation as making it difficult to 
achieve the declared purpose of the measure, Chairman East- 
man said that, obviously, the determination of the average 
freight rate for a given distance on a particular commodity 
within official territory would be a task of very great difficulty 

“The administrative burden imposed by the bill would be 
very great,” said he. “Thousands of claims would, no doubt, 
be received, and the labor of filing, acknowledging receipt, and 
passing upon them would require large additions to personnel 
and office facilities. Even though many of the claims were 
found to be without merit, as no doubt would be the case, the 
labor of investigating them would be much the same as for 
those found to be valid. 

“It would be well, also, before considering any such legis 
lation to ascertain the plan or plans followed by the govern- 
ment in awarding contracts for ‘defense materials.’ We are 
not informed on that subject, but it is quite possible thal 
methods are employed which in some way make allowances 
for differences in freight rates so that the producers are nol 
penalized thereby. To put it concisely, it is quite possible that 
differences in freight rates are absorbed by the government. 
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August 2, 1941 


Rail Rules and Wages 


Negotiations Between Management and Labor on 
Proposed Changes in Working Rules Come to 
an End—Mediation Invoked—Discus- 
sions of Wage Demands Open 


One phase of the negotiations between rail management 
and organized rail labor came to an abrupt end July 29 with 
the flat refusal by the representatives of the fourteen so-called 
standard rail unions to accept any changes in working rules. 
The changes proposed by western and southeastern railroads 
had been submitted to the group the week before (see Traffic 
World, July 26, p. 219). At that time it was said that the 
union representatives would present their objections on July 
99. When that session convened, however, B. M. Jewell, presi- 
dent of the railway employes department of the American 
Federation of Labor, acting as spokesman for the fourteen 
unions, said they were unwilling to entertain any proposals for 
rule modification. No counter-proposal was put forward by 
the unions nor did they enter into any discussion about the 
railroad proposal other than to say that they rejected it en- 
tirely. 

The position of these non-operating union leaders was that 
the rule changes proposed by rail management “went to the 
heart of the existing agreements,” that they were “destructive 
of the principles included in those agreements,” and that the 
rail managers’ conference committee had put forward no justi- 
fication for them. 

The feeling among the rail management conferees was that 
the refusal of the union leaders even to discuss the proposals 
was, in effect, a refusal to negotiate. Attempts were made, it 
was said after the session, to obtain from Mr. Jewell a flat 
statement that he refused to discuss the proposal, but he evaded 
a direct answer. 

Mr. Jewell said afterwards that his group intended to press 
for the opening of the wage negotiations when the two groups 
assembled again on July 31. He and the non-operating union 
heads were ready to begin the presentation then of their case 
for increases averaging about 30.cents an hour, he said. 


In a prepared statement issued after the July 29 session, 
Mr. Jewell said the non-operating unions “emphatically and 
finally” refused to agree to any of the proposals. He said it 
was remarkable that the railroads now called the working 
agreements “burdensome”’—after maintaining them without 
protest for “50 or 60 years”—just when wage increase requests 
were before them. The proposals for rules changes, he said, 
were “an unjustified attack” initiated by a “few willful rail- 
road officials bent on mischief and destruction in an 
attempt to becloud the wage issue.” The statement went on 
to say that the non-operating railroad workers were entitled 
to a 30-cents-an-hour pay increase to place them more nearly 
on a par with workers in the defense industries, and that they 
should also have fortnightly vacations with pay such as were 
granted workers in ‘many other industries.” 


Brotherhoods Also Reject Rule Changes 


Representatives of the train service brotherhoods, July 
30, followed the lead of the standard unions by rejecting the 
rail management rule change proposals as a whole. Following 
a session held that day with the management committee, the 
five brotherhoods joined in a statement in which they said 
that “the carriers’ sweeping proposal to destroy the product 
of years of experience by proposing virtually to wipe out cer- 
tain rules, would, if accepted by the employes, interfere with 
the seniority rights of road and yard men and would repudi- 
ate the publicly acclaimed benefits achieved under the railway 
labor act.” The changes proposed by the carriers, the state- 
ment said, would result in “far-reaching confusion and dis- 
satisfaction.” The proposal, it said, was “an ill-timed sugges- 
tion—wholly impractical and artfully designed to delay consid- 
eration of the employes’ proposal for increases in pay.” The 
union heads requested the railroad managers to withdraw the 
proposals in their entirety. To this request, the managers’ 
committee returned a formal refusal. A request for mediation 
of the rules dispute was forwarded by the management com- 
— to the National Mediation Board late the same after- 

oon. 

_ In explaining the basis of the changes proposed by the 
railroads, Mr. Gurley said there was need for new rules cover- 
Ing the conditions under which the men worked and the pay 
to be received for that work. Such rules, he said, “should 

e founded on equity and expressed in simple language so 
that officers and employes will understand them alike.” Clear- 
cut, understandable language, he continued, was necessary if 
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the rules were to be applied harmoniously and with coopera- 
tion among the employes and the managers. 

“It is obvious, of course, that something is wrong some 
place when members of the adjustment boards decide that the 
language of a schedule rule has a meaning contrary to that 
intended by the railroad and employe representatives who 
reached an agreement and then chose the language to express 
and record the agreement in a rule,” said he. “Yet that con- 
dition exists. 

“Something is also wrong when members of the adjust- 
ment boards can make decisions which subject the railroads 
to heavy penalties by way of payments for a few minutes’ 
work, in some instances entailing payment for work not done 
and extending back over a period of years. Yet that condition 
also exists.” 


First Session on Wages 


With proposed changes in working rules out of the way, 
negotiations between rail management and rail labor settled 
down to the matter of demands for increased wages July 31. 

The first session on the subject was between the manage- 
ment committee and the representatives of the non-operating 
unions. The entire session was spent in the presentation of the 
labor case. The non-operating unions’ demands are for a flat 
increase of 30 cents an hour with a resulting minimum wage 
rate of 70 cents an hour, as compared with the existing mini- 
mum rate of 36 cents an hour. 

The labor arguments were based on three major allega- 
tions—that the existing wages were too low to maintain an 
adequate standard of living among non-operating rail workers; 
that the wages of those workers were lagging behind the wages 
of workers in comparable industries, and that the workers were 
not participating in the current general economic improvement. 

In support of the first allegation, the labor leaders sub- 
mitted figures to show that, in 1939, the average annual income 
of rail workers employed for nine months or more of the 
year was only slightly in excess of $1300. That sum, they 
maintained, was on the face of it not sufficient to maintain 
workers and their families in circumstances consistent with the 
American standard of living. On the second point, figures were 
brought forward in an attempt to show that, while the average 
hourly rate of pay of non-operating rail workers in the first 
four months of 1941 was only 67.4 cents, workers in such other 
industries as lumber, rubber, electrical machinery and the 
automobile industry received average rates of from 77 cents 
to $1.05 an hour. On the third point, the statement was made 
that average wages in the United States had gone up 19.3 cents 
an hour since 1920, whereas the average wage of non-operating 
rail workers was now only 2.7 cents an hour above the 1920 
average. 

In response to inquiries as to whether the non-operating 
union heads had anything to offer in the way of a total annual 
figure reflecting the sum the added wages would cost the rail- 
roads, the reply was that no such figure had been developed, 
but that there was “plenty of money” with which the railroads 
could meet the increases without resorting to increases in 
freight rates and passenger fares. George M. Harrison, presi- 
dent of the Railway Labor Executives’ Association, said that, 
based on present earnings and anticipated increases in business 
for the remainder of the year, the railroads would have a net 
operating income of $1,333,000,000 in 1941. He insisted that 
= word “profit” was a proper one to use in describing that 

gure. 

“Tt represents the difference between the cost of perform- 
ing transportation and the income derived from it. The rail- 
roads boards of directors have discretion as to how to distribute 
that money,” he said, “in dividends, in interest on borrowed 
money, in improvements which in fact are additions to capital 
on which they will ask a return in the future, or in raising 
wages to something like a fair level.” 

~ F. G. Gurley, speaking for the managers’ committee, in- 
sisted that Mr. Harrison’s estimate of the net operating revenue 
and his definition of it as profit were both in error. No fair 
estimate could be made for the current year as yet, he said, 
but it was hardly probable that it would be as high as stated; 
in fact, he added, it never had been as high as the $900,000,000 
the railroads estimate the proposals of labor would cost in 
any single year in the history of the railroads. In addition, he 
pointed out, taxes, fixed charges and additions to equipment 
and repairs to existing equipment—a particularly important 
thing these days—had to be paid out of net operating revenue 
before dividends and wage increases could be considered. 

The management committee was to present reasons why 
the wage increase could not be granted to the non-operating 
group on August 4. 

B. M. Jewell, president of the railway employes depart- 
ment of the American Federation of Labor, at the beginning of 
the July 31 session, presented a brief formal statement of 
refusal to accept any rule changes. The statement was along 
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the lines of that made when public announcement of the refusal 
was made earlier in the week by Mr. Jewell. 

The first session with the operating brotherhoods on wage 
increase demands was held August 1. 


Mediation Request 


Late July 31, the conference committees representing west- 
ern and southeastern railroads—the only regions involved in 
the rules dispute with the non-operating unions—filed a request 
with the National Board of Mediation asking for mediation in 
the matter. 

Two of the three members of the board were absent from 
Washington when the request of the management committee 
for mediation of the operating rules dispute was received July 
31. Indications were thaf the board probably would not begin 
mediation of the rules dispute until the conferences on wage 
increase proposals had ended, either in agreement or disagree- 
ment. In the latter case, it was considered probable that the 
board would be asked to handle the rules and wage matters 
together. 


Robertson’s Position 


The position of the Brotherhood of Locomotive Firemen 
and Enginemen in the wages and rules matters was set forth 
in an article prepared for the brotherhood’s magazine by D. B. 
Robertson, its president. The article said that “labor should 
not be expected to sacrifice its opportunity to improve its posi- 
tion and participation in the extension of activity at the time 
when industry has not been asked to sacrifice its defense 
profits.” Railroad labor, it continues, should not “be asked to 
forego its just share of the current profits so that a goodly 
portion of them may be used to buy additional equipment which 
in all probability would not be necessary if it were not for the 
fact that the requirements of the national defense make such 
additional equipment imperative.” Rail equipment needed be- 
yond that required for regular commercial traffic “is a legiti- 
mate charge to national defense,” it says. 

The rules change proposal, it says, is merely a case of 
“the railroad managements putting on an act before the pub- 
lic.” It characterized the proposal as a “cheap trick.” 

The public, it says, need have no fear of increased trans- 
portation charges because of a wage increase, because the rail- 
roads are “entering upon an almost unprecedented extension 
in traffic, with estimated earnings exceeding a billion dollars 
for this year alone.” 

The railroads have fostered the view that the existing 
working rules operated merely to pay men for work not done, 
it says. A a matter of fact, it continues, the payments made 
under the rules “are admittedly punitive. In practically all 
cases they enforce some sort of penalty upon management for 
violation or upon the employe in case of infraction.” They 
protect the public, it says, by protecting the worker who is 
responsible for lives and property and they protect the railroad 
security holder “because they enforce better working conditions 
and prod management to make more efficient use of the security 
owners’ property.” 

Nearly all of the railroad troubles, it asserts, are due to 
faulty management and labor should not be expected “to pull 
this management out of the hole by foregoing wage increases 
so that the management can cover up its own shortcomings by 
paying off invested capital with a portion of labor’s rightful 
share.” 


Rules Changes Analyzed 


Changes in working rules proposed by the railroads and 
rejected at conferences with labor leaders at Chicago this 
week, fall generally in two groups. 

The first is a group of changes proposed only by railroads 
in the west and southeast to apply on rules governing working 
conditions of non-operating workers. There are ten major 
proposals in this group, as follows: 


1. This change would make it possible for a man to be assigned 
to work in a classification other than that to which he is regularly 
assigned, ‘‘whether such work is performed as a part of the duties 
of a regular or temporary assignment or is performed by such employe 
temporarily or at intervals as the circumstances or needs of the service 
require.”’ When an employe performs work in one or more classifica- 
tion, it is proposed to apply to him the working rules and conditions 
and the rate of pay of the classification in which the ‘‘major per- 
centage of the work assigned to him’’ may be performed. It would 
remove existing restrictions which prevent subordinate officials and 
supervisors, including foremen, from ‘‘doing any class or kind of 
work performed by their subordinates or in connection with accomplish- 
ment of the work under their jurisdiction or in the performance of any 
other function.”’ 

2. This change would make possible the transferring of an employe 
from one seniority district to another for the assignment to the same 
class of work he has been doing or to another class of work ‘‘whether 


TRAFFIC WORLD 








such work is performed as a part of the duties of a regular or tem. 
porary assignment.’’ The rate of pay for such a position would ‘‘com. 
pensate for all of the varying duties assigned thereto.’’ Assignment 
of a regularly employed man to work temporarily on a lower rateg 
position would not reduce his rate of pay. 

3. This change provides for the assignment of employes regy. 
larly or irregularly at less than eight hours a day if necessary to 
assist regular forces of full-day employes when the work cannot be 
handled by the regular force ‘‘either because of peak load requircments 
or fluctuations in volume.’’ The partial-day workers would be paiq 
for the time put in at the hourly rates with a minimum of two hours’ 
pay for each ‘‘tour of duty.’’ Time above eight hours in one day 
would be paid for at the overtime rate. 

4. This change would make possible the spreading of the eight. 
hour work day of those performing intermittent work over a twelve. 
hovr period without overtime, but with overtime to be paid for more 
than eight hours’ work in any twelve-hour period. It would establish 
specified lunch periods for such employes. 

5. This change would restrict the payment for overtime to the 
“actual minutes’’ worked over eight hours, exclusive of meal time, 
in any working day. 

6. Under this change, arbitrary payments or special allowances 
agreed on for services performed during or outside the hours of regular 
assignment would preclude the payment of overtime for such services. 

7. Tnis change would eliminate allowances made for away-from- 
home expenses and compensation for travel time when resulting from 
the exercise of seniority rights by the worker or when incurred for 
the convenience of the worker. 

8. This new regulation would limit the time allowed for the filing 
of claims and grievances under the working rules to 30 days from 
“the occurrence on which claim or grievance is based,’’ and would 
limit the time of appeal from the decision of the proper officer te 39 
days also. The officer with whom the claim or grievance is filed, 
would, under this rule, be required to file his decision in writing 
within 60 days of submittal or 30 days after the conclusion of the 
conference on it. The same mandate would fall on the officer consider- 
ing the appeal. Notice of dissatisfaction with the decision of the 
highest official having jurisdiction would have to be filed within 60 
days of his decision and proceedings ‘before a tribunal of competent 
jurisdiction established by law or agreement’’ would have to be insti- 
tuted within 6 months. Failure to do that, would be deemed an aban- 
donment of the claim or grievance. 

9. Under this change, the starting time of shifts of employes 
‘need not be the same each day and may be changed by notice to the 
employe or employes involved before the completion of his or their 
preceding tour of duty.’’ Individuals might be assigned starting times 
different from the shift with which they work. 

10. Under this change, ‘“‘positions to be bulletined for seniority 
choice may be left vacant until such time as successful applicant is 
placed thereon,’’ and ‘‘any position left vacant by absence of regular 
incumbent need not be filled.’’ 


Train Service Rules 


The railroads in all three regions are united in the pro- 
posal to make four basic changes in the working rules of the 
operating employes, with the single exception of the Penn- 
sylvania Railroad, which has been conducting negotiations with 
the train service brotherhoods individually on the revision of 
rules. The four basic changes proposed are: 


1. This change would make permissible the starting of yard 
crews at any time. Each crew would have a specified startinz time 
which could be changed on 24 hours’ notice. The same would apply to 
transfer crews. 

2. Under this proposal, road crews in any class of service would 
be required, when called on, to make up trains at the initial ter- 
minal, pick up cars and do switching at intermediate yard and dispose 
of cars at final terminal, such work to be considered part of the road 
trip. Where no yard crews are on duty, road crews might be re 
quired “‘to do any and all switching as part of the road day or trip.” 
In neither case would yardmen be permitted to claim pay for the 
work done by the road crews. 

3. Under this proposal, passenger train crews would not recelve 
extra pay for cars in their trains carrying freight providing the cars 
included “high speed betterments’’—defined as trucks, wheels and 
signals permitting operation at passenger train speeds. Where pas- 
senger trains contained freight cars not so equipped, the passenger 
crews would be allowed the difference between passenger and through 
freight mileage rates for the distance such cars were hauled. Where 
less-carload freight was handled in passenger trains, those members of 
the crew loading and unloading the freight would be allowed the 
difference between the two mileage rates for the portion of the trip 
on which the freight is hauled. 

4. This proposal would limit the time for the filing of claims and 
grievances and require the handling of such claims by officers in the 
same terms as No. 8 of the proposed nonoperating rule change 


Other Regional Changes 


The eastern railroads seek no changes other than these 
four. In addition, the western and southeastern railroads pro 
pose to abolish existing mileage and days of service a month 
regulations for engineers, firemen, conductors, and trainme?; 
to transfer to management the judgment as to whether trall- 
men or others should operate self-propelled roadway and shop 
equipment and machines and inspection, telephone and tele- 
graph motor cars, and to make management the sole judge 4 
to the number of trainmen to be used on trains in branch-lin¢é 
service. 


The western carriers also propose changes to give manage 
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ment discretion in extending yard limits, in which yard crews 
may be required to perform service, to include adjacent indus- 
trial tracks; to eliminate rates of pay higher than the basic 
standards; to eliminate differentials in pay rates in favor of 
mountain and desert territory over valley territory; to elimi- 
nate tied-up and turn-around time in computing time on duty, 
and to eliminate prohibitions against the using of engine crews 
in handling engines between passenger stations, yards and 
engine houses. 


The southeastern carriers propose to change the rules so 
as to permit the recall of men whose shifts have been annulled 
on Sundays or holidays without the possibility of penalty pay- 
ments for overlapping shifts; to use one member of a yard 
crew in handling engines at terminals while the other acts 
as switchman, signalman or herder; to compensate members 
of yard crews held overtime because of tardiness of those 
on succeeding shifts at overtime rates, and to compensate the 
tardy workers on a minute basis only for the time worked; to 
require trainmen and yardmen to uncouple air hoses, withqut 
extra compensation when carmen are not available; to permit 
the use of regularly assigned crews in other than their regular 
service in order to complete monthly mileage and day work 
guarantees; to limit pay for runarounds to men standing first 
at the time they occur; to fix the rate of compensation for being 
held away from home at terminals at one-eighth the applicable 
passenger rate; to permit the use of trainmen and yardmen for 
flagging at the discretion of the management, and to deduct 
from payments for time lost any money earned by the claim- 
ant in other employment in the time lost period. 


The four proposed basic changes in the train service rules 
are those considered most important by those familiar with 
the entire matter. It was considered probable that railroad 
management as a whole would be satisfied if those changes 
could be made. For one thing, the union leaders opposing all 
the changes appeared to note the absence of unanimity on the 
part of the railroads in the proposals to change the non-oper- 
ating rules and the operating rules changes proposed by one 
or two regions only. 


Revenue Freight Loading 


Loading of revenue freight the week ended July 26 totaled 
897,399 cars, according to the Association of American Rail- 
roads. This was an increase of 179,361 cars or 25 per cent 
above the corresponding week in 1940, an increase of 241,868 
cars or 36.9 per cent above the same week in 1939, and a de- 
crease of 1,971 cars or two-tenths of one per cent below the 
preceding week. 

All districts reported increases compared with the corre- 
sponding weeks in 1940 and 1939. 


1941 1940 1939 

a CCS OF SORBET: 5 oas'<s valescs oxen 2,740,095 2,557,735 2,288,730 
Se WECKS OF PCUIUALY. 6.6 cccccceccans 2,824,188 2,488,879 2,282,866 
Se ES. 3,817,918 3,123,916 2,976,655 
OO a eee er 2,793,563 2,495,212 2,225,188 
errr eer rr 4,160,527 3,351,840 2,926,408 
OS WOGKE OF JUMC. 24. oc ccccccccessvese 3,510,137 2,896,953 2,563,953 
Re RO eT re 740,493 637,169 555,152 
Sh. ee eet 876,165 736,783 669,888 
2 SS errr rer reer re ere 899,370 730,460 651,665 
SNE WE UMM 5. 5 dssiv'eo wie ninwe neon 897,399 718,038 655,531 

sia ice a aie eee thats Ae 23,259,855 19,736,985 17,796,036 


Revenue freight loading by districts the week ended July 
“a and for the corresponding period last year was reported as 
ollows: 


Eastern district: Grain and grain products, 9,949 and 9,608; live 
stock, 936 and 855; coal, 36,349 and 25,051; coke, 3,605 and 2,917; forest 
products, 2,202 and 1,828; ore, 7,261 and 6,552; merchandise, L. C. L., 
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42,608 and 38,511; miscellaneous, 86,207 and 61,083; total, 1941, 189,117; 
1940, 146,405; 1939, 133,010. 

Allegheny district: Grain and grain products, 6,523 and 5,894; live 
stock, 685 and 685; coal, 46,863 and 32,913; coke, 6,270 and 4,774; 
forest products, 1,258 and 932; ore, 16,203 and 13,605; merchandise, 
L. C. L., 29,812 and 26,346; miscellaneous, 91,001 and 68,628; total, 
1941, 198,615; 1940, 153,777; 1939, 129,310. 

Pocahontas district: Grain and grain products, 398 and 475; live 
stock, 127 and 114; coal, 43,885 and 35,813; coke, 481 and 538; forest 
products, 887 and 617; ore, 564 and 546; merchandise, L. C. L., 4,865 
and 5,510; miscellaneous, 8,086 and 6,601; total, 1941, 59,293; 1940, 
50,214; 1939, 48,290. 

Southern district: Grain and grain products, 2,813 and 2,825; live 
stock, 1,056 and 912; coal, 22,905 and 15,992; coke, 550 and 402; forest 
products, 14,840 and 11,194; ore, 1,495 and 1,239; merchandise, L. C. L., 
24,858 and 25,535; miscellaneous, 50,611 and 39,682; total, 1941, 119,128; 
1940, 97,781; 1939, 93,626. 

Northwestern district: Grain and grain products, 13,735 and 9,117; 
live stock, 2,288 and 2,340; coal, 5,228 and 4,172; coke, 2,003 and 1,724; 
forest products, 13,013 and 9,455; ore, 47,585 and 42,493; merchandise, 
L. C. L., 18,956 and 18,569; miscellaneous, 41,649 and 31,880; total, 
1941, 144,457; 1940, 119,750; 1939, 105,198. 

Central Western district: Grain and grain products, 16,964 and 
13,234; live stock, 3,322 and 3,536; coal, 9,242 and 5,718; coke, 263 and 
252; forest products, 9,607 and 7,474; ore, 4,786 and 4,012; merchandise, 
L. C. L., 24,677 and 23,657; miscellaneous, 60,963 and 47,447; total. 
1941, 129,824; 1940, 105,330; 1939, 100,960. 

Southwestern district: Grain and grain products, 4,895 and 4,871; 
live stock, 1,620 and 1,040; coal, 4,354 and 2,450; coke, 148 and 64; 
forest products, 5,634 and 4,578; ore, 639 and 256; merchandise, L. C. L., 
10,220 and 9,943; miscellaneous, 29,455 and 21,579; total, 1941, 56,965; 
1940, 44,781; 1939, 45,137. 


Handling Wheat Crop 


Though it has been necessary to restrict loading of grain 
to numerous markets due to lack of storage facilities, the rail- 
roads have fulfilled their promise to supply cars for every 
bushel of grain that could be unloaded, according to L. M. 
Betts, manager, closed car section, car service division, Asso- 
ciation of American Railroads. In a letter to eastern and south- 
eastern railroads under date of July 28, he said: 


In compliance with the ‘‘quota order’’ of April 9 and SCO-42 of 
May 13, the number of western box cars on the principal eastern and 
southeastern railroads was reduced from 64,849 on April 15 to 43,180 
on June 15, a drop of 21,669," or 33.4 per cent. 

By reason of this splendid performance in the relocation of box 
cars and a rigid conservation of car supply by the roads involved, 
the number of plain box cars on eleven of the principal grain loading 
roads increased by 40,000 between May 1 and July 1. 

The grain movement to date has been handled both in the west and 
in the east, in complete fulfillment of the railroads’ promise to supply 
cars ‘‘for every bushel of grain that can be unloaded promptly.’’ Not 
only has the new crop been moved to date without a trace of difficulty, 
but in addition 63 million bushels (about 40,000 carloads) of old wheat 
and upwards of 20 million bushels of old corn, all owned by the gov- 
ernment, have been transferred to other storage points to make space 
for the accommodation of the new crop. 

Unfortunately, by reason of the exhaustion of public storage facili- 
ties, it has been necessary to restrict loading of grain to numerous 
markets, including in the spring wheat territory Minneapolis and 
Duluth, where the new crop is only just beginning to move. This 
unprecedented condition is. brought about by causes with which the 
railroads are in no way ‘involved and we are continuing to promise 
that ‘‘cars will be supplied for every bushel of grain that can be 
unloaded promptly.”’ 

The magnificent record made by eastern and southeastern roads 
in returning western box cars to home territory proves that reliance 
can be placed upon continued intelligent handling of the box car supply 
to meet sectional requirements. It is unfortunately true that, since 
Orcéer 43 was canceled, there has been a marked reduction in the return 
of western box cars through gateway points. Temporarily this might 
be expected as a reaction to the rigid control heretofore exercised, but 
warning must be given that the necessities of the western railroads 
still are urgent, and we will be obliged fo insist on a continuance of 
a proper control of the use of western cars to insure their continued 
prompt return to home territory. Attention is particularly directed to 





Revenue Freight Car Loading—Week Ended Saturday, July 26 


Grain and Live 
Grain Prod. Stock Coal 
{ 1941 55,277 10,034 168,826 
eee ON) TOMAS, c6éi0dds0055000% 4 1940 46,024 9,482 122,109 
| 1939 40,822 11,591 113,271 
Preceding week July 19........... 1941 61,396 9,414 167,956 
Per cent increase over...........- 1940 20.0 5.8 38.3 
Per cent decrease under.......... 1940 
Per cent increase over............ 1939 35.4 49.0 
Per cent decrease under.......... 1939 13.4 
1941 1,133,531 319,066 4,059,163 
Cumulative 30 weeks to July 26) 1940 1,028,767 331,523 3,840,950 
{1939 1,067,196 341,726 3,006,644 
Per cent increase over.........se: 1940 10.2 5.7 
Per cent decrease under.......... 1940 3.8 
Per cent increase over............ 1939 6.2 35.0 
Per cent decrease under.......... 1939 6.6 


_—— 


Per cent to 15 year average, 114.0. 


Forest Mdse. 

Coke Products Ore L.C.L. Miscellaneous Total 
13,320 47,441 78,533 155,996 367,972 897,399 
10,671 36,078 68,703 148,071 276,900 718,038 
6,516 32,451 43,564 152,429 254,887 655,531 
13,295 44,774 81,289 154,680 366,566 299,370 
24.8 31.5 14.3 5.4 32.9 25.0 
101.4 46.2 80.3 2.3 44.4 36.9 
387,942 1,209,798 1,384,155 4,647,888 10,118,312 23,259,855 
292,990 956,051 983,780 4,352,378 7,950,546 19,736,985 
189,444 837,225 656,109 4,463,112 7,234,580 17,796,036 
32.4 26.5 40.7 6.8 27.3 17.8 
104.8 44,5 111.0 4,1 39.9 30.7 
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the following ownerships whose requirements are particularly heavy 
on account of serving the territory now harvesting a near record crop 
of spring wheat and a heavy production of other small grains: 

Br. wc BAe. CG wW.,Cwest. Pk P., C. R. 1. &?P., 
G. N., M. @ St. L.,. Soo, N. P., U. P. 

It will be appreciated if I may have your acknowledgment of 
this letter with advice as to just what instructions are now in effect 
on your railroad with respect to special handling of western box cars, 
and what program we may anticipate will be kept in effect to avoid 
any possibility of a recurrence of the abnormal accumulation of these 
ownerships in eastern-southeastern territory this spring. 


In the true sense, the notice issued by the car service di- 
vision of the Association of American Railroads, effective July 
25, restricting shipments of grain to St. Paul, Minneapolis, 
Duluth and Superior to grain certified for sale at those markets 
and not for storage, is not an embargo at all, “since it does nat 
in any way limit the flow of grain to markets and it permits the 
unlimited loading of all storage grain for which space can be 
provided at the terminals,” says a statement issued by the car 
service division (see Traffic World, July 26, p. 226). 

The restriction was not initiated by the railroads, says the 
division, but was issued on the recommendation of a committee 
composed of representatives of country and terminal grain 
handlers, government agencies and the railroads. The rail- 
roads “have no desire or disposition to restrict in any way the 
the free flow of grain to any market and have and will con- 
tinue to have a full supply of cars to move every bushel of 
grain to any destination where the cars can be unloaded 
promptly,” it says, adding that the volume of general and 
defense traffic on the railroads is such that “no cars can be 
used for storage or any commodity anywhere.” 


The car service division of the Association of American 
Railroads has made public embargo S-3 of the Pennsylvania 
Railroad Co., effective July 29, embargoing grain consigned for 
handling through that road’s grain elevators at Philadelphia, 
Pa., and Baltimore, Md., because of the elevators being filled. 

The car service division of the A. A. R. has made public 
embargo No. 582, effective July 30, of the Baltimore and Ohio, 
embargoing all grain consigned, reconsigned or intended for all 
consignees for handling through Locus Point elevator, Locus 
Point, Md., and embargo No. A-8, effective July 30, of the 
Western Maryland, embargoing all grain consigned, recon- 
signed, or intended for all consignees for handling through Port 
Covington grain elevator, Baltimore, Md. The cause for the 
embargoes is to “avoid congestion.” The embargoes bear an 
exception saying that permits would be issued as conditions 
warranted and permit numbers when issued must be endorsed 
on car and revenue waybills. 


Car Efficiency Committees 


As representative of a nation-wide effort undertaken by 
the Shippers Advisory Boards to bring about more efficient 
use of freight cars by shippers and receivers of freight in the 
interest of national defense, the Washington (D. C.) freight 
car efficiency committee was organized July 29, with Henry E. 
Stringer, vice-president of the Hydraulic-Press Brick Co., as 
chairman. 


The advisory boards are organizing local car efficiency 
committees throughout the various districts. The purpose is 
to bring about the increased cooperation of the shippers in 
speeding up the loading and unloading of freight. After Mr. 
Stringer had explained the purposes in view, Chairman Kendall, 
of the car service division, A. A. R., said the job of his divi- 
sion was to keep the car supply in motion in order to take care 
of the transportation demands growing out of defense and the 
normal industrial activity of the nation. Freight traffic in the 
first half of 1941, he pointed out, was 17.6 per cent higher than 
in the same period last year. He said the railroads had been 
handling approximately 900,000 loaded freight cars a week. 
That traffic, he said, might go to 950,000 or 970,000 cars a week. 

“Despite the increase in traffic, there is not going to be 
any car shortage,” said Mr. Kendall. 

The railroads were moving traffic now with an efficiency and 
dependability never before exceeded, he continued, but it was 
necessary that shippers and receivers of freight contribute their 
help by the prompt loading and unloading of freight cars as 
they had always done in the past. Ordinarily the average turn- 
around of a freight car for the nation as a whole was 15 days, 
said he, explaining that what was meant was the period from 
the time that the freight car was loaded, sent to its destination, 
unloaded, and then returned for another load. That average had 
been reduced to about 12 days, said he, adding that for every 
day this average turn-around was reduced it was equivalent to 
adding 100,000 freight cars to the available car supply. A sur- 
vey in the Washington area as to the rapidity with which 
loaded cars were being unloaded and returned to service, said 
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he, showed that there was need for increased cooperation there 
on the part of shippers. 

C. G. Goodyear, of Philadelphia, chairman of the Atlantic 
States Shippers Advisory Board, told about the organization of 
car efficiency committees in various cities along the upward 
Atlantic. Nineteen of these committees had been formed and 
nine more were under way, said he. Remarks were made by 
M. J. Gormley, executive assistant, Association of American 
Railroads, and Homer C. King, assistant director, Bureau of 
Service of the Commission. 





Car Supply Situation 


Fortune Magazine, in its issue carries an unsigned article 
on “Transport: The Peak Is the Problem,” in which is de- 
scribed a “series of drastic steps” said to be necessary if the 
railroads are to meet peak loading conditions in the next two 
and a half years. The 1941 fall peak. probably will involve 
movements of 1,000,000 cars weekly and the supply of freight 
cars is “definitely skimpy,” says the article. Of the three 
factors said to determine the railroads’ ability to handle the 
loads, fixed plant and motive power seem adequate but rolling 
stock problems are critical, it says. 

Ten steps described as necessary include the purchase of 
all cars that can be built; improvement of car utilization by 
increasing loads in each car and speeding delivery; elimination 
of circuitous routing; flattening out the peak by early deliveries 
of certain commodities, such as coal; early ordering of more 
locomotives; improvements to fixed plant, particularly terminal 
facilities; pooling facilities to increase through movements of 
entire trains; resistance to the demands cf labor for wage 
increases; pooling of passenger runs, and coordination of rail 
and truck transportation. As to the last-mentioned point, it 
says that the railroads should turn over some unprofitable 
less carload and short-haul traffic to the trucks and work to 
divert long-haul traffic from the truckers. 

“These measures,” it says, “can be accomplished only by 
a transportation authority plentifully endowed with the power 
to enforce decisions. An administrator probably will have 
been appointed by the time this is published: it is to be hoped 
that his power is commensurate with the job ahead of him.” 

Loadings in the last six months of this year would amount 
to 24,000,000 cars, and loadings in 1942 and 1943 would amount 
to more than 49,000,000 and 53,000,000, respectively, the 
article says. To meet the demand, the railroads should obtain 
190,000 new cars in each of the next two years, but there is 
serious doubt as to the possibility of producing that many cars. 

Continuing, it says: 


The railroads resisted suggestions to lay in a supply of cars a year 
ago, did not take kindly to government proposals to finance them 
cheaply, and so cannot now expect to escape some blame for whatever 
shortages may occur. Their aversion to new equipment had developed 
into a habit. Even if new cars had not been necessary to handle the 
traffic they would have brought the double benefit of paying for 
themselves out of repair savings and of protecting the roads against 
emergency. But blaming the railroads does not contribute anything to 
a way out of the predicament. The job, in the main, is to make the 
best of what they have. 


Northwest Shippers’ Board 


Problems of grain movement were discussed at the meeting 
of the Northwest Shippers’ Advisory Board at Fargo, N. D., 
July 29, by E. J. Grimes, chairman of the committee to acquire 
and disseminate information to facilitate the handling and 
storage of grain, Minneapolis, Minn. He spoke of the limited 
embargo placed on grain moving to the Twin Cities, Duluth and 
Superior and said that it might be possible to modify it as 
shipments moved out of those markets to consuming territory. 
He said shipments from those markets would reach 90,000,000 
bushels in the next four months—a period he said would be 
crucial because it would “tell the story as to whether the 
channels of distribution will absorb a quantity of grain suf- 
ficient in volume to relieve the pressure sufficiently to permit 
shipments from the country before winter sets in.” 

G. H. Shafer, general traffic manager, Weyerhaeuser 
Timber Company, St. Paul, Minn., reporting for the com- 
modity committees, said increases in carloadings of 18 commod- 
ities were expected in the third quarter of this year 4s 
compared with the third quarter of 1940, decreases in the 
loadings of three commodities, while loadings of five would 
remain on the 1940 level. 


There were reports on rules and regulations for grain 
inspection and reconsignment by C. H. Conaway, secretary. 
Farm Grain Dealers’ Association, Fargo; rail rates and service, 
R. F. Gunkelman, secretary, Interstate Seed and Grain Com- 
pany, Fargo; loss and damage prevention, O. W. Galloway, 
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claim agent, Pillsbury Flour Mills Company, Minneapolis, 
and on car efficiency, Willard Stowell, traffic manager, Minne- 
sota and Ontario Paper Company. 

L. M. Betts, manager, closed car section, car service 
division, Association of American Railroads, reported on na- 
tional transportation conditions. W. L. Harvey reported as 
district manager of the division. 

E. J. W. Schellenberger, traffic manager, King Midas 
Flour Mills, was appointed chairman of the flour and feed 
committee, and T. J. Bustard, regional traffic manager, F. W. 
Woolworth Company, was appointed chairman of a newly 
created committee on less-carload freight transportation. P. F. 
Scheunamann, assistant general manager, Peavey Elevators, 
general chairman of the board, presided. 

The speaker at a luncheon session was F. J. Gavin, presi- 
dent, Great Northern Railway, St. Paul. The luncheon was 
sponsored by the Fargo Traffic Club and the Fargo Kiwanis 
Club. Mr. Gavin predicted that the railroads would be able 
to handle increased commercial and defense traffic. He spoke 
of pending proposals for increases in wages of rail workers 
as a threat against the ability of the railroads to maintain 
their properties on the level required to meet demands for 
extraordinary service. The wage proposal was, in effect, a 
proposal for “the confiscation of all the earnings of the railroad 
industry for the benefit of its employes,” said he. 


ORDER COAL EARLY 


H. A. Manning, director, rate bureau, Public Service Com- 
mission of South Carolina, has written to coal dealers of that 
state urging them to order their winter coal supplies in August 
and September. The national defense program already has put 
a strain on railroad coal cars, and if the dealers act to obtain 
their coal early, they will help to relieve “the congestion dur- 
ing the peak months” and will be assured of obtaining ample 
supplies, the letter says. 

The government has made available for distribution to 
railroads and others large posters urging the public to buy 
coal now at summer prices to “clear the tracks and help de- 
fense.”’ They are issued by the U. S. Bituminous Coal Con- 
sumers’ Counsel, Washington, D. C. 


EMBARGO REGULATIONS 


Strict observance of embargo regulations in CSD Circular 
87, dated March 25, 1939, is urged by Chairman Kendall, of 
the car service division, Association of American Railroads. In 
a message to transportation officers of the railroads he said: 


This request is prompted by the fact that, in checking as to the 
observance of an embargo recently placed by an eastern road, a sub- 
stantial number of cars were found to have been loaded contrary to 
the embargo, indicating either lack of proper dissemination of the 
embargo itself or a lack of understanding as to the enforcement of 
embargoes generally. 

It is suggested that all agents and their employes having to do 
with the acceptance of billing be cautioned that under no circum- 
stances shall cars be accepted for an embargoed destination 48 hours 
or more after 11:59 p. m. of the date the originating road issues the 
embargo. 

The fact that the originating road is responsible for per diem on 
cars billed after such time and date does not alter the fact that cars 
so billed are bound to suffer considerable delay, and under present 
conditions it is very important that maximum service be obtained 
from railroad equipment. 


ORE TRANSPORTATION 


Four principal ore-handling railroads have reported that 
up to and including July 19 they had loaded into boats at 
upper Great Lakes ports this season a total of 34,531,995 gross 
tons of iron ore, an increase of 11,605,830 tons over the total 
for the corresponding period in 1940, according to the trans- 
portation division of the National Defense Advisory Commis- 
sion. The division observed that on the basis of monthly ore 
movement figures through June, it was indicated that those 
four railroads handled 93 per cent of the total ore moving 
via the Great Lakes, and that it was estimated, therefore, that 
through July 19 more than 37,000,000 tons of ore had been 
— compared to 24,600,000 tons in the corresponding period 
ast year. 

The transportation division cited a report of the Lake Su- 
Perior Iron Ore Association that the consumption by furnaces 
of iron ore to July 1, 1941, totaled 36,681,000 tons, an increase 
of 9,350,000 tons over the consumption in the corresponding 
1940 period. Despite this increased consumption, it said, the 
heavier volume of ore movement brought about by early open- 
ing of navigation and maximum use of the lake fleet had 
resulted in a stock pile on July 1 more than 3,000,000 tons 
greater than that on July 1, 1940. It added that in the last 
two months the ore movement had sufficed to take care of 
current needs and at the same time add over 4,500,000 a month 
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to the stock pile built up in the navigation season to take 
care of needs in the winter months when ore carriers could 
not operate on the lakes. 


TOLEDO TRANSPORTATION SUGGESTIONS 


The transportation department of the Toledo Chamber of 
Commerce, of which Clare B. Teft is manager, has prepared a 
bulletin for members of the chamber on “Transportation and 
the Defense Program.” In a general statement, the bulletin 
urges each agency of transportation to “scrutinize operations 
carefully to determine if it is functioning with maximum effi- 
ciency”; suggests that, “when confronted with unusual situa- 
tions shippers and carriers should work out the solution 
together,” and that, in cases of dispute between shipper and 
carrier, or between carriers, the freight be moved first and the 
dispute be settled afterwards. 

The bulletin contains 21 specific suggestions for speeding up 
rail transportation and conserving car supply, and 5 such sug- 
gestions with reference to truck transportation. Of the first 
group the majority follow suggestions already made by the 
transportation commissioner of the advisory commission to the 
Council for National Defense, the National Industrial Traffic 
League, the National Association of Shippers’ Advisory Boards 
and others. A number, however, recommend practices not 
mentioned by those others, among them one recommending that 
shippers “avoid unnecessary routing circuity and routes re- 
quiring an unusual number of interchanges between carriers,” 
and another asserting that “railroads should explore thoroughly 
the extent to which resources might be pooled which would 
result in mutual economies to the participating carriers.” Prop- 
erly applied, such pooling plans will also be in the public 
interest, the bulletin says. 


Passenger Service Economy 
The Traffic World Washington Bureau 


J. J. Pelley, president of the Association of American Rail- 
roads, in a letter to member roads has requested that they 
review their passenger service carefully with a view to discon- 
tinuing passenger trains that are unnecessary; eliminating dupli- 
cate competitive service in excess of needs of the public; elim- 
inating unnecessary light traffic passenger trains and duplicate 
schedules; making of prompt applications to state commissions 
for permission to abandon services shown by analysis to be 
unnecessary. Mr. Pelley sent the letter after action had been 
recommended by Ralph Budd, Defense Transportation Com- 
missioner. 

In his letter to Mr. Pelley, recommending that the carriers 
take action with respect to eliminating unnecessary and dupli- 
cate passenger transportation services, Mr. Budd said the in- 
formation now available indicated that practically all railroad 
passenger cars were needed to handle the current service, and 
that in 1942 troop movements would be from 40 to 100 per cent 
greater than in 1941. He pointed out that no priorities had 
been issued covering material for building railroad passenger 
cars. 

Railroad freight equipment, said Mr. Budd, must have 
first call on available material, and further, the use of steel for 
building new passenger equipment could not be justified in this 
emergency until every means had been exhausted to handle 
the traffic with existing equipment. 


MOVEMENT OF TROOPS 


Movement of a constantly mounting passenger traffic load 
resulted in rail transport by the War Department of more than 
1% million officers and men in the 12-month period ended 
July 1. The Office of the Quartermaster General, reporting 
routings and equipment for the 1940-41 fiscal year, said that a 
total of 1,534,981 men were routed on 4,266 special trains in 
the year without change in schedules or the cancellation of any 
services provided by the rail carriers for civilian accommoda- 
tion, and added: 


Handling of the 1940-41 volume of military rail traffic required the 
movement of 25,197 sleeping cars, 14,629 coaches, 4,408 baggage cars, 
3,110 additional baggage cars used as kitchens, 518 box cars, 533 stock 
cars, 1,068 flat and gondola cars and 5 diners. The ease with which 
the troop movement was accomplished under demands of the national 
emergency reflected the full coordination between the War Department 


- and the railways of America. 


The movement of troops by rail during the year represents a 
large increase over the 17,513 officers and men transported by rail in 
1937, or the 7,887 transported in 1938. The only other recent large-scale 
emergency since World War days in which the Quartermaster Corps 
has been required to test its ability to speedily handle a large traffic 
volume was the movement of the Civilian Conservation Corps, starting 
in 1933. From May, 1933, to June 30, 1940, the routing and assembly 
of equipment were arranged for 876,306 officers, enlisted men and 
members of the Civilian Conservation Corps, 
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VF reight Forwarder Regulation 


Shipper consolidators and pool car distributors would be 
put out of business and larger freight forwarders would obtain 
all consolidation and forwarding traffic if the House approved 
S. 210, the freight forwarder bill, as revised by the subcom- 
mittee of the House committee on interstate and foreign com- 
merce and reported to the full committee (see Traffic World, 
July 12, p. 89). 

That is the opinion of the Chicago Association of Com- 
merce and the Illinois Territory Industrial Traffic League as 
expressed in a statement sent to the committee July 30 by A. 
H. Schweitert, traffic manager and president, respectively, of 
the two organizations. A similar statement was made in per- 
son by Mr. Schweitert before the committee at a hearing in 
Washington last March on H. R. 3684 (see Traffic World, March 
29, p. 795). At that hearing, the writer said, he had advo- 
cated the establishment of proportional rates in lieu of joint 
rates. Further study had convinced officers of the two asso- 
ciations that “the best interests of the public generally would 
be served by permitting freight forwarders to continue to act 
as shipper’s agents and be treated as all other shippers are 
treated with respect to transportation,” he said. 

The statement recommended that section 402 (b), which, 
as reported by the subcommittee, would exempt cooperative 
associations as defined in the Agricultural Marketing Act, be 
broadened to include all cooperative associations. It recom- 
mended that section 411 be stricken in its entirety before the 
bill was recommended to the House. The section contained a 
drastic commodities clause, which, if permitted to become a 
law, would forbid manufacturing groups from engaging di- 
rectly or indirectly as freight forwarders or from owning or 
controlling freight forwarders, while permitting “underlying” 
carriers to own and control forwarders, said the statement. 
Such a law would deprive manufacturers of facilities enjoyed 
over a period of years and found not to be against the public 
interest, it added. 


As to proposals by freight forwarders that joint rates be 
allowed in lieu of proportional or reshipping rates permitted 
by section 408 of the bill, the statement says: 


In our direct testimony we objected strenuously to the establish- 
ment of joint rates between freight forwarders and underlying carriers. 
The character of operation and the type of agency is entirely different, 
and joint rates between the agencies that actually perform the trans- 
portation service and one that acts in the capacity of a shipper’s agent 
and as an intermediary between the shipper and the carrier, should 
not be permitted. To do so would permit the freight forwarder, be- 
cause of the large volume of business which he controls, to wield a 
tremendous force in the effort to establish such joint rates. Further- 
more, such joint rates would not be available to voluntary associations 
or pool car distributors who handled their limited or restricted com- 
modities in exactly the same way and under similar circumstances 
and conditions as do the general freight forwarders. Even though 
they were permitted to continue under the bill, the establishment 
of joint rates between the regulated freight forwarder and the under- 
lying carrier would have the practical effect of putting cooperative 
associations and pool car distributors out of business since they would 
not have the advantage of the lower joint rates granted to the regular 
freight forwarder. The argument of the freight forwarders, that they 
cannot continue in business without joint rates, is not sound since the 
establishment of proportional rates, lower than local rates, justified 
by differences in transportation conditions, will permit the forwarder 
to continue to serve small communities surrounding key points just as 
effectively as they can under joint arrangements. Such rates would 
also be available, however, to other persons shipping under similar 
conditions and there appears no good reason why the freight forwarder 
acting as a shipper should be given a preference over other shippers in 
the rates charged for consolidating and distributing traffic. 


Regulation by passing a forwarder bill was not necessary 
to prevent abuses said to exist or to permit large freight 
forwarders to continue in operation, the statement said. It 
continued: 


We wish . . . to emphasize again that any criticism of the present 
methods of freight forwarder operations or improper practices which 
have been referred to on numerous occasions and set out in reports 
of the Interstate Commerce Commission can be effectively dealt with 
through regulation of the underlying carriers, namely, rail, motor and 
water, and by requiring that such carriers comply strictly with the 
provisions of the Interstate Commerce Act and refrain from giving 
any undue preferences or advantages to freight forwarders. The 
regulation of freight forwarders would not in and of itself cure these 
practices unless the provisions of the act were strictly enforced and 
we submit that these abuses can be corrected by strict enforcement of 
the present provisions of the law relating to the regulation of the 
underlying carriers. 


The House committee on interstate and foreign commerce 
has tentatively eliminated the commodities clause in section 
411 (a) (2) of its subcommittee’s substitute for S. 210, the 


freight forwarder regulation bill, it is understood. Some of 
the members, it is understood, however, are seeking to have 


TRAFFIC WORLD 


the clause restored to the bill. The clause is opposed by the 
National Industrial Traffic League and supported by the Ameri. 
can Trucking Associations, Inc. 

The committee had the subcommittee bill before it at its 
sessions this week and expected to finish consideration of the 
measure by Saturday. 


1940 Rail Freight Statistics 


The Commission’s Bureau of Statistics has issued a tabula- 
tion of freight commodity statistics of Class I steam railways 
of the United States for the calendar year 1940, pointing out 
that the tabulation, statement No. 41100, is the seventeenth in 
a series based on quarterly reports made to the Commission 
by steam railways having annual operating revenues above 
$1,000,000. 

Listed in the statement were the totals of tons originated, 
by groups of commodities and by districts, averaged for the 
years 1928, 1929 and 1930 as a “base period,” and, shown sepa- 
rately, for the years 1930 to 1940, inclusive, and the freight 
revenue totals, including revenue on tonnage originated, tonnage 
terminated and tonnage handled intermediate, for the years 
subsequent to the “base period” and the averages for that 
period. 

For the United States, this tabulation shows that the num- 
ber of short tons originated in 1940 was 1,009,420,663, com- 
pared with 901,669,335 tons in 1939, 80.2 and 71.6 per cent, 
respectively, of the “base period’ average. Freight revenue 
totaled $3,678,097,359 in 1940, compared with $3,375,863,086 in 
1939, 78.8 and 72.3 per cent, respectively, of the 1928-29-30 
average. 

By groups of commodities, the tonnages and revenues 
shown in the tabulation were as follows: 

Products of agriculture, 88,821,144 tons and $510,082,694 
revenue in. 1940, and 91,564,116 tons and $516,776,024 revenue 
in 1939; animals and products, 15,456,489 tons and $172,598,381 
revenue in 1940, and 15,049,346 tons and $166,180,796 revenue 
in 1939; products of mines, 570,219,691 tons and $1,076,419,632 
revenue in 1940, and 496,938,982 tons and $945,284,497 revenue 
in 1939; products of forests, 58,220,693 tons and $235,865,350 
revenue in 1940, and 50,155,755 tons and $206,630,249 revenue 
in 1939; manufactures and miscellaneous, 262,010,272 tons and 
$1,435,520,403 revenue in 1940, and 233,086,187 tons and $1,288,- 
717,909 revenue in 1939; all less-carload freight, 14,692,374 tons 
and $247,610,899 revenue in 1940, and 14,874,949 tons and $252,- 
273,611 revenue in 1939. 

The statement showed that the railroads’ freight traffic in 
1940 aggregated 26,410,754 carloads, divided as follows: Prod- 
ucts of agriculture, 3,219,591 carloads; animals and products, 
1,202,551 carloads, products of mines, 10,590,876 carloads; prod- 
ucts of forests, 1,842,495 carloads, and manufactures and mis- 
cellaneous, 9,555,241. Embraced by the latter total were 
2,466,978 carloads of manufactures and miscellaneous, N. O. S., 
which included 226,152 carloads, aggregating 2,743,162 tons, of 
forwarder traffic. This traffic yielded $46,223,959 in freight 
revenue, according to the statement. 





Railroad Earnings 


Class I railroads of the United States in the first six 
months of 1941 had earnings of $433,538,408, before interest 
and rentals, according to reports filed by the carriers with the 
bureau of railway economics of the Association of American 
Railroads. This was at the annual rate of return of 4.07 per 
cent on their property investment. 

The corresponding earnings in the first six months of 1940, 
béfore interest and rentals, were $245,523,110 or 2.32 per cent 
on their property investment, and in the same period in 1930, 
were $369,416,251 or 3.46 per cent on their property invest- 
ment, says a statement by the bureau, which added: 


Property investment is the value of road and equipment as shown 
by the books of the railways including materials, supplies, and cash. 
The earnings reported above represent net railway operating income, 
the amount left after.the payment of operating expenses and taxes, 
but before interest, rentals, and other fixed charges are paid. 

This compilation as to earnings for the first six months of 1941 is 
based on reports from all Class I railroads, representing a total of 
232,292 miles. 

Total operating revenues in the first six months of 1941 totaled 
$2,424,423,816, compared with $1,996,380,301 in the same period in 1940, 
and $2,.658,254,307 in the first six months of 1930, an increase of 21.4 
per cent in 1941 above 1940, but 8.8 per cent below 1930. Operating 
expenses in the first six months of 1941 amounted to $1,678,348,896. 
compared with $1,497,850,400 in the corresponding period in 1940, and 
$2,048,678,522 in the same period in 1930: Operating expenses in the 
first six months in 1941 were 12.1 per cent above the corresponding 
period in 1940, but 18.1 per cent below the like period in 1930. 

Class I railroads in the first six months of 1941 paid $247, 559,836 
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in taxes, compared with $188,537,641 in the same period in 1940, and 
$177,366,289 in the same period in 1930. For the month of June alone, 
the tax bill of the Class I railroads amounted to $51,524,992, an in- 
crease Of $17,832,529 or 52.9 per cent above June, 1940. 

Ten Class I railroads failed to earn expenses and taxes in the first 
six months of 1941, of which five were in the Eastern District, one in 
the Southern District, and four in the Western District. 

Class I railroads in June, 1941, had earnings, before interest and 
rentals, of $93,261,372 or 4.31 per cent on investment compared with 
with $48,090,785 or 2.24 per cent in June, 1940, and $67,683,471 or 3.27 
per cent on investment in June, 1930. 

Operating revenues for the month of June totaled $455,022,723 com- 
pared with $344,952,789 in June, 1940, and $439,377,179 in June, 1930. 
Operating expenses in June totaled $298,932,432 compared with $252,- 
507,423 in the same month in 1940, and $330,732,585 in June, 1930. 


Eastern District 


Class I railroads in the eastern district had earnings in the first 
six months of 1941 of $225,646,899, before interest and rentals, a return 
of 3.97 per cent on their property investment. In the first six months 
of 1940, their corresponding earnings were $157,698,557 or 2.81 per 
cent on their property investment, and in the same period in 193¢ were 
$215,790,724 or 4.06 per cent on their property investment. Operating 
revenues of the Class I railroads in the eastern district in the first 
six months of 1941 totaled $1,220,345,353, an increase of 20.2 per cent 
compared with the same period in 1940, but a decrease of 9.3 per cent 
compared with the first six months in 1930. Operating expenses in 
the first six months in 1941, totaled $829,050,339, an increase of 13.6 
per cent above 1940 but a decrease of 18.3 per cent under 1930. 

Class I railroads in the eastern district for the month of June had 
earnings of $49,359,978, before interest and rentals, compared with 
$30,634,069 in June, 1940, and $38,056,351 in June, 1930. 


Southern District 


Class I railroads in the southern district had earnings in the first 
six months of 1941 of $67,359,860, before interest and rentals, which 
was at the annual rate of return of 4.33 per cent on their property 
investment. In the same period in 1940, their corresponding earnings 
were $33,645,621, a return of 2.17 per cent on their property investment, 
and in the same 1930 period were $42,941,024 or 2.64 per cent on in- 
vestment. Operating revenues in the first six months in 1941 of the 
Class I railroads in the southern district totaled $328,201,590, an in- 
crease of 23.2 per cent compared with the same period in 1940, but a 
decrease of 4.1 per cent compared with the same 1930 period. Operat- 
ing expenses in the first six months in 1941 totaled $221,444,293, an 
increase of 9.5 per cent above the same period in 1940, but a decrease 
of 18.2 per cent under the same period in 1930. 

Class I railroads in the southern district for the month of June 
had earnings of $11,572,497, before interest and rentals, compared with 
$3,816,727 in June, 1940, and $4,045,590 in June, 1930. 


Western District 


Class I railroads in the western district in the first six months in 
1941 had earnings of $140,531,649, before interest and rentals, a return 
of 4.10 per cent on their property investment. In the same period of 
1940 their corresponding earnings were $54,178,932, or a return of 1.59 
per cent on their property investment, and in the corresponding period 
in 1930, they were $110,684,503 or 2.97 per cent on investment. Operat- 
ing revenues of the Class I railroads in the western district in the first 
six months in 1941 totaled $875,876,873, an increase of 22.6 per cent 
above the same period in 1940, but a decrease of 9.8 per cent below 
the same 1930 period. Operating expenses in the first six months in 
1941 totaled $627,854,264, an increase of 10.9 per cent compared with 
the first six months in 1940, but a decrease of 17.7 per cent compared 
with the same period in 1930. 

For the month of June alone, the Class I railroads in the western 
district had earnings of $32,328,897, before interest and rentals, com- 
pared with $13,639,989 in June, 1940, and $25,581,530 in June, 1930. 


Transportation and Taxes 


The revenue bill of 1941, as reported to the House by the 
Ways and means committee, imposes a tax equal to 5 per cent 
on passenger fares paid within the United States for the trans- 
portation of persons by rail, motor vehicle, water, or air, within 
or without the United States. Such tax, it is provided, shall 
apply to transportation by motor vehicles having a passenger 
Seating capacity of less than 10 adult passengers, including the 
driver, only when such vehicle is operated on an established 
line. The tax will not apply to fares which do not exceed 35 
cents, to amounts paid for commutation or season tickets for 
single trips of less than thirty miles, or to amounts paid for 
commutation tickets for one month or less. 

_. The bill also imposes a 5 per cent tax on amounts paid 
Within the United States for seating or sleeping accommoda- 
tions in connection with transportation with respect to which 
a tax is imposed on fares. The effect of this part of the bill, 
if made law, will be to impose a separate tax of 5 per cent on 
Pullman fares. 

It is estimated the foregoing taxes will yield $36,500,000 
a year in revenue. 

,. A tax of $5 a year each on motor vehicles is levied by the 
bill. It is estimated that this tax with a graduated tax on 
yachts will yield $160,200,000. 

The bill also increases the taxes on passenger automobiles, 
parts, and accessories to yield an estimated increase of 
$74,900,000; on automobile trucks, busses and trailers to yield 
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an estimated increase of $16,100,000; and on tires and tubes to 
yield an estimated increase of $44,600,000. 

The tax rate on passenger automobiles and motorcycles is 
increased from 3% to 7 per cent. In addition, trailers suitable 
for use with passenger automobiles and motorcycles, which are 
not taxed under existing law, are also taxed in this category, 
according to the committee report. 

The rate on trucks is increased from 2% to 5 per cent. 
Busses are made taxable under this category rather than as 
passenger automobiles. In addition truck and bus trailers, 
which are not taxed under existing law, are made taxable at 
the 5 per cent rate. 

The tax on parts or accessories is increased from 2% to 5 
per cent. The tax on tires is increased from 2% to 5 cents a 
pound and on tubes from 4% to 9 cents a pound. The bill 
makes permanent excise taxes of 4% per cent on transporta- 
tion of oil by pipe line, 4% cents on lubricating oils and 1% 
cents on gasoline. 

The committee said the tax of $5 each on automobiles was 
conceived as a privilege tax and designed to reach a large 
number of individuals who by reason of the personal exemp- 
tions had no income-tax liability. 

The revenue bill also would make permanent the stamp 
taxes on steamship passage tickets sold or issued in the United 
States for transportation to places not within the United States, 
Canada, Mexico, or Cuba. The proposed taxes are $1.10 for 
tickets selling for $10 to $30, $3.30 for tickets selling up to $60, 
and $5.50 for tickets selling for $60 and over. These taxes 
would not apply to tickets on which the 5 per cent tax applied. 


DEFENSE IRON AND STEEL RATE 


G. Lloyd Wilson, director of the transportation division of 
OPACS, said July 29 he had met the preceding day with repre- 
sentatives of the steel industry in further consideration of the 
government’s request for a reduction in the transcontinental 
rate on iron and steel (see Traffic World, July 5, p. 21, and 
July 12, p. 60). 

The meeting was held for the purpose of preparing another 
appeal to the railroads to reduce the rate, the railroads having 
refused to grant the first request. 

Some progress was made at the meeting, said Dr. Wilson 
who added that several alternative scales of rates were con- 
sidered. The matter was to be taken up with interested gov- 
ernment department representatives, he said, and he hoped to 
be able to present the government’s request again to carrier 
representatives next week in Chicago. 


ARMY RAIL PURCHASES 


The War Department has announced that purchases of 
railroad equipment for it in the fiscal year ended July 1 
amounted to $2,994,991.45, as compared with purchases in the 
pre-emergency period from 1930 through 1939 of only $179,988. 
Of the total expended, $1,026,395 was for 65 gasoline driven 
20-ton locomotives. 

Other locomotives purchased were two 100-ton, three 60- 
ton, ten 45-ton, two 30-ton and two 20-ton units. In addition, 
the year’s acquisitions include 260 tank cars, two railroad hos- 
pital unit cars and nineteen 25-ton locomotive cranes. 

The major portion of the railroad equipment purchased by 
the quartermaster corps is used in government-owned yards 
of facilities serving military camps, posts, stations and depots 
for moving cars where this can be done either more speedily 
or at less cost than with equipment owned by common carriers, 
or where the use of railroad-owned equipment would interfere 
with the handling of civilian traffic. The locomotive cranes are 
used to unload heavy items such as combat tanks, automobiles, 
structural steel, etc. 


TRANSPORTATION BOARD 


Officials of the Association of American Railroads were 
greatly disappointed over the nominations of C. E. Childe and 
R. E. Webb to be members of the transportation board. The 
feeling at the A. A. R. was that both nominees could be 
definitely classed as “anti-railroad.’’ No statement for publi- 
cation was issued. Whether the railroads would appear at 
hearings on the nominations had not been decided, it was 
indicated. 

Senator Reed, of Kansas, who is recovering from illness 
at his home in Parsons, Kan., is expected to oppose confirmation 
of the Childe nomination. In the hearings on S. 2009 when 
Mr. Childe was a witness before the Senate interstate com- 
merce committee and the alleged benefits of waterway trans- 
portation were under discussion, Senator Reed said to Mr. 
Childe as to the latter’s views on that subject: “They carry ~* 
weight with me whatever, because they are not ‘based on facts.” 

Senator Barkley, of Kentucky, is understood to have 


vouched to organized railroad labor for the nomination of Mr. 
Webb. 
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Cc. & S&S. Air Mail Rates 


Examiner Francis W. Brown, of the Civil Aeronautics 
Board, has submitted, in a proposed report covering three pro- 
ceedings involving air mail rates on two routes of the Chicago 
& Southern Air Lines, Inc., recommendations as to “fair and 
reasonable rates of compensation” for transportation of mail by 
aircraft by that air line on its route No. 8, between Chicago, 
Ill., and New Orleans, La., and its route No. 53, between 
Houston, Tex., and Memphis, Tenn. Docket numbers of the 
proceedings are No. 333, instituted by the board to investigate, 
and to determine, the air mail rates on route No. 8, and Nos. 
541 and 543, petitions of the air carrier for orders fixing and 
determining the rates on routes Nos. 8 and 53. 

The examiner said the present base of compensation over 
route 8 was 32 cents an airplane mile for a mail load not over 
300 pounds, plus one-tenth of that base for each additional 100 
pounds or fraction thereof, with a base mileage of 110,000 miles, 
as fixed and determined by the Interstate Commerce Com- 
mission in Air Mail Rates for Route No. 8. Transportation of 
mail over route 53 was inaugurated June 12, 1941, he said. He 
added that the carrier sought for route No. 8 a base rate of 
44 cents an airplaine mile for the first 300 pounds or fraction 
thereof, plus 2.5 per cent of such rate an airplane mile for each 
additional 25 pounds or fraction thereof, computed at the end 
of each calendar month on the basis of the average mail load 
carried by the mile over the route in the month. For route 
No. 53 the carrier sought a base rate of 44 cents an airplane 
mile for the first 100 pounds, plus 2.5 per cent for each addi- 
tional 25 pounds. 

Examiner Brown’s recommendations were as follows: 


For period December 1, 1939, to February 28, 1941, inclusive, 35 
cents a pay-mail mile on route 8, rate applied to weight transported 
in accordance with method fixed by the Commission, 

For period March 1, 1941, to June 11, 49 cents a pay-mail mile on 
route 8, rate applied to weight as already indicated. 

For period June 12, 1941, terminating on date of board’s order in 
this proceeding, rate of 37 cents a pay-mail mile on route 8, rate 
applied to weight in manner aforesaid. 

On and after date of board’s order in this case, and until a fourth 
schedule between Chicago and Memphis is designated, rate of 25.5 
cents for each airport-to-airport revenue mile flown for transportation 
of mail, between all or any of points on route 8, for first 300 pounds 
or fraction thereof, plus 0.7 cent for each additional 25 pounds o1 frac- 
tion thereof, computed at end of month on basis of average mail load 
carried over route. 

On and after designation of fourth round trip schedule on route 
8 between Chicago and Memphis, rate of 19 cents for each airport-to- 
airport revenue mile flown, computed as shown in preceding paragraph. 

From June 12, 1941, until such time as second round trip schedule 
is inaugurated, rate of 44 cents for each airport-to-airport revenue 
plane mile flown between all or any of points on route 53, for first 300 
pounds of mail or fraction thereof, plus 2.5 per cent of such rate for 
each additional 25 pounds of mail or fraction thereof, computed at 
the end of each calendar month on basis of average mail load carried 
over route in month. 

On and after designation of second round trip schedule over route 
53. rate of 31 cents for each airport-to-airport revenue plane mile 
flown, computed as shown in preceding paragraph. 





MINNEAPOLIS-NEW YORK AIR ROUTE 


Northwest Airlines, Inc., has made application to the Civil 
Aeronautics Board for a certificate authorizing transportation 
of mail, passengers and property from Minneapolis, Minn., via 
Milwaukee, Wis., and Windsor, Ontario, Canada, to New York 
City and return. 


DENIAL OF AIR LINE PETITION 


The Civil Aeronautics Board has denied a petition of 
American Airlines, Inc., for reopening of the proceedings in 
Nos. 334 and 204, involving determination of fair and reason- 
able airmail pay rates on route 4, between Los Angeles, Calif., 
and Fort Worth, Tex., and route 23, between Fort Worth- 
Dallas, Tex., and New York City. The air line asked for re- 
opening for submission of further evidence. 





LOS ANGELES-MEXICO AIR ROUTE 


The Civil Aeronautics Board has denied the application of 
Pan American Airways, Inc., for a certificate of public con- 
venience and necessity to operate between Los Angeles, Calif., 
and Mexico City, Mex., on the grounds that the service pro- 
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posed, in the light of the commercial, postal and national de. 
fense needs, is not required, and that any additional service 
required can be furnished by Compania Mexicana de Aviacion 
S. A., one of Pan America’s wholly-owned affiliated companies 

Pan American’s Mexican Company affiliate has been oper. 
ating the Los Angeles-Mexico City service since 1936, the boarg 
said, adding that it had issued a “grandfather” permit to that 
carrier on May 31, 1941. The board stated that there had been 
a progressive growth of air traffic on this route and that a 
point had been reached where some measure of increased 
passenger service was rvquired. However, it said, all the aq. 
vantages set forth in Pan American’s application could be 
realized by Pan American improving the schedules and service 
of its company now serving that route. Pan American oper. 
ates daily services between Brownsville, Tex., and Mexico 
City, according to the board. 


JUNE FATAL AIR ACCIDENTS 

Twenty-two fatal accidents occurred in United States ciyj] 
aviation in June, one more than occurred in June, 1940, but 
seven less than occurred in May, 1941, said the Civil Aeronay- 
tics Board. No fatal accidents occurred on scheduled airlines 
in the month, although domestic air carriers transported nearly 
— passengers and flew approximately 11,500,000 revenue 
miles. 





READING ON TWA ROUTES 


The Civil Aeronautics Board on July 31 granted Trans- 
continental and Western Air, Inc., permission, effective Av- 
gust 1, for inauguration of non-stop service between Reading, 
Pa., and New York, N. Y., between Reading and Pittsburgh, 
Pa., and between Reading and Newark, N. J. At the same time 
the board announced it had issued an order, also effective 
August 1, designating Reading as an intermediate point on 
TWA’s route No. 2, from New York and Newark to Los Ange- 
les, Calif. Service from Reading should speed communica- 
tions between the important national defense industrial center 
and the key cities in the eastern United States, the board said. 


AIR SERVICE TO LOS ANGELES 


Wilmington-Catalina Air Line, Ltd., has changed its name 
to Catalina Air Transport, and has been granted a certificate 
to extend service from Avalon, Santa Catalina Island to Los 
Angeles, Calif., by way of Wilmington, Long Beach, Calif., 
whenever the service is a part of through trips to and from 
Avalon, according to the Civil Aeronautics Board. Inaugura- 
tion of the service, however, will be postponed until such time 
as the board notifies the carrier that the needs of the national 
defense no longer requires postponement. 





RAIL SALARIES OVER $75,000 


Two railroad presidents received compensation in excess 
of $75,000 in 1939, according to a statement issued by Secre- 
tary of the Treasury Morgenthau in accordance with law re- 
quiring publication of the names of individuals receiving from 
corporations compensation for personal services in excess of 
$75,000. 

M. W. Clement, president of the Pennsylvania Railroad, 
was reported as having received $100,605 in 1939, composed 
of salary of $100,000 and of other compensation of $605. 

J. M. Davis, now chairman of the board of the Delaware, 
Lackawanna and Western Railroad, was reported as having 
received $77,950 in 1939, composed of salary of $75,000, and 
of other compensation of $2,950. Mr. Davis was president of 
the Lackawanna in 1939. 





1. C. C. PRACTITIONERS ASK A GREEN LIGHT 


At the conclusion of the argument July 28 in I. and S. No. 
4786, package rates on citrus fruits, and cases joined with it, 
Luther M. Walter, in behalf of practitioners there assembled, 
asked the Commission to make a change in the signal lights 
it used to notify those appearing before it as to the running of 
the time allotted to them for argument. 

At present, five minutes before a practitioner reaches the 
end of his allotted time a red light flashes in his eyes intended 
to warn him of the approach of the end of his time. When 
the whole time has expired the light flashes red again. The 
result, according to Mr. Walter, was that a man who was 
making an argument could not tell whether he had five min- 
utes more or whether all his time had elapsed. In behalf of 
the practitioners, he asked the Commission to make the wart- 
ing light a green one, leaving red to mark the end of the 
time assigned to the speaker. The chairman announced that 
the request would be considered. 
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Trafiie Lesson No. 26 


Twenty-Sixth of a Series of Fifty-Two Articles on the Fundamentals of Freight Traffic by G. Lloyd 
W ilson—Pacific Territory Rate Structure 


The section of the United States west of the Rocky Moun- 

tains and of the Southwestern Territory, north of the 
international boundary between the United States and Mexico, 
east of the Pacific Ocean, and south of North Pacific Coast 
Territory and west and south of Western Trunk Line Terri- 
tory, is known as Pacific Freight Bureau Territory. It in- 
cludes, generally, the states of California, Arizona, western 
New Mexico, western Utah, and Nevada. The eastern and 
northern boundaries are difficult to trace exactly, because of 
the blending of rates, particularly those to and from points 
west of the Colorado and Utah Common points. This section 
is part of so-called Mountain-Pacific Territory, which includes 
all of the United States west of Western Trunk Line and 
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Southwestern territories. It embraces also the southern part 
of Inter-Mountain Territory. 

A sketch map showing the approximate boundaries of the 
territory is herewith reproduced. 


Traffic and Transportation Characteristics 


The states part or all of which are within or adjacent to 
Pacific Freight Bureau Territory are large, with an aggregate 
area of nearly 600,000 square miles, so that the area of the 
territory is nearly 500,000 square miles. The population of these 
states is relatively small in proportion to the size of the terri- 
tory. California, with a population of 6,873,000, has over two- 
thirds of the combined population of the entire six states— 
approximately 9,700,000. The density of population in this terri- 
‘ory varies greatly from state to state. The concentration of 
Population along the Pacific coast and valleys in California 
Sives that state a population of 36.5 persons for each square 


mile. The density of population in the other states of the terri- 
tory ranges from less than one person a square mile in 
Nevada, to 3.5 in New Mexico, 3.8 in Arizona, and 6.2 in Utah. 
If the more densely populated sections included in Colorado 
common points and Utah common points territory are ex- 
cluded, the density of population of the portions of these two 
states, which may be considered to be in Pacific Freight Bureau 
Territory, is materially reduced. 

The territory has great differences in topography. There 
are mountains and high plateaus in the Rocky Mountain 
region; deserts and arid plateaus in New Mexico, Arizona, 
Utah, and Nevada; Death Valley and the Mohave Desert in 
California; the Sierra Mountains; the great central inter- 
mountain valleys in California; the coastal ranges, and the 
Pacific coastal area. 

A large part of the area is semi-arid. About 60 per cent 
of the Pacific Southwest Region comprising the states of Cali- 
fornia, Arizona, Nevada, and Utah, covering 460,000 miles, is 
semi-arid. Only about 11,000,000 acres, or less than 4 per cent 
of the area, consists of agricultural croplands. Farm lands, 
including croplands, pasture, and farm woodlands, comprised 
less than 20 per cent of the area. Forests cover about a fifth 
of it. Range lands are used for grazing livestock. The area 
yields about half of the total United States production of gold 
and silver, one-fourth of the lead production, two-thirds of 
the copper output, one-eighth of the zinc production, and one- 
eighth of petroleum, as well as substantial quantities of other 
minerals.’ 

Industry of the area is based, to a large extent, on the 
extraction of raw materials derived from natural resources. 
California has  well-diversified manufacturing, agricultural, 
petroleum, and other mineral resource industries and an ex- 
tensive commercial development. Mining, crop production, and 
live stock raising are basic industries of the other states of 
the area. Principal commodities of the territory entering into 
transportation include mineral products, comprising metals and 
petroleum, forest products, citrus and orchard fruits, vege- 
tables, and livestock. Manufactured articles, for the most part, 
are brought into the area from other sections of the country 
by rail, water, or motor transportation. 


The Railroads of the Pacific Coast Territory 


The railroads serving the Pacific Freight Bureau Terri- 
tory, including the Pacific Southwest Region, include the south- 
ern transcontinental railroads, such as the Atchison, Topeka 
and Santa Fe; the Southern Pacific; the Union Pacific, includ- 
ing the Los Angeles and Salt Lake; the Denver and Rio Grande 
Western; the Western Pacific, and some short lines, such as 
the Nevada Northern, Utah Ry., the Tonopah and Goldfield; 
the Yosemite Valley, and others, many of which were built 
originally to serve mines. There are approximately 20,500 miles 
of railroads in Mountain-Pacific Territory. 


Other Transportation Facilities 


Water transportation services are found in operation pri- 
marily between the Pacific coast ports, on San Francisco Bay 
and the Sacramento River. 

Excellent highways in parts of the territory and the large 
quantities of agricultural products have made possible the de- 
velopment of motor truck transportation on a large scale, par- 
ticularly in California. Petroleum production has been facili- 
tated by the construction of pipe lines for the transportation of 
petroleum and petroleum products from the producing areas 
to refining centers and transshipment ports in the San Fran- 
cisco Bay district, Los Angeles district, Ventura, Monterey, 
Estero Bay, and Port San Luis. 


Intrastate Rates 


Traffic between points in the states of the Pacific Freight 
Bureau area is moved at scales of intrastate class and com- 
modity rates prescribed, in many instances, by the state regu- 
latory commissions of California, Arizona, New Mexico, Utah, 
Nevada, and Colorado. The volume of intrastate traffic in these 
states is small, except the intrastate traffic between points in 
California. 

Interstate Rates 


Interstate rates within the territory have been prescribed 


1 Regional Development Plans, National Resources Planning Board, 
January, 1941, pp. 197-198. 
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from time to time by the Interstate Commerce Commission, 
though no general rate investigation has been conducted and no 
general rate structure has been prescribed for the territory as 
a whole. One of the most important class rate scales in this 
territory is the Arizona scale prescribed by the Interstate 
Commerce Commission. It was originally prescribed by the 
Commission in Arizona Corporation Commission vs. A. E. R. 
Co. et al., in 1926, and was modified in 1928.* The Arizona scale, 
as originally prescribed, was limited to 800 miles with pro- 
vision that, for hauls exceeding 800 miles, the scale was to be 


Table No. 1 


FIRST CLASS RATES FOR REPRESENTATIVE DISTANCES 
UNDER MODIFIED ARIZONA SCALE OR UTAH 
SCALE (172 I. C. C. 306, 311), 1931 
First Class Rates in 
Cents Per = Pounds 


Distances 
miles and 
miles and 
miles and 
miles and 
miles and 
miles and 
miles and 
miles and 
miles and 
miles and 
miles and over 
miles and over 
miles and over 
miles and over 
miles over 1,275 
miles over 1,375 
miles over 1,475 


extended at the same rate of progression used from 600 to 
800 miles—24 cents a hundred pounds first class. Classes lower 
than first class under the Arizona scale were related to first 
class rates by the following percentage relationships: 


Classes: Western Classification... 1 2 8 @ § AB C.D 6S 
Percentages of first class........ 100 84 70 60 50 50 40 30 25 20 


The Arizona scale was originally prescribed for application 
between points in Arizona, on the one hand, and points in Cali- 
fornia, New Mexico, and El Paso, Texas, on the other. Later, 
rates on the basis of this scale were prescribed by the Com- 
mission in Utah Shippers Traffic Assn. vs. O. S. L. R. Co. et al., 
for application Salt Lake City to destinations in the Pacific 
Northwest.’ In Klamath County C. of C. vs. S. P. Co. rates on 
the general basis of this scale were prescribed for application 
from central California jobbing centers to points in northern 
California and southern Oregon.‘ 

The modified Arizona scale is lower than the Zone IV 
scale in Western Trunk Line Territory, though it is materially 


Table No. 2 


COMPARISON OF FIRST CLASS RATES FOR REPRESENTA- 
TIVE DISTANCES UNDER UTAH, TEXAS DIFFERENTIAL 
TERRITORY AND SOUTHWESTERN CLASS RATE SCALES 
First Class Rates in Cents Per 100 Pounds 

Modified 
Arizona 
or Utah 
Scale 


Texas Dif- 

South- ferential 

western Territory 

Scale Scale 

36 43 
79 95 
133 160 
174 209 
227 272 
253 304 
318 382 


Distances 


higher than the basic scales in Eastern, Southern, Southwestern, 
and Western Trunk Line territories. The fifth class rates 
under the Arizona scale are the same as the Class A rates, 
while in Southwestern and Western Trunk Line they are the 
same. 

In 1931, the Commission, in Utah Shippers Traffic Assn. 
vs. A. T. and S. F. R. Co. et al., held that the existing class 
rates from Utah common points, including Salt Lake City, 


2(113 I. C. C. 52), 1926; and (142 I. C. C. 61), 1928. 
4(147 I. C. C. 581), 1928. 
«(74 I. C. C. 207), 1922. 
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Ogden, and Provo, to El Paso, Texas, and points in California 
Arizona, and New Mexico were unreasonable and prescribed 
for application to these points a scale of distance class rates 
based on a modification of the Arizona scale.’ This scale wags 
based on a basis rate for 10 miles or less, with graduations 
upward by 10 mile blocks to 100 miles, by 20 mile blocks ty 
1,000 miles, and by 25 mile blocks up to 1,500 miles. First clagg 
rates for representative distances under this scale are shown 
in Table No. 1. For hauls beyond 1,500 miles the rate of 
progression was at the same rate of progression as that used 
between 1,400 miles and 1,500 miles. The modified Arizona 
scale is sometimes referred to as the Utah scale. 

This scale is based on an average of 220.64 as compared 
with 234.88 under the Texas Differential Territory scale anj 
195.70 under the Southwestern scale. Stated another way, the 
modified Arizona or Utah scale is 112.74 per cent of the South. 
western scale, somewhat less than the average of the Texas 
Differential Territory scale, which is 120 per cent of the South. 
western scale. The modified Arizona or Utah scale is 93.93 
per cent of the Texd$ Differential Territory scale. 

A comparison of a few first class rates for representative 
distances under these scales is shown in Table No. 2 

Rate making distances are computed over the shortest 
possible routes via existing connections for interchange of car. 
load traffic. 

Rates to or from points located on branch lines were based 
on “constructive mileage” rates of 150 per cent of the actual 
mileage on the branch lines, except points on branch lines 
that have customarily taken the same basis of rates as main- 
line points. The Commission granted the carriers permission to 
add the scale of arbitraries shown in Table No. 3 to the rates 
prescribed in the scale (the first class rates of which for repre- 
sentative distances are shown in Table No. 1) for hauls over 
two or more line haul carriers where the total distance was 
not in excess of 500 miles.° 


Table No. 3 


SCALE OF CLASS ARBITRARIES FOR HAULS OVER LINES 
OF TWO OR MORE LINE-HAUL CARRIERS, TO BE 


ADDED TO MODIFIED ARIZONA SCALE 


Classes: Western Classification.. 12 3 45 A BC 
Arbitraries, in cents per 100 lbs. 10 9 765 5 4 





Commodity Rates 


In many instances commodity rate adjustments to and 
from points within Intermountain Territory are a basis of rates 
approximately 20 per cent higher than the Zone III Wester 
Trunk Line Territory scale. These commodities include: 


Passenger automobiles and parts. ? 

Oil well supplies.® 

Rig irons.$ 

Iron and steel tank material.’ 
Reinforced concrete pipe.® 

Butter, eggs, dressed and live poultry.’ 
Honey and canned goods.” 


This list 
representative. 


of commodities is not exhaustive but is 


Pacific Coast and Interior Rates 


Railroad class and commodity rates along the Pacific coast 
between points in California and between points of origin o 
destination in California and points in other states west 0 
Intermountain Territory are divided sharply into two levels 
of rates: 1. rates between ports served by Pacific coastwis 
steamship service and in some cases by steamboat service 0 
rivers such as the Sacramento River; 2. rates to or from points 
not adjacent to the coastal or river ports. 

Between ports, both within Pacific Coast Territory and 
between Pacific Coast and North Pacific Coast territories, rail 
road rates are much lower, mile-for-mile, than elsewhere ! 
any of the western territories and lower, in many cases, thal 
rates in Eastern or Southern territories. These rates are It 
stricted to application between the ports designated. Betwetl 
other points much higher rates are in effect. Departures fro 
the long and short haul clause of the fourth section of tl 


5(172 I. C. C. 306), 1931. 
® Ibid, p. 312. 

7(174 I. C. C. 674), 1931. 
8(179 I. C. C. 571), 1931. 
9(186 I. C. C. 377), 1932. 
10(192 I. C. C. 13), 1933. 
11(204 I. C. C. 87), 1934. 
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interstate commerce act have been authorized in such cases 
py relief in the form of fourth section orders issued by the 
Commission. A few representative class rates between port 
cities on the Pacific coast and other points where water com- 


petition is not present are shown in Table No. 4. 


The distance scales of class rates between Pacific coast 


ports and between other points in Pacific Coast territory are 


not based on the uniform percentage relationship of classes 
lower than first class to the first class rates used generally in 
Western Trunk Line and Southwestern territories. This is due 
in part to the depressed rail rates between Pacific coast ports 
and in part to the relationship of Pacific coast intraterritorial 
rates to transcontinental class rates in which the uniform class 
rate relationship is not observed. Railroads in Pacific Coast 
territory would stand to lose revenue on lower class traffic 
if the standard Western Classification relationships were ap- 
plied to the depressed Pacific coast interport rail rates. 

Commodity rates between Pacific Coast territory points are 
made on a great variety of bases. Most of these rates between 
ports are made on depressed levels to meet coastwise and other 
water competition, while rates on fruits and vegetables and 
many other commodities from producing centers to markets 
and from distributing centers to consuming points are designed 
to meet motor competition. 

Between many points different scales of rates for classes 
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points to destinations in Pacific Coast Territory and Inter- 
mountain Territory, and found many of the rates attacked in 
West Bound Rates on Meats, I.C.C. Docket No. 23604, not to 
be unreasonable because of the relatively high cost of railroad 


operation in Intermountain Territory, but ordered the modifica- 
tion of rates on meats and packing house products to points 
in Utah and on lard from Ogden to Pacific coast and inter- 
mediate points.” 

Pacific Coast Tariffs 


Tariffs of class and commodity rates and exceptions to the 
Western Classification applicable between points in Pacific Coast 
Territory and the southern part of Intermountain Territory are 
published by or for the rail carriers in several different ways: 


1. A number of tariffs naming local and joint rates are published 
by the individual carriers. 

2. Tariffs publishing freight rates between points in Pacific Freight 
Bureau Territory are published by J. P. Haynes, agent, Pacific Freight 
Bureau, San Francisco, Calif. 

3. Tariffs naming rates between points in Intermountain Territory 
are published by such freight traffic association as the Colorado-Utah 
Freight Bureau, Local Utah Freight Bureau, Omaha, Neb., F. W. 
McManus, agent; and the Western States Freight Bureau, Denver, 
Colo., J. E. Buckingham, agent; and the Pacific Freight Bureau, men- 
tioned above. 

4. Water freight rates along the Pacific Coast are published by the 


Table No. 4 


REPRESENTATIVE CLASS RATES IN 





PACIFIC FREIGHT BUREAU TERRITORY 








1Distance Rates in Cents Per 100 Pounds 

From To in Miles i | 2 3 4 5 A B < D E 
San Francisco’.......... Fi) POUT. ose os ec0w ses 468.0 52% 47% 42 37 31% 34 29 26% 2314 21 
San Francisco*.......... rr 86.9 28% 25% 23 20 17 181% 15% 141% 13 11% 
San Francisco*.......... OE Te ee 78.0 23% 21 19 16% 14 15% 13 12 10% 9% 
San Francisco*.......... Se eee 195.1 40 36 32 28 24 26 22 20 18 16 
San Francisco‘.......... San Bernardino?............ 526.7 67% 61 54 47% 401% 44 3714 34 3014 27 
San Francisco*.........-. po | re 302.5 52% A714 42 37 31% 34 29 2614 231% Zi 
San Francisco*.......... i BI a oo isons can ne tines 593.0 77% 70 62 5414 4634 50% 43 39 35 31 
a err rcerr ree 276.4 4714 43 38 33% 2814 31 26 24 21% 19 
Oe ee er PETE TORT Ee 396.4 52% 47% 42 37 31% 34 29 26% 23% 21 
Te AMOI. 6.50% vs0% IIo 5 6 Wo bce 0 aun 441.2 52% 4714 42 37 31% 34 29 261% 2314 21 
EE ere rer ee 169.0 30 27 24 21 18 19% 161% 15 13% 12 
San Francisco.......... POEGeRE, OPCs... .60ccce ee 717.3 107 93 80 73 55 * BS 51 46 40 38 
Se eae Portiané, Gre. ........00s00- 1085.4 157 131 118 106 79 79 68 62 57 51 

Distances as shown in Pacific Freight Tariff Bureau, I. ©. C. No. 1261. 


“Class rates shown for comparative purposes are those applicable to shipments in lots of 20,000 pounds or over or carloads, as shown 


in Agent J. P. Haynes, I. C. C. No. 1352. 
3Agent J. P. Haynes, I. C. C. No. 1352. 
‘Agent J. P. Haynes, I. C. C. No. 1380. 


1 and 4 are published in connection with: 1. any quantity ship- 
ments or in lots of less than 4,000 pounds; 2. lots of 4,000 and 
less than 10,000 pounds; 3. in lots of 10,000 and less than 20,000 
pounds; and 4. in lots of 20,000 pounds or more in carload lots. 


Interterritorial Freight Rates 


_ Between Pacific coast points and a large part of the in- 
terior east of the coast and the rest of the United States, rates 
are adjusted on the transcontinental freight rate structure, 
which will be discussed in a subsequent article. Between Utah 
common points and other points along the eastern boundary 
of this territory rates are adjusted, in many cases, on the 
basis of the rates constructed on Zone IV Western Trunk Line, 
observing the transcontinental rates as maxima. 

A number of commodities moving from points in Inter- 
mountain Territory as well as from other western points to 
Eastern Territory and western Trunk Line points are trans- 
ported at rates for comparable distances slightly, if at all, 
higher than rates on the same commodities than from sections 
of the United States east of these Territories. Some of these 
commodities are: live stock,” potatoes,“ and grain.“ 


Joint through rates established more than a decade ago 
from western points to Colorado common points, Cheyenne, 
Wyoming, and El Paso, Texas, have been extended throughout 

yoming, eastern New Mexico, and Utah common points, either 
by orders of the Interstate Commerce Commission or by vol- 
untary action on the part of the railroads.” 


In 1935, the Commission reviewed the rates on fresh meats 
and packing house products from Ogden, Butte, Fort Worth, 
and other shipping points east of Utah and Montana common 


— 


*(176 I. C. C. 1), 1931. 
(195 I. C. C. 579), 1933. 
4(205 I. C. C. 301), 1934. 


a oe I. C. C. 413), 1988; (216 I. C. C. 481), 1986; and (235 I. C. C. 
» 1939. 


Pacific Coastwise Freight Tariff Bureau, San Francisco, John Byrne, 
agent. 

5. Tariffs naming rates between Pacific and some points in Inter- 
mountain Territory along the western boundary of Western Trunk 
Line Territory are published by Agent L. E. Kipp, of the Western 
Trunk Line Tariff Bureau, Chicago, IIl. 

6. In like manner some of the rates between points in Intermoun- 
tain Territory and points in Southwestern Territory are published by 
the Southwestern Lines Freight Bureau, St. Louis, Mo., Agent J. R. 
Peel. 

7. Long distance rates between points in Pacific Coast and Inter- 
mountain Territory points, on the one hand, and points in the terri- 
tories east of the Rocky Mountains are published by the Transconti- 
nental Freight Bureau, Agent L. E. Kipp, Chicago, IIl. 


16(210 I. C. C. 13), 1935. 


MOTOR ORDERS EFFECTIVE 

The following recommended orders have become effective 
as shown: 

MC 637, Sub. No. 1, J. J. Harrington, extension, New Mexico, 
as of July 5; MC 2010, Sub. No. 1, R. L. Craig, common carrier 
application, as of July 5; MC 3480, Sub. No. 1, R. O. Duncan, 
dba Hudson Motor Express, common carrier application, as of 
July 10; MC 4315, Sub. No. 1, T. & M. Transportation Co., 
extension, Colorado, as of July 5; MC 7562, Sub. No. 1, Pampa 
Transfer & Storage Co., extension, New Mexico, as of July 7; 
MC 10955, Sub. No. 1, Lester N. Renner, dba Renner Motor 
Lines, extension of operations, as of July 5; MC 14467, Sub. 
No. 9, Floyd H. Johnson, dba Medford-Cresent City Truck 
Lines, extension of operations, Oregon, as of July 5; MC 19142, 
Sub. No. 1, William Clobes, common carrier application, as of 
July 5; MC 23789, Harold George Steiner, contract carrier 
application, as of July 7; MC 24192, Sub. No. 1, Geo. Harkness, 
dba Roswell-Carrizozo Truck Line, extension, New Mexico, as 
of July 8; MC 30423, Sub. No. 1, Oklahoma-Louisiana Motor 
Freight Co., extension, general commodities, as of July 10; MC 
33087, Sub. No. 5, Dohrn Transfer Co., extension, West Bur- 
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lington, as of July 10; MC 38925, Sub. No. 4, New South Ex- 
press Lines, Inc., common carrier application, as of July 7; 
MC 39089, Sub. No. 1, John W. Womble, dba J. W. Womble, 
common carrier application, as of July 7; MC 45657, Sub. No. 3, 
Anderson Motor Service Co., Inc., extension, Weldon Springs, 
Lake City, as of July 7; MC 26876, Sub. No. 4, Brashear 
Freight Lines, Inc., extension, Weldon Springs, Lake City, as 
of July 7; MC 10928, Sub. No. 4, Plaza Express Co., Inc., ex- 
tension, Weldon Springs, Mo., as of July 7; MC 68909, Sub. No. 
2, Decatur Cartage Co., Inc., extension, Weldon Springs, Mo., 
as of July 7; MC 47619, Sub. No. 3, lowa-Nebraska Transporta- 
tion Co., extension, Joliet, as of July 7; MC 50725, Sub. No. 2, 
Albert M. Smith, contract carrier extension, milk, as of July 5; 
MC 54666, Sub. No. 6, Green Truck Lines, Inc., Mobile-New 
Orleans extension, as of July 7; MC 62809, Sub. No. 2, Lawrence 
G. Prody, extension of operations, as of July 5; MC 66808, 
Sub. No. 8, Powell Bros. Truck Lines, Inc., extension, Lake City, 
as of July 7; MC 82330, Sub. No. 1, Hollis S. Austin, dba 
Austin Truck Service, extension of operations, Wisconsin, as of 
July 10; MC 88225, Sub. No. 2, Roy R. Reagan, South Carolina 
extension, as of July 5; MC 89991, Sub. No. 3, Peter J. Van 
Cleave, dba Van Cleave Truck Line, extension, Hastings, Neb., 
as of July 7; MC 93458, Nicola Nitti, dba R. & E. Moving & 
Storage Co., common carrier application, as of July 7; MC 
95920, Sub. No. 2, O. J. Overland, extension of operations, 
Albany, Ore., as of July 7; MC 95927, Sub. No. 1, Roy Lee, 
extension, special commodities, as of July 7; MC 96294, Sub. 
No. 1, George Van Tassell, extension of operations, as of July 
10; MC 100509, Sub. No. 2, Willis H. Miller, common carrier 
application, as of July 5; MC 100843, Sub. No. 1, Peter Cateri- 
sano, extension of operation, cast iron pipes, as of July 7; MC 
101374, Norbert Meinz, common carrier application, as of July 
7; MC 101613, Jesse L. Scott, common carrier application, as of 
July 8; MC 101614, Victor Emanuel Maurice, contract carrier 
application, as of July 8; MC 101709, Homer B. Long, common 
carrier application, as of July 10; MC 101735, Emil Erickson, 
common carrier application, as of July 9; MC 101760, Nordin 
Miller and Obed Matson, dba Miller and Matson, common car- 
rier application, as of July 5; MC 101805, Edmund Christen, 
common carrier application, as of July 5; MC 101832, Frank 
Vajdl, common carrier application, as of July 10; MC 101843, 
George F. Ackerman, common carrier application, as of July 
10; MC 101927, Tom Charles, dba White Lands Service, com- 
mon carrier application, as of July 8; MC 101931, Clarence H. 
Thompson, common carrier application, as of July 10; MC 
102035, Ernest Zuber, contract carrier application, as of July 
8; MC 102187, Jacob Forsch, Jr., common carrier application, as 
of July 7; MC 102194, Garnet W. H. Kough, dba Kough Trans- 
fer, contract carrier application, as of July 10; MC 102259, 
Donald Weidaner, common carrier application, as of July 10; 
MC 102385, Adolph E. Winter, Jr., and Richard S. Phelps, dba 
Pathfinder Transit Lines, common carrier application, as of 
July 5; MC 102473, Sub. No. 1, Grady B. Myers, common car- 
rier application, as of July 7; MC 102503, Richard Belger, dba 
Belger Cartage Service, extension of operations, Oklahoma, 
Texas, Nebraska, and Iowa, as of July 11; MC 66562, Sub. No. 
209, Railway Express Agency, Inc., extension, Portsmouth-York 
Beach, as of July 26. 


Auto Production Cut 


William S. Knudsen, director general of the Office of Pro- 
duction Management, and Leon Henderson, administrator of 
the Office of Price Administration and Civilian Supply, were 
hosts July 29 at a luncheon attended by members of OPM, 
OPACS, and representatives of the manufacturers of passen- 
ger cars. 

“Problems surrounding the limitation of the number of 
passenger cars that can be produced by the industry during 
the model year beginning August 1 were discussed,” said OPM. 
“The industry was requested to furnish additional information 
on both truck production and the timing of the transfer of 
labor to the two billion dollars of defense work the automobile 
industry has already undertaken. Preliminary passenger car 
production schedules for the months of August, September and 
October were discussed and it was the general feeling of the 
government representatives present that the industry’s tenta- 
tive production schedules were too high and would probably 
have to be adjusted. All of the companies represented are 
working closely with OPM in an effort to secure additional 
defense contracts for their going organizations and productive 
facilities. Further work is also being carried on regarding the 
elimination of critical material even though the industry has 
made an unusually fine record in substitution to date. 

“The meeting was presided over jointly by Messrs. Knud- 
sen and Henderson. No final decisions were reached. How- 
ever, both Mr. Knudsen and Mr. Henderson complimented the 
industry on its fine attitude of cooperation with the govern- 
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ment on the large volume of defense contracts already under- 
taken and on the industry’s evident willingness to carry out 
whatever program the government believes is essential in con- 
nection with the defense effort. It was announced that OPpy 
and OPACS would confer further concerning the problems 
involved. 

“A preliminary canvass of business available to the indus- 
try through defense contracts, motor truck production and 
the passenger car production for which materials are likely 
to be available, indicates a quite considerable total volume of 
business for the industry during the coming model year. The 
representatives of the passenger car industry were informed 
that as soon as the necessary information has been compiled 
prompt action on allocation will be taken.” 


Report in Ex Parte MC 15 


The Traffic World Washington Bureau 


In a conference July 31 the Commission adopted a report 
in ex parte MC 15, regulations governing the sizes and weight 
of motor vehicles, understood to find there was need for fed- 
eral regulation of the sizes and weight of motor vehicles and 
of the qualifications and maximum hours of service of em- 
ployes of motor carriers of property, including private. In 
the transportation act of 1940 the Commission was ‘authorized 
and directed to expedite the investigation of the need for fed- 
eral regulation and to report to congress thereon at the earliest 
practicable date.” The report is expected to be completed and 
made public soon. 


Fish and Peanut Exemption 


Views of experts and of one member of Congress as to the 
meaning of section 203 (b) (6) of the motor carrier act in 
relation to the vehicles transporting fish, including shellfish and 
peanuts for purpose of illustration, have been placed in a rec- 
ord made in a further hearing conducted by Examiner Dillon 
in MC 89207, Monark Egg Corporation Contract Carrier Ap- 
plication, 26 M. C. C. 615 (see Traffic World, Dec. 7, 1940, p. 
1379). The case was reopened on account of representations 
made by shelled peanut and fish interests, in behalf of the ex- 
emption from regulation of motor vehicles used in transporting 
peanuts and fish, including shellfish, in various stages of prepa- 
ration for marketing. 

The member of Congress who appeared on the witness 
stand in the reopened proceeding was Representative Bland 
of Virginia, chairman of the House committee on merchant ma- 
rine and fisheries, author of language in the part of the statute 
mentioned saying that “nothing in this part . . . shall be con- 
strued to include . . . motor vehicles used in carrying prop- 
erty including ordinary live stock, fish (including shell fish), 
or agricultural commodities (not including manufactured prod- 
ucts thereof), if such motor vehicles are not used in carrying 
any other property, or passengers for compensation.” 

Witnesses for affected interests, fish and peanut, took the 
position that shucked oysters and shelled peanuts, for example. 
came within the exemption and were backed by the member 
of Congress who had the language relating to shell fish in- 
serted in the exemption provision. Mr. Bland said his intention 
was to exempt fish, including shell fish, as shipped by the in- 
= His intention, he said, was to make the exemption 

road. 

In its decision in the Monark application the Commission 
construed the statute so as to include within the exemption 
only commodities that had not been processed beyond the part 
incident to the harvesting ordinarily customary in the prepa- 
ration of the commodities for market by the producer. Direc- 
tor Blanning of the Commission’s Bureau of Motor Carriers 
created a commotion among those handling shelled peanuts by 
telling an inquirer that shelled peanuts were not exempt under 
the authority of the Commission’s decision in the Monark case, 
the result being applications by peanut interests for an in- 
——— (see Traffic World, May 3, p. 1121, and May 10, 
p. ; 

__ One of the fish and shell fish witnesses, Dr. Louis Rad- 
cliff of the Oyster Institute of America, once director of the 
government bureau of fisheries, in answer to questions on cross 
examination, said that a polished pearl or a pearl button, in 
a man’s shirt, came within the shellfish exemption. 


MOTOR CARRIER PROTEST FAILS 
The Commission has refused to suspend tariffs filed by 
Curlett, Doe and Jones proposing reductions in rates on bottle 
carrying cartons, fibreboard straps and strapping, permanent 
hair waiving nets, etc, dated to be effective Aug. 1 (see Traffic 
World, July 26, p. 214). 
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New Motor Carrier Merger 


With but eight motor carriers parties to the plan and with 
a proposed capitalization of only about one-third as great, 
some of the men interested in the effort of The Transport Co., 
notably B. M. Seymour, to merge motor carriers in the eastern 
part of the country, have renewed that effort, which was con- 
demned by the Commission (see Traffic World, Jan. 4, p. 
19). They announced their intention a little more than a month 
ago (see Traffic World, June 21, p. 1585). Mr. Seymour, holder 
of 43 per cent of the common stock of the new company, is 
president and treasurer. He was the president of the company 
the plan of which came to grief at the hands of the Commission. 

The new plan provides for the issuance of preferred and 
common stock of the consolidated company for the stock of 
the merged companies with no provision for anybody obtaining 
cash out of the transaction, at least none that is discernible in 
a hurried examination of the papers. A merger of that sort 
was suggested in a separate expression written by Chairman 
Eastman setting forth the reasons for the Commission’s dis- 
approval of the earlier plan. 

Under the disapproved plan covering 27 carriers and their 
non-carrier affiliates, of a total of between forty and fifty 
corporations, capitalization proposals, which were modified sev- 
eral times while the hearings were going on, the maximum 
canitalization proposal was figured at more than $30,000,000. 
The final estimate of capitalization was about $22,000,000. 

The new plan provides for the issuance of 700,000 shares 
of common stock having a par of $1 a share and 60,000 shares 
of preferred having a par of $100 a share. Both classes of 
stock are proposed to be distributed among the parties to the 
nlan the stock to be issued for acquiring the stock of the 
participating companies and providing working capital 15,000 
shares of the preferred being set aside for use in obtaining 
working capital. 

Proposals are set forth in Finance No. 1612, application 
ef Associated Transport, Inc., for the acquisition of stock, of 
control of certain motor carriers, and for the consolidation 
thereof; and in Finance No. 1613, application of Associated 
Transport, Inc., to issue securities. The parties to the annli- 
cation to acquire stock and control are the applicant, the Hor- 
ton Motor Line, Inc., Charlotte, N. C., Barnwell Brothers, 
Inc., Burlington, N. C.; Southeastern Motor Lines, Inc., Bristol, 
Va.; Transportation, Inc., Atlanta, Ga.; McCarthy Freight Sys- 
tem. Inc., Taunton, Mass., Consolidated Motor Lines, Inc., 
Hartford, Conn.; M. Moran Transportation Lines, Inc., Buffalo, 
N. Y.. and Arrow Carrier Corporation, Paterson, N. J. 

The officers of Associated Transport, Inc., the new com- 
nany, are: H. D. Horton, chairman of the board; Buree M. 
Seymour, New York, president and treasurer; and Bertha D. 
Ryan. New York, secretary. 

The directors are to be the chairman and the president 
of the new company, and Edward J. Arbour, of Consolidated 
Motor Lines; J. J. McCarthy, of McCarthy Freight System; 
J. P. Altwater, M. Moran Transportation Line; R. W. Barnwell, 
Rarnwell Brothers; C. C. Brock, Southeastern Motor Lines; 
W. L. Moore, Transportation, Inc., and J. S. Arnold, Arrow 
Carrier Corporation. 

In the prior attempt to merge these and other carriers, 
‘hn Loeb & Co. acquired Arrow so as to qualify The Trans- 
mrt Co.. the applicant asking for authority to acquire the 
“her carriers intended to be put into the new company. From 
‘set it was inferred that control of that company would be 
‘ld by the banking house to the new company, if it was still 
the owner of that stock. 


_The new company shows a pro forma balance sheet. in 
wh'ch its assets, after giving effect to contingent sale of stock 
on July 22 and other transactions provided for in the papers on 
whch the merger is founded, are shown as $10,900,435. As of 
‘vril 30, adjusted assets are shown as $9,766,306. Of that sum 
‘he assets of affiliated companies, either owned outright by 
one of the eight companies that are merging their properties 
or bv the stockholders of the merging companies are shown 
*S $1.152.094, the assets of the operating companies making 
up the remainder of the $9,766,306. 

s The states in which the merger company will operate are: 
, 1ssachusetts, Rhode Island, Connecticut, New York. New 
*rsev. Pennsylvania, Ohio, Virginia, Maryland, West Virein‘a. 
Delaware, North Carolina. South Carolina, Tennessee, Alabama, 
Mississippi, Georgia, Florida and Louisiana. 

The Transport Co., which made the unsuccessful effort 
z make a merger, is one of the heavy stockholders in the 
qumosed merged company, owning 11,278 or 15.8 per cent of 
= common shares. B. M. Seymour, the president and treas- 
— of the company, however, is the big stockholder. own‘ne 
; 40 shares or 43.7 per cent of the common shares. Other 
arge stockholders are H. D. Horton, holding 10.562 or 14.77 
er cent of common shares; J. P. Altwater, holding 2.800 or 
92 per cent of common; Phoenix Securities Corporation, hold- 


fe 
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ing 2,271 or 3.17 per cent of common shares; and Evere.t J. 
oe trustee, holding 1,858 or 2.59 per cent of the common 
shares. 

A reference mark after the name of Mr. Seymour says 
that he, agreeable to an offer of Associated Transport, Inc., 
has purchased at par the common stock listed after his name 
out of those shares allocated to be sold to raise funds for the 
prosecution of the current application. It says that Seymour 
has no agreement or understanding to purchase or otherwise 
acquire any additional stock of Associated Transport, Inc., from 
any source whatsoever. 

The Commission has set the application of Associated 
Transport, Inc., for hearing in Washington, August 18, before 
Examiner Baker. 


Truck Freight Loading 


More than 77 per cent of all the freight transported by 
220 reporting for-hire motor property carriers in June was re- 
ported by carriers of general freight, said the American Truck- 
ing Associations, Inc., in its monthly statement on truck freight 
loadings (see Traffic World, July 26). The total loading re- 
ported was 1,700,451 tons, 2.7 per cent under May and 35.3 per 
cent above June last year. 

Transporters of petroleum products, accounting for almost 
8 per cent of the total tonnage reported, showed an increase 
of 5.1 per cent over May, and an increase of 15.1 per cent over 
June, 1940. Carriers in this category stated the increase was 
due to the shortage in other transportation facilities. 

Movement of new automobiles and trucks, constituting 
almost 6 per cent of the total tonnage, declined 7.9 per cent 
in June, as compared with May, but held 52.9 per cent over 
June of last year. 

Haulers of iron and steel products reported a little more 
than 4 per cent of the total tonnage. The volume of these 
commodities showed a slight increase of 0.4 per cent over May, 
and an increase of 61.5 per cent over June, 1940. 

A little more than 4 per cent of the total tonnage reported 
was miscellaneous commodities, including tobacco, milk, textile 
products, building materials, coal, cement and household goods. 
Tonnage in this class decreased 2.5 per cent under May, but 
held 14.6 per cent over June of last year. 


MOTOR TARIFF REJECTED 


The Commission, division 2, has rejected tariff MF-I. C. C. . 
No. 1 of Lewis G. Wilke, of Blue Earth, Minn., presented to 
it for filing. It said it appeared that Wilke proposed to estab- 
lish rates for transportation services for which the carrier 
had no operating authority, and that it was not in consonance 
with section 217(a) of the interstate commerce act and was 
- entitled to be received or filed by it under the provisions 
of the act. 


Contract Carriers Oppose Probe 


The Contract Carrier Division of the American Trucking 
Associations, Inc., replying to the ninety-third petition of East- 
ern Motor Freight Conference, Inc., for a modification of the 
minimum rates prescribed by the Commission in Ex Parte 
MC-22, motor carrier rates in New England, says that if the 
Commission granted the petition of the conference for an in- 
vestigation of the charges of contract carriers, the confusion 
already existing in that territory would be magnified. The 
division asked the Commission to deny the application. 

The petition also asked for such an investigation into the 
rates of motor common carriers, rail carriers and water car- 
riers, on sugar from the origin points named in an appendix to 
points in Connecticut and Rhode Island, with a view to having 
the Commission prescribe reasonable minimum rates and 
charges on such traffic via all carriers. 

According to the reply of the Contract Carrier Division, 
the petition of the Eastern Motor Freight Conference sets forth 
no facts showing the need for an investigation into the charges 
of contract motor carriers. It said a statement by the confer- 
ence that contract motor carriers competed for the traffic was a 
conclusion which was unsupported by any facts. Likewise, the 
division said, the statement that contract carriers transported 
this property at low transportation rates was offered unsup- 
ported by facts. It said that the issues as to rates had been 
keenly litigated, and that fact was demonstrated, it said, by 
the fact that this was the ninety-third petition asking for modi- 
fication of the Commission’s order of August 3, 1938, prescrib- 
ing minimum rates. That tremendous volume of litigation, the 
division added, had arisen with only the common carriers’ rates 
at issue. 

“If the contract carrier charges,” it added, “are brought 
into the case, the volume of litigation will naturally increase 
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greatly, which, in turn, will confuse the matters which are 
presently being litigated. Inclusion of contract motor carrier 
rates in this proceeding will not only increase the volume of 
litigation before the Commission, but will also bring in issue 
additional questions which are not now being litigated.” 

The division expressed the opinion that formal complaint 
was a method by which the conference could reach the matter 
it had in mind. It said the petitioner might file a complaint 
against those contract carriers which it considered were charg- 
ing unduly low rates, and if such complaint set forth sufficient 
facts, the Commission would grant proper relief. 





EXCEPTIONS TO MOTOR REPORTS 


MC 59309, Sub. No. 1, Harry L. Tanner, extension of op- 
erations, Illinois. Time for filing exceptions to recommende 
order extended to August 21. ; 


KEESHIN INJUNCTION CASE 


Hearing in federal court at Chicago on the Commission’s 
petition for an injunction against the Keeshin Motor Express 
Company, originally set for July 15 and later for July 29, has 
been postponed until August 12. The Commission alleged that 
the defendant has charged intrastate rates lower than applicable 
interstate rates on shipments moving from Chicago to East St. 
Louis, Ill., via St. Louis (see Traffic World, June 28, p. 1638). 


MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 

MC 66562 Sub. No. 211, Railway Express Agency, extension, 
race horses. 





AUTO FACTORY SALES 


June factory sales of motor vehicles surpassed the May 
figure which was the highest for any month since April, 1937, 
the Census Bureau, Department of Commerce, reported. 

Total factory sales of motor vehicles manufactured in the 
United States, including complete units of vehicles reported as 
assembled in foreign countries from parts made in the United 
States, totaled 520,521. The May figure was 518,748. 

Of the 520,521 motor vehicles reported for June, 418,983 
were passenger cars and 101,538 were commercial cars, trucks, 
or road tractors. 

In the first six months of this year, factory sales of motor 
vehicles totaled 2,995,823, compared with 2,428,528 during the 
corresponding 1940 period. 


TRANSCO SYSTEM MOTOR SERVICE 


Transco System, Inc., has been organized to coordinate 
the services and dove-tail the schedules of a number of motor 
carriers so as to provide expeditious transcontinental motor 
freight service. Members of the system are Interstate Motor 
Lines, Salt Lake City, Utah; Cotant Truck Lines, Pocatello, 
Ida.; Garrett Freight Lines, Pocatello; M. K. & C. Truck 
Lines, Kansas City, Mo., and Watson Brothers Transporta- 
tion Company, Omaha, Neb. Service is now available between 
Chicago and Pacific Coast points and it is hoped soon to extend 
it to the Atlantic seaboard. Headquarters of the system are 
at Denver, Col., with F. R. Nogg, general sales manager of the 
Watson Company, as actine manager. Elton Cooley is chair- 
man of the board, and F V. Watson, B. D. Blaney, Clarence 
Garrett, and J. O. Cotant are members. The new service, it 
is claimed, will make it possible for motor freight shipments 
to move on accurate schedules, so that shipments may be traced 
and the time of delivery made certain. 


BEER CARRIER PERMIT APPLICATION 


Their grandfather application having been denied by the 
Commission, owners of the Koch’s Motor Service, Waukegan, 
Ill., sought to show, at a hearing before joint board No. 12 and 
Examiner A. W. Hagerty at Chicago, July 28, that they should 
receive authority to operate as a motor contract carrier by 
virtue of public convenience and necessity. The hearing was in 
MC 27089, Sub. 1, Koch’s Motor Service, permit. The Com- 
mission in an order denying the grandfather application, issued 
January 2, found that the operations of the applicants as a car- 
rier of malt beverages from Milwaukee to Chicago and of 
empty malt beverage containers in the opposite direction had 
been interrupted since the grandfather date. Ray Koch and 
Edward P. Cook, owners of the company, have asked the federal 
court at Chicago for an injunction forbidding the enforcement 
of the Commission’s order (see Traffic World, June 14, p. 1505). 

Mr. Koch testified at the hearing that he and his partner 
carried malt beverages from the Blatz Brewing Company; that 
special refrigeration and handling services were required, and 
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that they performed their services on a profitable basis. 


resentatives of the Chicago and North Western, of plittect a 
common motor carriers, and of the Central Motor Freight Aggo. 
ciation, opposing the application, sought to show that the traffic 
required no special handling services their companies could not 
offer the shipper and that existing transportation facilities 
were ample. 


NO HEARING ON BOYD MOTOR PURCHASE 


The Commission has announced that no public hearing 
will be held in connection with the application, MC F-16098 
of Massachusetts Northeastern Transportation Co., of Merri- 
mac, Mass., to purchase the motor operating rights of E. Belle 
Boyd and Samuel F. Boyd, Jr., dba Granite State Lines, of 
Newton, N. M., unless good cause therefor is shown (gee 
Traffic World, July 19, p. 132). A detailed statement of the 
routes is contained in the application, copies of which are on 
file and may be inspected at the Commission’s offices in Wash- 
ington, or offices of the regulatory authorities of Maine, Mas- 
sachusetts, New Hampshire, New York and Vermont. Any 
interested party desiring to make representation to the Com- 
mission as to the granting or denying of the application is to 
do so in writing within 15 days from July 30, says the Com. 
mission. 


BEST MOTOR CONTROL AND PURCHASE 


The Commission has announced that no public hearing 
will be held in connection with the application of Best Motor 
Lines, of Dallas, Tex., to purchase motor-vehicle operating 
rights of Highway Motor Freight Lines, Inc. (D. C. Sanders, 
trustee), also of Dallas, and the application of D. C. Arn- 
strong, Ft. Worth, Tex., L. B. Brown, Houston, Tex., H. E, 
English, Dallas, Tex., W. A. Johnson, Ft. Worth, Ed. Sproles, 
Ft. Worth, to acquire control, through ownership of stock, of 
Best Motor Lines, unless good cause therefor is shown. A 
detailed statement of the routes, a notice by the Commission 
says, is contained in the applications, copies of which are on 
file and may be inspected at the Commission’s offices in Wash- 
ington, or offices of the regulatory authorities of Illinois, In- 
diana, Kansas, Missouri, Ohio, Oklahoma and Texas. Any 
interested party desiring to make representation to the Com- 
mission as to the granting or denying of the applications, the 
notice continues, should submit such representations in writ- 
ing within 15 days from July 31. 


MOTOR VEHICLE TAX DATA 


Proceeds of state imposts on motor vehicles operated for 
hire and other motor carriers amounted to $17,913,000 in 1940, 
according to data compiled from reports of state authorities 
by the Public Roads Administration of the Federal Works 
Agency. 

These state imposts were made up as follows: Gross re- 
ceipts taxes, $4,576,000; mileage, ton-mile and passenger-mile 
taxes, $5,779,000; special license fees and franchise taxes-—on 
weight or capacity basis, $5,475,000, and on flat rate basis, 
$1,037,000; certificate or permit fees, $711,000; caravan taxes, 
$237,000; miscellaneous receipts, $98,000. 

Not all the states impose the kinds of taxes indicated. 
California collected $2,874,000 in gross receipt taxes. Kansas 
collected $1,400,000 in mileage, ton-mile, and passenger-mile 
taxes. Indiana collected $1,293,000 in special license fees and 
franchise taxes on weight or capacity basis, and in that same 
class Wisconsin collected $1,362,000. 

Revenue from state motor fuel taxes in 1940 amounted to 
$870,136,000 as against $821,656,000 in 1939. Total receipts 
from registration and other fees were $439,178,000 as against 
$412,494,000 in 1939. The latter figures were included in data 
made public recently by the Public Roads Administration (see 
Traffic World, June 7, p. 1457). 


MOTOR RATES ON MAGAZINES 


Six hundred and seventy-seven motor carriers operating 
between points in Central territory, on the one hand, and points 
in Middle-Atlantic and New England territories, on the other, 
are named defendants in a complaint, MC C-286, filed by the 
Eastern-Central Motor Carriers Association, of Akron, 0., 
alleging that the defendants, parties to Agent Everett H. Rus- 
sell’s tariff No. 14A, MF-I. C. C. No. 33, which names excep- 
tions to Agent C. F. Jackson’s National Motor Freight Clas- 
sification MF-I. C. C. No. 9, are maintaining third class less- 
truckload rates on magazines and periodicals between points 
in the aforesaid territories and that such rates are unduly an 
unreasonably preferential to and prejudicial of similar traffic 
moving within these territories on the basis of second class 
less-truckload rates. 

The complaint says that, with the exception of the tert! 
tory under the rate-publishing jurisdiction of complainants 
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publishing agent, Agent Russell, the generally prevailing inter- 
state basis of rates on magazines and periodicals in the states 
served by the defendants is second class via both rail and com- 
mon motor carriers, l. c. 1. and 1. t. l. It alleges that the 
maintenance of third class 1. t. l. rates on magazines and 
periodicals by defendants between the states designated is due 
entirely to the independent action of one carrier; namely, the 
A. C. E. Transportation Co., Inc., of Akron. This carrier, com- 
plainant avers, insists on continuance of “this depressed basis” 
contrary to views of the “overwhelming majority” of com- 
plainant’s members “which consider no deviation from the 
classification basis of second class necessary or in any manner 
justified.” 

Complainant asks the Commission to issue a cease and 
desist order and to establish, for the future, second class rates 
in lieu of third class rates for transportation of magazines and 
periodicals between the states designated in the complaint. 


MILLER MOTOR ACTIVITIES PROBE 


Whether the J. Miller Co., of Cleveland, O., a motor com- 
mon carrier of steel and steel products, non-ferrous metals, 
machinery, supplies and lumber used by steel companies, over 
irregular routes, between points in Ohio, New York, and Penn- 
sylvania, and between Ashland, Ky., on the one hand, and 
points in Ohio, New York, Pennsylvania and West Virginia, on 
the other, has digressed from its irregular route authority and 
is now engaged in such operations over regular routes, is a 
subject of investigation, instituted by the Commission, divi- 
sion 5, in MC C-292, transportation activities of the J. Miller 
Co., Cleveland, O. 

The J. Miller Co. was authorized by division 5, in its report 
in MC 78228, 23 M. C. C. 421, to operate over irregular routes 
in carrying the commodities named and between the points 
mentioned. The Commission said it appeared there was a 
definite basis for doubt whether the carrier’s operations were 
over irregular routes or whether it had digressed from its 
authority. The investigation is with a view to determining 
whether any of Miller’s activities violate any of the provi- 
sions of part II of the interstate commerce act. 


1940 BUS LINE REVENUES 


Net operating revenues of Class I intercity motor carriers 
of passengers for 1940 were $2,464,788, or about 13 per cent 
less than the corresponding total for 1939, while the net oper- 
ating revenues of Class I local or suburban bus lines for 1940 
were $662,410, or about 37 per cent, ahead of the preceding 
year’s total, according to a statistical report, statement No. 
Q-750(BRE), prepared by the Commission’s Bureau of Sta- 
tistics, summarizing reports representing 201 motor carriers 
of passengers for the twelve months ended December 31, 1940. 
The Class I motor carriers are those having annual gross oper- 
ating revenues of $100,000 or more. 

The statement showed that while operating revenues of 
the intercity carriers increased 2.8 per cent, from a 1939 total 
of $122,918,783 to a 1940 total of $126,322,625, their expenses 
increased 5.6 per cent from a 1939 total of $104,153,458 to a 
1940 total of $110,022,088. Thus their net operating revenues 
for 1940 were $16,300,537, as against $18,765,325 in 1939. 

Operating revenues of local or suburban carriers in 1940 
amounted to $26,881,877, 23.3 per cent above the 1939 total, 
which was $21,803,592. Their expenses rose 22.1 per cent, from 
$20,024,823 in 1939 to $24,440,698 in 1940, and their net operat- 
ing revenues, accordingly, increased from $1,778,769 in 1939 
to $2,441,179 in 1940. The grand total of net operating reve- 
nues of the intercity and local and suburban carriers for 1940 
was $18,741,716, compared with $20,544,094 for 1939. 


RAIL LABOR AND ST. LAWRENCE CANAL 


_ Heads of the five railroad operating brotherhoods, meeting in 
Chicago for wages and rules negotiations, issued’a statement the 
afternoon of July 29, urging their local organizations through- 
out the country to express opposition to the St. Lawrence 
Waterway and power project. The seaway, if built, they said, 
would reduce railroad employment and replace domestic raw 
materials with cheaper importations. The statement calls 
attention to heavy importations of foreign coal now being 
made through Atlantic ports and asserts that, if the St. 

Wrence channel is built, “Russian coal will be delivered to 
the head of the lakes and td inland ports in Canada and 
hundreds of thousands of tons of coal will never leave Amer- 
_ mines.” Foreign iron ore, also, it says, will replace domestic 

e, 

On the power aspects of the project, the statement says it 
Would be much faster to develop latent power at Niagara 
Falls for present excess domestic and defense needs. The 
Niagara Falls plants could be put in service in a maximum 
lime of two years, while no power could be made available 
from the St. Lawrence project in under five years, it says. 





St. Lawrence Waterway 
The Traffic World Washington Bureau 


That a deepening of the St. Lawrence channel could not 
possibly help American coal in lowered transportation costs 
and that it would, instead, help foreign coals delivery to addi- 
tional Canadian ports and save connecting rail hauls were 
contentions presented before the House rivers and harbors 
committee July 28 by John L. Lewis, president of the United 
Mine Workers of America, as the committee reopened hear- 
ings on H. R. 4927, after a week-end inspection trip to the 
Buffalo, N. Y., and Cleveland, O., harbors and through the 
Welland Canal. The considered bill would give approval by 
Congress to the St. Lawrence waterway and power project 
agreement sent to Congress by the President. 


Mr. Lewis said Canada wes geographically linked to 
American coal, that it was a natural American market, and 
that American coals used by Canada were for the most part 
transported in part, or full, by water transport. 

After discussing American mining and production costs 
as compared with those of other nations, the witness said: 


The only future hope we have of selling wheat and grains to other 
nations lies in our continued export subsidies, which must be upped 
and upped beyond the point of reasonableness. Otherwise we are 
out. The same will be true of lard, edible oils from cottonseed and 
soybeans, meat and canned goods and all other commodities. 

The St. Lawrence waterway will be an invitation, a new peril, in 
the barter game, for other countries to unload whatever they have 
for whatever price or trade arrangement that can be negotiated, in 
order io maintain exchange money and rates. Let’s not mistake this 
certainty. 


He added that “somewhere along the line of endeavor, we 
must face the sad realities of present-day spending.” He 
directed much of his criticism of the project toward the power 
development proposal, and asserted that “the stupidity of gov- 
ernment agency propaganda in support of the St. Lawrence 
propect ... is almost unbelievable.” 


In the beginning of his testimony, Mr. Lewis said: 


Rejected in 1934 as being totally unnecessary for either power or 
commerce, it is here again in a new dress—patriotism—wartime de- 
fense. It is being propelled by all the adjectives known to the sea- 
soned campaigner, plus all of the wartime facilities of an over recruited, 
high-powered publicity staff. 

The waterway is being paraded as a wartime-defense 
project.’’ 

The methods of intimidation being employed by its sponsors are 
designed to enlist and force patriotic pressure, to wilt the opponents, 
alleging that our foreign foes, real or imaginary, must not learn of 
any disunity in the great preparedness program. The new dress of 
defense necessity is calculated to lift the proposal from the mire of 
the monstrous and uneconomic, and make those, who know better, 
accept it as an essential arm of national defense. 

The United Mine Workers do not propose to be taken in by political 
pitchmen operating under the cloak of defense needs. 

Frankly, we do not believe this project has any economic warrant 
in fact. 


‘“‘must 


Representative Van Zandt, of Pennsylvania, inserted in 
the Congressional Record of July 28 a statement prepared at 
his request by the Bureau of Railway Economics of the Asso- 
ciation of American Railroads in refutation of observations 
by the St. Lawrence Survey, Department of Commerce, in 
part V of its series of reports on the St. Lawrence seaway and 
power project (see Traffic World, July 12, p. 95). Part V is 
entitled “The St. Lawrence Seaway and Future Requirements.” 

The A. A. R. bureau’s statement said that part V, having 
reached an estimate of the freight traffic that would be offered 
to the railways for movement in the future, proceeded to con- 
sider the ability of the railroads to handle such a volume and 
reached the conclusion that they would fall down on the job 
and that the St. Lawrence project, therefore, should be carried 
out to relieve congestion on the railroads. 


“Any venture into the future of this country, 10 to 30 
years ahead, is a highly speculative undertaking,” said the 
A. A. R. bureau. “The railroads do not contend that their 
traffic will not increase in the future; on the contrary, they 
earnestly hope that there will be growth, and that the progress 
will be as great as estimated in part V.... 

“Part V makes an estimate of an average annual railway 
tonnage of 1,099,180,000 tons in the 10-year period 1950-1959. 
Can the railroads handle such a volume of traffic? Part V 
replies in the negative. The record of the railroads themselves 
supplies an emphatic affirmative answer. They have handled 
such a volume in the past, they are handling it today, and they 
will handle it in the future if it is offered to them.” 

Quoting a statement in part V that the seaway would “do 
no more than assist in carrying a small part of the greatly in- 
creased load in the future for which the railroads are not yet 
equipped,” the A. A. R. argued that if the tonnage to be di- 
verted from the rails was so trivial in amount, the government, 
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“under present defense conditions, where every dollar is vital,” 
could not afford to spend “this large sum of money” for a 
project which accomplished so little. 


Hearings to End August 6 


In a session July 29 in which it heard three witnesses, the 
committee voted to conclude the hearings on H. R. 4927, Au- 
gust 6, and to limit the time allotted to each committee member 
for questioning of a witness to five minutes. Chairman Mans- 
field said that 33 more witnesses were scheduled to appear 
before the committee, adding that he would confer with T. J. 
McGrath, director of the National St. Lawrence Project Con- 
ference, in an effort to obtain agreements from some of those 
witnesses to file statements for inclusion in the record rather 
than to testify and subject themselves to questioning. 

Representative Pittenger, of Minnesota, said he hoped the 
committee would permit representatives of the railroads and 
the railroad brotherhoods to testify. 

Representative Flannery, of Pennsylvania, was the first 
witness before the committee July 29. He said the seaway and 
power project would operate to the detriment of the anthra- 
cite coal industry in his district. That industry had every- 
thing to lose and nothing to gain in this project, he contended. 
He said it would invite an invasion of foreign commerce. At 
no time, said he, would the project be sound, and at this time, 
he added, it would be a grievous mistake. 

Alexander C. Brown, vice president of the Cleveland-Cliffs 
Iron Co., representing also the Cleveland-Cliffs Steamship 
Co., operators of iron mines and Great Lakes iron ore vessels, 
testified that the seaway as a transportation project could not 
be justified for one or the other of the following reasons: (1) 
if foreign ships, subsidized with American money, used the 
canal to import foreign goods and materials in large volume, 
irreparable harm would be done to American labor and Ameri- 
can industries; or, (2) if this cheap foreign competition was 
excluded to a large extent by a tariff wall, the tonnage trans- 
ported would be insufficient to warrant the “enormous” ex- 
penditure for construction and maintenance. 

Mr. Brown said that this year 295 ore vessels of U. S. 
registry, all especially constructed for iron ore service, were 
expected to transport about 75,000,000 gross tons of iron ore, 
or about 10,000,000 tons more than had ever been brought 
down the lakes before. If the iron ore industry was allowed 
to maintain its natural frontier, he said, it would continue to 
grow in importance, as the ore reserves of the Lake Superior 
district were estimated at between 2 and 2% billion gross tons 
of high-grade iron ore, besides billions of tons of lower-grade 
ore. Foreign boats using the present 14-foot channel paid their 
sailors about $24 a month in contrast to a minimum of $96 a 
month now paid ordinary deck hands on the bulk freighters 
of the U. S. lake fleet, he added. He noted that the labor rate 
in Brazil, in which rich iron ores existed, was only 5 cents 
an hour, compared with a minimum rate in the Lake Superior 
mines of 72% cents an hour. 

“It is not the waterway that is required for national de- 
fense,” he observed, “but the maintenance of our own domes- 
tic source of raw materials and our great inland lake fleet, 
both of which the waterway threatens to curtail, if not to ruin.” 

Mayor James P. Costello, of Hazleton, Pa., testified that 
he had been directed by anthracite coal trades associations in 
five Pennsylvania counties to tell the committee, with respect 
to the seaway and power project, that “we’re agin it.” He 
said the people he represented felt they were entitled to live 
without “opposition by federal funds.” 

A statement by M. D. Griffith, executive vice-president of 
the New York Board of Trade, opposing the project, was filed 
and made part of the record. It asserted, among other things, 
that carriers of the United States now were competing with 
the government-owned transportation system of Canada. 

A reporter at President Roosevelt’s press conference July 
29 said the suggestion had been made that the power that 
would be developed in the St. Lawrence as part of the project 
covered by the agreement between the United States and Can- 
ada would belong to the federal government rather than to the 
State of New York, because of the decision of the Supreme 
Court of the United States in the Appalachian power company 
case. He asked the President what his views were on this 
matter. The President explained that, because of opinions he 
had expressed when he was governor of New York, he was, in 
a sense, precluded from saying that the State of New York 
did not have title to the water half-way out in the St. Law- 
rence. He added that he did not expect any difficulty with the 
state of New York over any questions as to the power rights, 
as the construction of the dam in question was being treated 
as a necessary project for national defense. In the course of 
his discussion, the President indicated that he was confident 
that Congress would pass the bill H. R. 4927, for approval of 
the U. S.-Canada agreement. 


Representative Dondero, of Michigan, 


inserted in the 
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Congressional Record of July 29 a letter sent to Chairman 
Mansfield by N. R. Danielian, director of the St. Lawrence 
Survey, Department of Commerce, setting out the views of 
the Survey as to the effect of the St. Lawrence development 
on the American coal industry. Among other things, the letter 
said: 

Generally, the Survey finds that our domestic market for coal wij] 
be unaffected; that the Canadian market will remain unaffected anq 
may even increase; and that the consumption of coal in the genera. 
tion of electric energy, as well as for industrial uses, may be greatly 
increased on account of the low-cost hydro-electric energy that the St, 
Lawrence will make available. 


Armand J. Brissette, Jr., of the staff of the National Asso. 
ciation of Manufacturers, testified before the committee July 
30. He asserted that the project would be a hindrance rather 
than a stimulus to the defense program, and that existing 
power plants could supply all the electric energy needed for 
defense production purposes. 

George H. Minott, of Portland, Me., a member of the Port 
of Portland Authority, read a statement prepared by Henry 
F. Merrill, president of the port authority, who was unable to 
appear at the hearing because of illness. The statement said 
that none of the large ocean liners now carrying passengers 
and freight in and out of U. S. seaboard ports would consider 
using the proposed seaway if it were built. He noted that 
grain and lumber had been shipped across the Atlantic from 
Montreal via Portland because the St. Lawrence was frozen 
up in the winter months. 

Walter P. Hedden, of New Rochelle, N. Y., chief of the 
bureau of commerce of the Port of New York Authority since 
1928, testified as an individual, not on behalf of the port av- 
thority, the explanation being made by Chairman Mansfield 
that a resolution by the port authority opposing the St. Law- 
rence project had been vetoed by the governors of New York 
and New Jersey, that the resolution then had been withdrawn 
and that the governors thereupon had withdrawn their vetoes. 

He referred to a St. Lawrence Survey estimate that 
6,000,000 tons of Canadian origin and 10,000,000 tons of U. S. 
origin would be transported on the seaway, the latter figure 
consisting of 4,000,000 tons of export-import business and 
6,000,000 tons assumed new intercoastal commerce between 
the Great Lakes and the Atlantic, Gulf and seaboard ports. If 
the 6,000,000 tons proved to be a mirage, the principal justifi- 
cation for the seaway was lost, he contended. He then showed 
that the shortest route for movement of tonnage between New 
York and Detroit via the proposed seaway was 2,282.6 miles, 
while the present all-water route from New York to Detroit, 
by way of the Hudson river, the New York State Canal sys- 
tem and the Great Lakes, was 752.6 miles long. He maintained 
that, as cargo carriers for the commodities now offered for 
movement between the Great Lakes and the Atlantic seaboard, 
vessels now operating through the New York State canal were 
more economical than would be any service which could be 
offered over the circuitous route through the Gulf of St. Law- 
rence in larger ships. 

“My experience with rates charged by coastwise lines as 
contrasted to those charged by lines operating through the 
New York State canal for comparable distances,” he said, 
‘indicates that the canal lines rates are anywhere from 5 cents 
to 17 cents a hundred pounds less than the coastwise deep-sea 
ship rates.” Later, he told Chairman Mansfield he referred 
to rates on package freight. Continuing, he said: 


Every effort is being made to provide more shipping promptly and 
to make the most effective use of the ocean vessels in hand. If the 
St. Lawrence seaway were open today the handling of essential sup- 
plies in ocean vessels between Great Lakes ports and overseas destination 
would, in my judgment, increase the difficulties. From the Great 
Lakes to the Atlantic seaboard there exist today a multiplicity of 
facilities for freight haulage, including not only railroads but inland 
waterways, pipe lines and motor trucks. To take freight from these 
facilities and divert it to ocean bottoms in which there is a serious 
shortage for movement from the lakes to the open ocean, seems to me 
an obvious waste of transportation equipment which is badly needed 
elsewhere. 


Freight Rates Discussed 


“Railroads are geared to exact the last farthing of revenue 
from the coal production of the country in volume freight,” said 
Mr. Lewis, president of the United Mine Workers of America, 
in answering a series of inquiries about coal prices by mem 
bers of the committee. ; 

The coal freight rate discussion began after Representative 
Bender, of Ohio, asked what reason there was for high coal 
prices to New England consumers. Mr. Lewis said the reasons 
were disorganization of transportation, injury to docks, the 
railroads’ inability to deliver coal, “which has resulted In 
widespread idleness in the mining industry.” Chairman Mans- 
field, noting that coal retailed for $8 a ton at Alexandria, Va., 
asked what the value was at the mine and was told by the 
witness it was $2.35 or $2.45 a ton. 
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“Six dollars or over between the mine and the consumer?” 
asked Mr. Mansfield. 

“That’s right,” said Mr. Lewis. 

“What constitutes that?” Mr. Mansfield inquired. 

“Railroads, chiefly,” replied the witness. “We have the 
highest freight rate structure in the world, the most expen- 
sive. Coal is about 24 per cent of the total revenue bearing 
freight on all railroads in the country, and on some railroad 
systems it is much higher... .” 

“On the Pittsburgh & Lake Erie it is the highest?” asked 
the chairman. 

“Pittsburgh & Lake Erie, Norfolk & Western, the Vir- 
ginian, Chesapeake & Ohio, the L. & N. and various other 
roads,” said Mr. Lewis. “The railroads try to get from their 
coal tariffs all the traffic will bear.” 

“They don’t get more than about $3 a ton, do they?” the 
chairman asked. 

“On an average, about $2.25,” said the witness. “For in- 
stance, a railroad will haul a carload of grain from Buffalo 
to tidewater, in carload lots, a perishable freight, for the same 
price that it will haul a carload of coal from Wilkes-Barre or 
Hazelton, Pa., to tidewater in trainload lots, a non-perishable 
commodity, and a down-haul pull, merely because the railroads 
are geared to exact the last farthing of revenue from the coal 
production of the country in volume freight. Of course, gentle- 
men, we know some of the troubles of the railroad systems. 
I could talk indefinitely on that, but you are probably as well 
posted as I am.” 

Dr. W. T. Jackman, of Toronto, Canada, professor of trans- 
portation at the University of Toronto, said that correspondence 
between Premier King of Canada and President Roosevelt 
showed clearly that Canada did not desire “to divert her finan- 
cial resources and man power from her war effort in order to 
go ahead with the St. Lawrence project.” Some Canadians 
favored the project, he said, simply because President Roosevelt, 
“a foe of Hitlerism,” sought it. He declared that the ships 
which were now in urgent demand were submarines, submarine 
chasers and cargo carriers, not naval vessels, and asked what 
would be the use of spending great sums in deepening the St. 
Lawrence and constructing naval establishments when this river 
was closed to navigation five months of the year. 


Louis C. Madeira, III, of New York City, executive director 
of the Anthracite Institute, said that at the end of the present 
war large quantities of coal from foreign countries would re- 
appear in Canada, “one of America’s largest coal markets.” If 
at that time, he continued, a waterway had been constructed 
which gave access to ocean-going vessels to Canadian inland 
ports on the Great Lakes and to all U. S. ports on those lakes, 
these foreign coals would be in position to invade markets now 
absorbing between 4,000,000 and 6,000,000 tons of Pennsylvania 
anthracite, resulting in harm not only to the U. S. anthracite in- 
dustry, but also to the railroads transporting the coal and to 
retailers engaged in its distribution. 


Cleveland A. Newton, general counsel of the Mississippi 
Valley Association, said that since there was a fall of approxi- 
mately 147 feet from Lake Michigan to the Illinois river, it was 
impossible to make a navigable waterway from the lakes to 
the Gulf without adequate diversion from Lake Michigan, and 
urged, on behalf of the association, that the diversion from Lake 
Michigan be not limited by treaty. Without an adequate Lakes- 
to-the-Gulf waterway, he said, the St. Lawrence seaway would 
be destructive to “our southern ports” and would “double the 
handicap which the Panama Canal has imposed on the middle 
west.” He observed that the proposed agreement of 1941 
omitted a clause that was contained in a proposed treaty with 
Canada in 1938, to safeguard the sovereignty of the United 
States over Lake Michigan. 


G. H. Pouder, executive vice-president of the Baltimore, 
Md., Association of Commerce, said it was likely that millions 
of tons of freight annually would be diverted from existing 
transportation routes to the seaway, and contended that vari- 
ous conditions on the latter route might make it impracticable 
for use by U. S. ships, though foreign flag vessels of the tramp 
type would have no difficulty in operating via the waterway. 
On the basis of figures used in part IV of the St. Lawrence 
Survey reports, he averred that the seaway would divert 660,000 
tons, or about 11.6 per cent of the average annual foreign trade 
of the Port of Baltimore, from that port. 

_ E. H. Thornton, general manager of the New Orleans, La., 
Joint Traffic Bureau, said, in his testimony before the commit- 
tee July 31, that the proposed seaway would cause New Or- 
leans to lose practically all of the foreign commerce moving 
throug} that port from and to the northern Mississippi Valley 
territory. With a scarcity of manufacturers in its vicinity, New 
Orleans had to reach up into the northern Mississippi Valley 
area to obtain a share of the manufactured goods exported 
Sufficient to carry on regular steamship services. He explained 
that foreign tramp steamers could, because of low operating 
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costs, transport shipments of coffee, for example, via the sea- 
way to Chicago for less than they were now being shipped via 
New Orleans to Chicago. 

C. E. Widell, of Nashville, Tenn., transportation adviser of 
the Southern Industrial Council and transportation director of 
the Tennessee Manufacturers Association, said it took no very 
great dislocation of traffic to affect the trend of commerce 
through various U. S. ports. 

“Witness, for instance, what is happening today at Mobile, 
Ala., where, due to war diversions, the port of Mobile is nearly 
stagnant. Look a little farther and envision a peacetime diver- 
sion to and from northern markets by way of the St. Lawrence 
seaway which heretofore has moved through our southern 
ports.” 

He expressed “nervousness” over the future of water trans- 
portation in the United States, saying that the railroads were 
being asked to make substantial reductions in their rates, and 
that such reductions were not designed to meet water competi- 
tion, as most ships had been “taken away” by the Maritime 
Commission, but to see to it that steamship competition did 
not reappear. 

Answering a question by Representative Pittenger, of Min- 
nesota, who said Representative Rankin, of Mississippi, had 
attributed many of the ills of the south to high freight rates, 
Mr. Widell said that, generally speaking, freight rates in the 
south were no higher than in the rest of the United States. 
Asked to explain that statement, he said he believed Mr. Ran- 
kin referred to the class rate structure, rather than to com- 
modity rates. First class rates under the southern scale, he 
added, were about 39 per cent higher in the south than in the 
north, for average distances of 1,500 miles, and while there was 
some traffic moving under the higher first class rates in the 
south, the bulk of the rates had been adjusted by the carriers, 
by exceptions, to meet the needs of industry, the exceptions 
taking a rating of 70 per cent of first class. There were many 
thousands of items in the exceptions list, he said. 

Richard Maize, of Harrisburg, Pa., secretary of the Depart- 
ment of Mines of Pennsylvania, presented several objections to 
the considered bill, the chief one being that the seaway would 
expose a large and valuable portion of the nation’s coal market 
to cheaply-produced European coal. 

Stephen C. Lush, deputy. president of the Brotherhood of 
Railroad Trainmen, voiced opposition to the bill on behalf of 
that organization. 

“No skill in subterfuge and no dexterity in mathematical 
calculation,” he said, “can conceal the primary fact that the 
waterway would promote a form of competition with existing 
transportation systems by direct diversion and by splitting of 
traffic that would react upon labor in the railroad transporta- 
tion field to the extent of millions of man-hours of employment, 
and, therefore, would result in reduced income to many thou- 
sands now employed in handling that traffic.” 

The Department of Agriculture has issued in mimeographed 
form a bibliography of 189 pages on the St. Lawrence water- 
way project, prepared by Anne C. Chew and Arthur C. 
Churchill under the direction of Everett E. Edwards of the 
Bureau of Agricultural Economics of the department. The 
first edition was issued in 1936, and a previous publication in 
1932 contained a list entitled “References on the Great Lakes- 
St. Lawrence River Project.” 


Maximum Charter Rates Fixed 


The Maritime Commission July 30 announced a new scale 
of maximum time charter rates for United States and foreign 
flag vessels, effective August 1, materially reducing existing 
rates, at a conference of representatives of organizations of 
American steamship operators and steamship freight confer- 
ences. The commission said its action was coincident with the 
request by President Roosevelt for enactment of legislation 
establishing a ceiling on prices and rents. 

Establishment of the new scale, the commission said, was 
in keeping with its long-standing policy of maintaining steam- 
ship charter and cargo rates at as reasonable a level as pos- 
sible, in order to prevent inflationary influence on commodity 
prices. Continuing, it said: 


Maximum time charter rates in the commission’s scale range from 
$4.50 per deadweight ton per month on cargo vessels of 10.00G dead- 
weight tons or more, up to $6.05 per deadweight ton on vessels from 
2,500 to 2,999 deadweight tons. The basic scale of the ships included 
in this rate schedule is 12 knots per hour. An additional cha-ge of 
10 cents per deadweight ton per month is permitted for each one-half 
knot in excess of 12 knots. 

Based upon these maximum time charter rates, ship operatcrs and 
freight conferences have been requested by the commission to submit 
completely new cargo freight tariffs not later than August 15, to be 
effective on September 1, 1941, when concurred in by the commission. 

The ratio of reduction between existing time charter rates and 
those announced today varies slightly in accordance with the cargo 
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capacity of the vessels. In this connection it was pointed out that 
existing rates on vessels of 7,000 to 7,999 deadweight ton capacity are 
approximately $7.50 per deadweight ton per month. The new maximum 
rate established for that size ship is $4.80, or approximately 35 per 
cent less. 

Ships of foreign registry in some instances have been time char- 
tered at much higher rates, reaching a maximum of about $11 per 
deadweight ton. 

Although agreement on maximum charter rates has been reached 
with American flag ship operators on a voluntary basis, there has 
been no method of direct control over rates charged for foreign flag 
ships. Enactment of the ship warrants law recently has provided the 
commission with a means of exercising rate control over these foreign 
flag vessels and other which might fail to comply with established 
maximum rates voluntarily. 


Those taking part in the conference were: Frank J. Tay- 
lor, John J. Burns and Francis Walker, of the American Mer- 
chant Marine Institute, Inc.; Harry Brown, of the Intercoastal 
Steamship Freight Association; George F. Foley, of the River 
Platte and Brazil conferences; A. J. Pasch, of the Havana 
Steamship Conference, and James Sinclair, of Associated Freight 
Conferences. 

The commission’s detailed statement follows: 


Below is a scale of maximum time charter rates for United States 
and foreign flag vessels in which the Commission will concur for 
charters in which their concurrence is indicated on and after August 
1, 1941. 

Per DWT per Month 
on Summer Freeboard 
up to 12 Knots 


i De chs sk ba keen sha ovis eee pees’ $4.50 
re Ie CG iba Nienlpe tube Nn bene eae ee 4.60 
Me Hi deo. ss wk Sethe eke whaheceaeeuneaw 4.70 
es. pink nk anh sass nauk esne eww aes 4.80 
ee ccs phd pea eechkaesaxaw eek ences 4.95 
re eke es ar Ute bebe ase eabae ASS ken 5.10 
ON ne ee 5.25 
an ee al eels Skid bbw es he ee eb 5.45 
eb SE hhee Saba S SS RS - 5.65 
thks ae ame hi bbie wes be wpbs eens 5.85 
Sn i cL hed ice ss eens easeehie se ub hess 6.05 


No vessel to receive more charter hire than a vessel of the !owest 
tonnage in the next higher class can earn at the rate shown fcr that 
class. 

Motor Ships—$ .55 per deadweight ton per month additional. 

Motor Ships—$ .10 per deadweight ton per month for each % knot 
in excess of 12 knots. 

Steamships—$ .10 per deadweight ton per month for each % knot 
in excess of 12 knots. 

Extra rates based on speed will apply on actual proved performance 
under load conditions. (Maritime Commission formula.) 

Rates include Marine and P & I for vessel and crew—account owner. 

Crew bonus contingent upon voyage ports of call account charterer. 

War risk insurance account charterer. Unless otherwise approved 
by the Commission the basis of war risk valuation will not exceed $100 
per deadweight ton. 

The above rates and conditions do not apply to passenger liners, 
ear ferries, sea-trains, refrigerators, tankers or vessels under 2,500 
deadweight tons. Rates and conditions for vessels in these latter cate- 
gories will be considered individually on the respective merits of each 
case. 

The Commission requests berth rates, lump sum charters or other 
freighting arrangements to be so made that the yield to owners and/or 
operators will not exceed the above charter rates for the type ot vessel 
normally employed in the trade plus reasonable additional allowances 
for management overhead, profit and loss risk, etc. Conferences are 
requested to submit complete new tariffs in accordance with the above 
not later than August 15 with rates, when concurred in by Commis- 
sion, to be effective September 1, 1941. Rates which are now shown 
as “‘open’’ should be ‘‘closed’’ and specific rates indicated for com- 
modities now rated ‘‘open.’’ Operators in trades where there is no 
Conference and non-Conference operators are requested likewise to 
submit complete rate schedules in tariff form not later than August 
15 with rates, when concurred in by the Commission, to be effective 
September 1, 1941. This rate filing request is not made with respect 
to transportation which is subject to statutory regulation by other 
governmental bodies. 

Between August 1 and the date when new berth and other rates 
are adjusted to conform to the above charter hires, owners and operators 
are requested to make arrangements between themselves for owners’ 
vessels placd in trades other than those in which the owner himself 
operates, on a consignment or agency basis mutually satisfactory to 
the owner and the operator. The maximum agency or consignment 
fee for general cargo services which the owner should be required to 
pay to the operator in such cases should not exceed 1 cent per cubic 
foot (vessel's bale cubic) per month subject to a minimum of $2,000 
per month. For bulk cargoes the fee should not exceed % cent per 
month, minimum $1,000. All arrangements made in accordance with 
this paragraph should be submitted to the Commission for their con- 
currence, 





CONTROL OF EXPORTS 


The Secretary of State has issued a general license au- 
thorizing passage through the Panama Canal Zone of in transit 
shipments of articles and materials under export control to 
Panama from all other foreign destinations and from Panama 
to all other foreign destinations. The license applies only in 
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respect to shipments which are imported into or exported from 
Panama, and which pass in transit through the Canal Zone. 

The State Department has announced the issuance of gen. 
eral licenses authorizing exportation to Canada, Great Britain 
and the Philippine Islands of the following articles and ma. 
terials: 


Derris root, squill, cube root, pyrethrum, rotenone, alkyd resins, 
urea, formaldehyde resins and phenol, formaldehyde resins, acetone, 
acetic acid, acetic aldehyde and formaldehyde, methanol, butanol, byty] 
acetate, and ethyl acetate. 


The Commerce Department has announced that collectors 
of customs have been advised by the State Department that 
general licenses have been issued authorizing the shipment to 
Panama, Costa Rica and Nicaragua of articles and maierials 
subject to control, required for highway projects under super- 
vision of the Public Roads Administration. The general license 
numbers are GUS-H 19 (Panama), GUS-H9 (Costa Rica), and 
GUS-H 18 (Nicaragua). These license numbers must appear 
on the shipper’s export declarations, although the general ]i- 
censes avoid the necessity of applying for individual licenses 
for such shipments, the announcement said. It added that cus- 
toms collectors were authorized to permit such exportations 
against the general licenses indicated only when they carried 
certification by the U. S. Despatch Agent that the material met 
the aforesaid requirements. 


Charges at N. Y. Piers 


The Traffic World Washington Bureau 


Common motor carriers serving various piers at the port 
of New York have decided to establish additional charges on 
traffic moving over the piers. Tariffs are to be filed shortly 
with the Commission carrying the charges, which will amount 
to a few cents a hundred pounds, according to the carriers. The 
charges would vary as to the originating carriers filing them, 
it was stated. The matter has been under consideration by 
carriers serving New England and middle Atlantic territories 
and by overhead carriers serving the south and west. Contin- 
ually mounting costs, a spokesman for the carriers said, made 
the increases necessary. The charges also were designed par- 
tially to offset the emergency created by delays in the handling 
of this traffic, due to congestion caused by the war situation, 
it was stated. Every effort was being made by the carriers, 
the New York Port Authority, and others to expedite the han- 
dling of traffic and to minimize delays, it was stated. 


AXIS SHIP IN U. S. SERVICE 


With repairs on it completed under Maritime Commission 
supervision, the Italian freighter Clara, first of the 28 Axis 
ships seized by the United States after they had been sabotaged 
by their crews, went into active service July 30, starting load- 
ing of cargo at Norfolk, Va., the commission announced. The 
vessel, of 6,131 gross tons, was chartered to the Waterman 
Steamship Co. and its registry transferred to Panama, said 
the commission. It noted that the Clara was repaired at Sa- 
vannah, Ga., and drydocked at Newport News, Va. 

The commission said the Clara was the least damaged of 
the 27 Italian and one German ships that were sabotaged 
before federal authorities took them into protective custody 
last March. The commission estimated that it would cost about 
$6,000,000 to repair and place all of them in active service, the 


extent of damage done by the crews ranging from $60,000 to 
$550,000 a vessel. 


WATER DEPRECIATION CHARGES 


The Commission, by Chairman Eastman, to whom the mat- 
ter was assigned for action, has further amended the order of 
August 1, 1935, and later, in No. 15780, depreciation charges of 
carriers by water, by changing from August 1, 1941, to October 
1, 1941, the latest date on which carriers by water shall file with 
the Commission estimates of percentage rates as provided in 
paragraph (7). The further amendment carries the proviso that 
carriers whose annual operating revenues for the three years 
ended December 31, 1940, have averaged less than $100,000 will 


not be required to make the returns referred to until further 
ordered. 


MORE MONEY FOR SHIPS 


The House passed and sent to the Senate, July 28, H. R. 
5412, making supplemental appropriations for national defense, 
including $1,698,650,000 in cash and contract authorizations 
for the additional shipbuilding program requested by the 
President. 
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Limits on Water Certificates 
The Traffic World Washington Bureau 


Associated with but not necessarily a part of the neces- 
sity of preserving the grandfather rights of ships that have 
peen diverted from the coastwise and intercoastal services (see 
Traffic World, July 26, p. 237) is a question as to what sort 
of a certificate the Commission may issue to a ship operating 
company that may desire to put vessels on the runs of ships 
that have been taken over for off-shore operation. 

The letter written by Commissioner Porter to Thomas 
M. Woodward, vice chairman of the Maritime Commission, it 
is admitted, for the time being is a safeguard for the owners 
of services that were in operation on January 1, the grand- 
father date, in instances where no “outsider” is anxious to sup- 
ply service to fill the gap made by the diversion of ships; also 
in instances where an interest favorable to the company the 
ships of which have been diverted, is willing to operate. But 
not so, it is believed, in an instance in which a company, hav- 
ing ships, desires to operate on the route where the service 
has been discontinued, without being willing to preserve the 
grandfather rights of the line that has had its ships diverted. 


What sort of a certificate can be granted to an applicant 
willing to supply needed service but not willing, or at least not 
anxious, to preserve grandfather rights for the government- 
disabled operator? Men in the Commission’s Bureau of Water 
Carriers have been discussing that question. It has not, how- 
ever, reached the stage where it must be submitted to the 
Commission for decision. 


It is observed, by those interested that there is no provision 
in the water carrier act, for a direct time limit in such cer- 
tificate of convenience and necessity the Commission might 
deem warranted in view of the fact that service was needed on 
the route. As the water carrier part of the act reads a certi- 
ficate remains in effect for such time as the service is main- 
tained. 


The law authorizes the Commission to issue temporary 
operating authority for periods aggregating not more than 180 
days, which is like the temporary operating authority that may 
be granted to motor carriers under the motor carrier part of 
the act. Temporary authority almost invariably is granted to 
enable a motor carrier to operate a line in financial difficulty, 
or to prepare its case for. authority not temporary. There is 
no definite authority in the water carrier act enabling the 
Commission to revoke a certificate. 


Informally it has been suggested that under general terms 
authorizing the Commission to prescribe terms and conditions 
in certificates it might insert an expiration provision for a 
carrier operating on the route of one claiming grandfather 
rights. But it is suggested that that would be an invitation 
to one receiving such a certificate to go to court contending 
that the Commission had no right to place a_ time limit in a 
certificate and asking the court to eliminate the time limit so 
as to make it conform with the undisputed authority contained 
in the act for the issuance of certificates, unlimited as to time, 
on a showing by the applicant of convenience and necessity. 


In cases where there is not hostility between a grandfather 
right claimant and a line willing to perform service theretofore 
performed by a diverted ship the way to an understanding is 
easy. That was shown in Finance No. 13337, Bull Steamship 
Lease (see Traffic World, June 21, p. 1592). In that case, by 
order, not a report and order, the Commission approved a 
lease by the Bull Line, for a period of 180 days, of that part 
of its operating rights between Baltimore, Md., and Charles- 
ton, S. C., to the Norfolk, Baltimore & Carolina Line, Inc. That 
lease can be renewed from time to time. 


Water carrier representatives have indicated to members 
of the Commission and its staff that they are not satisfied with 
the letter written by Commissioner Porter to Mr. Woodward 
and that they are considering undertaking the enactment of 
legislation by Congress more definitely safeguarding grand- 
father rights claimed by lines the ships of which have been 
diverted to off-shore service. 


In the event legislation for the better safeguarding of the 
erandfather rights shall be pressed it is deemed probable that 
an effort will be made to have included therein definite provi- 
‘on for the issuance of time-limited certificates to ships or 
I'nes operating on the routes of displaced vessels. In that way, 
t's figured, the Commission will have no difficulty in granting 
authority for temporary operation of the substituted ships, 
under certificates indicating that the operation is for the pur- 
hose of providing substitute service until such time as those 
aving grandfather rights can return the diverted ships to their 
regular duties or can provide ships to take the places of the 
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diverted ones, in the event the diverted ones cannot be re- 
turned to their regular duties. 


ECONOMIC DEFENSE BOARD 


By executive order, President Roosevelt July 31 created the 
Economic Defense Board, to formulate and coordinate policies 
concerning the control of exports and imports, frozen foreign 
assets, and other measures involved in the national defense 
activity with respect to international trade. He named Vice- 
President Wallace as chairman of the board whose members 
are cabinet officers Hull, Morgenthau, Stimson, Knox, Wickard, 
Jones and Acting Attorney General Biddle. The term “eco- 
nomic defense” was defined in the order as meaning “the con- 
duct, in the interest of national defense, of international eco- 
nomic activities, including those relating to exports, imports, 
the acquisition and disposition of materials and commodities 
from foreign countries, including preclusive buying, transac- 
tions in foreign exchange and foreign-owned or foreign-con- 
trolled property, international investments and extensions of 
credit, shipping and transportation of goods among countries, 
the international aspects of patents, international communica- 


tions pertaining to commerce and other foreign economic 
matters.” 





Increases to Hawaii Not Approved 


Maritime Commission regulatory officials were disturbed 
July 31 over a newspaper report to the effect that the com- 
mission had approved an advance of approximately 10 per 
cent in freight rates for general cargo shipments to the Ha- 
waiian Islands from the Atlantic, Gulf and Pacific ports of 
the United States. They said the report was not true and that 
the rates, filed with the commission to become effective on 
statutory notice of 30 days, would be subject to protest of 
shippers and suspension by the commission. 

The purpose of the lines in the trades indicated to increase 
their rates was made known to the commission some time ago, 
it was said, but nothing had been said that would warrant 
an announcement that the commission had approved the pro- 
posals. It was pointed out that the commission, which, under 
the shipping and merchant marine acts, has the regulatory 
power with respect to these rates, could not “approve” the 
rates in advance. It was stated that even if the rates were not 
suspended, the commission still would be free to find them 
unreasonable. 

Another point made with respect to the proposed increases 
was that they would be checked against the maximum charter 
rates fixed by the commission July 30 (reported elsewhere). 

The principal carriers are the Matson Navigation Co., 
which filed its tariffs sometime ago (see Traffic Bulletin, July 
12, p. 19), and the Isthmian Steamship Co., whose tariffs were 
made public by the commission July 31. The rates from the 
Atlantic and Gulf coasts are proposed to be made effective 
Sept. 2 and from the Pacific, Sept. 1. 


Merchant Marine Policy 


Adoption of a policy ‘‘to unify operation of the American 
merchant marine under the unlimited emergency proclaimed by 
President Roosevelt, and to protect established ship line opera- 
tors in their prescribed routes,” has been announced by the 
Maritime Commission. 

This policy, it was stated, provided that in the case of 
transfer of ships from one American flag service to another, 
the operators on the routes to which the ships were transferred 
should act as agents on a consignment basis for the vessels 
placed in their trades. 

It was felt, the commission announced, that this plan would 
reduce to a minimum hardships worked on operators and ship- 
owners under the national defense emergency. 

In announcing adoption of this policy, the commission 
issued the following statement: 


One of the difficulties of the Maritime Commission to date has 
eccme from the differences between owners and operators resulting 
from the necessity of concentrating vessels on routes of primary im- 
portance for defense purposes, and taking them off less important 
routes. After much consideration of the over-all problem, the com- 
mission has adopted a policy whereby regular berth operators on the 
route to which tonnage is to be added act as agents on a consignment 
basis for the vessels placed in their trades. 

The purpose of this policy has been to unify the operation and at 
the same time to protect regular berth operators in the routes on which 
they have been operating. To allow, for example, a coastwise opera- 
tor whose vessels are transferred to off-shore trade to continue to 
operate them independently necessarily puts that coastwise operator in 
competition with the off-shore operator. In many cases off-shore 
operators have contributed many of the best units of their fleets to the 
army and navy, thus greatly reducing tonnage available to meet the 
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increased demands for defense cargo space on their regular routes 
It is for the purpose of making up the loss of that tonnage and in 
many cases increasing it, in order to meet the vital defense needs of 
the country, that tonnage has been transferred from other and less 
important routes. 

In insisting on the agency arrangement with the regular operator 
on the route, the commission felt that it would be most unfair to 
permit another company, in effect, to take advantage of the position of 
the regular operator and set up a competitive service at a time when 
tie regular operator, through no fault of its own, is not able effec- 
tively to meet the competition. Of equal importance also to the 
commission has been the fact that the regular operator is in a posi- 
tion to render the service with less confusion to the shipping situation. 

This policy has been adopted in practice only in cases where the 
regular operator to whose route the additional tonnage has been allo- 
cated has been identified with the building and operating of vessels 
of United States registry in foreign and off-shore trades or trade areas. 
This policy stems from the primary objective of the merchant marine 
act; that is, to develop a strong merchant fleet under the United States 
flag serving all essential routes. 


Situation Serious, Says M. C. 


Under the commission's berthing plan, the owner of the vessels 
transferred to other routes retains the manning, storing, repairing, 
victualing and maintenance of the ships as his responsibility. 

Members of the commission have found from letters they have 
received that many persons are not fully informed about the extent of 
the measures which it has been necessary to adopt to meet the exist- 
ing emergency. In the first place, the country is now operating under 
a declaration by the President of unlimited national emergency, which 
has the effect of giving the commission, under the terms of the mer- 
chant marine act, power to requisition ships. So far the commission 
has not been forced to exercise this power and it has received splendid 
cooperation from all the operators, although in several cases it has 
involved the voluntary handling of their entire fleets, and in many 
cases the best and most profitable units of their fleets. This has all 
been done for the purpose of mobilizing shipping for vital strategic 
and defense requirements. The result has necessarily worked a severe 
hardship on both oprators and shipowners. 

But in answering their queries the commission has felt compelled 
in candor to say that it sees no prospect of any improvement in the 
situation in the near future. In this connection, however, it may 
be worth while to recall that in the last war the government simply 
requisitioned the entire merchant marine without regard to the preser- 
vation of any established routes whatever. This time we are making 
every effort to soften the blow as much as possible. But when one 
considers the vast tonnage the commission has been called upon to 
mobilize, approximately 40 per cent of our total tonnage suitable for 
long voyages, drawn of course, from the best rather than the worst 
units of the fleet, it is easy to appreciate the magnitude of the task 
and the fact that some hardships are unavoidable. 


Port Traftfie Discussions 


A statement prepared by J. F. Marias, president of the 
California State Board of Harbor Commissioners, and presented 
to a meeting of the California Association of Port Authorities 
at San Diego last week, discusses current port and traffic 
problems and plans for avoiding dislocation at the end of the 
war. 

The first suggestion is that there be established an inde- 
pendent government office to control the commodity movements 
of the many existing government agencies, such as the Army 
and Navy, the Procurement Division, the RFC, the CCC and 
others, so as to avoid the inadvertent blocking of ports, railroad 
junctions and warehouses. Commercial agencies ought to 
coordinate their commodity movements through that office. 
The office might also deal with actual transportation on the 
basis of daily information as to percentages of capacity opera- 
tions of ports and warehouses, of the amount of goods en route 
to the ports, the quantities at the ports and the movements 
from the ports by rail, truck and ship, such information to be 
gathered by local agencies under the control office. The control 
office would have to be independent of any other government 
agency to avoid the possibility of special interest in the traffic 
of one agency over another. 


Some relief from existing port conditions might also be 
obtained, the statement says, through encouragement of the 
practice of shortening ocean travel wherever possible. It cites 
movement to and from the Red Sea, on which the use of Pacific 
ports instead of Atlantic ports would save 20 days on a voyage 
of 150 days, which would be equivalent to an increase from 
100 to 113 sailings; would save canal tolls, and would save 40 
per cent of first bunkering costs and aid in the conservation 
of petroleum. 

From the viewpoint of national defense, the statement 
continues, in discussing coastwise traffic, that traffic is as 
important as any other water movement. It furnishes revenue 
to ports and helps to hold down port costs for other move- 
ments. The construction of ships of from 4500 to 7000 dead 
weight tons with speeds of 12 knots and over is advocated. 

Although intercoastal sailings were cut from a normal of 
500 to 400 in 1940, the statement says, better selectivity 
resulted in adequate service on all but lumber, wood and a 
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few other commodities. The present prospect, however, is for 
a cut down to as low as 250 sailings a year, which will }p 
inadequate, it says. It points out that the practice has bee) 
not to provide the American Navy with auxiliary vessels, py 
to supply such auxiliaries in case of war from the merchanj 
service. That being the case, it says, the government should 
see to it that there are sufficient auxiliaries available at ajj 
times for use and control commercially in peace times. 

The statement charges that “foreign influence is affecting 
the Maritime Commission in those instances where it insists 
that intercoastal ships be taken from their routes and sent to 
the Red Sea and at the same time permits foreign operators 
who are operating with the permission of the British Ministry 
of Shipping, to continue to operate in foreign routes other than 
the routes in which the Maritime Commission insists the inter. 
coastal vessels be sent to.” It seems also, it says, that foreign 
influence on the Maritime Commission can be felt in its efforts 
to put a ceiling on certain freight and charter rates paid by 
foreign corporations. There is need for control of rates jp 
domestic trades and on export goods, it adds, but not of import 
rates “in an endeavor to control prices of products imported 
from all parts of the world into this country.” 

The statement insists that the movement of traffic between 
the Gulf ports and Central America and west-coast South 
American ports is “unnatural,” because the most direct com- 
munication is with the Pacific Coast ports. The present prac- 
tice may upset the exchange of commerce with these countries 
in favor of foreign countries “after we revert to normalcy.” 
To safeguard our commerce with Latin America, plans should 
be developed to assist those countries in disposing of such of 
their surpluses as cannot be absorbed by the United States 
in other countries and other plans should be made to further 
the trade that can be put in operation “the very minute the 
wars are over.” 

It warns of a shortage of shipping to follow the close of 
the war. At that time, it says, the huge accumulated American 
surpluses will be needed to rehabilitate the stricken countries 
whose shipping will also be greatly reduced. Such shipping 
should be provided, but the commercial ship lines ought not 
to be required to build ships merely for what might be called 
“stand-by” service. It suggests that this is a problem of the 
government, just as it ought to be a problem of the govern- 
ment to furnish railroad equipment for the present emergency 
for which there would be no use in normal times. 


GRACE LINE SUBSIDY 


The Maritime Commission will hold a hearing August 18 
on the operating-differential subsidy agreement of the Grace 
Line, Inc. The hearing was originally scheduled for August 11. 

The lines of that company now under subsidy agreement 
operate between ports on both coasts of the United States and 
the west coast of South America. The Grace Line was one of 
four which did not agree to a revision of its operating-differen- 
tial subsidy percentages in accordance with the action of the 
commission on June 19, and the commission order for the hear- 
ing states no understanding has been reached subsequently. 
The hearing will start at 10 a. m. in Room 7856, Department 
of Commerce Building. 


HANDLING STRATEGIC CARGOES 


The Maritime Commission has announced it has special 
respresentatives stationed in far-flung sections of the world 
working under the direction of its division of emergency ship- 
ping to expedite movements of vessels carrying strategic 
cargoes vital to speeding up the national defense program. 

“Seven shipping experts are now at work at Durban, 
Calcutta, Singapore, Manila, Honolulu and in the Red Sea 
area,” it said. “Skilled and experienced trouble shooters, the 
commission’s representatives are on the scene to cope with 
whatever problems may arise to prevent in any way the maxl- 
mum use of the ships engaged in these important trades. 


WATER EXEMPTION DENIALS 


Again using its decision in W-38, Nassau Barge Corpora 
tion, decided May 12, 1941, as a guide, the Commission, by 
division 4, has denied, effective August 22, the following ap- 
plications of water carriers for exemption under section 303 (¢) 
of part III of the interstate commerce act: 


W-223, Vincent C. Turecamo, Inc., Brooklyn, N. Y.; W-224, M. 
Turecamo, Inc., Brooklyn, N. Y.; W-225, Turecamo Boys, Inc., Brook: 
lyn, N. Y.; W-226, B. Turecamo Towing Corporation, Brooklyn, N. Y.; 
W-237, Dauntiess Towing Line, Inc.. New York, N. Y.; W-238, J. 0. 
Ashman, Paducah, Ky.; W-242, William G. Peters, Wabasha, Minn.; 
W-261, James B. Conway, Cambridge, Md.; W-263, Daniel Contracting 
Co., San Francisco, Calif.; W-265, Lorence A. Jensen, Mapleton, ye 
W-276, John Cornelius Drewer, Saxis, Va.; and W-331, Lake Sam 
Corporation, Chicago, Ill. 


The Commission found, as it did in the Nassau Barge cas¢, 


August 


that the 
tion con 
the com 
equipme: 
substant 
to the ac 


Dest 
neighbol 
allocatic 
South A 
war con 

The 
are to I 
east CcO0é 
With at 
de Jane 
Montevi 
will mal 

Unt 
tramp f) 
said the 

The 
the Mat 
Co.; the 
Steamst 
the Tan 
the Mal 
vessels © 
capacity 


M. C 


As 
101 shi 
have be 

The 
the M. 
tons, tc 
the We 
the S. S 
capacit) 
New Yi 
Md., Ju 
gross t 
Orleans 
York, ¢ 
new co 
the Su 
U.S. } 

Th 
plannec 
the int 
prograr 
schedul 
said, o 
the prc 

“A 
numbe! 
ships a 
the co 
ships f 
lation 
progra 
all of 
1943,” 


Pr 
Suitab] 
World, 


TI 
Stever 
a 
to its | 


_ A 
Single. 
jected 
its reg 
the pr 

hr 


WORLD 


ver, is for 
ch will be 
has been 
essels, but 
merchant 
ent should 
ble at all 
nes. 
S affecting 
' It insists 
nd sent to 
operators, 
h Ministry 
other than 
the inter. 
lat foreign 
its efforts 
S paid by 
f rates in 
Of import 
$ imported 


ic between 
ast South 
irect com- 
sent prac- 
> countries 
normalcy." 
ans should 
of such of 
ted States 
to further 
ninute the 


1e close of 
| American 
1 countries 
h shipping 
ought not 
t be called 
em of the 
ne govern- 
emergency 


August 18 
the Grace 
August 11. 
agreement 
States and 
vas one of 
g-differen- 
jon of the 
r the hear- 
sequently. 
Yepartment 


las special 
the world 
ency ship- 
strategic 
-ogram. 
t Durban, 
_ Red Sea 
ooters, the 
cope with 
the maxi- 
ides.” 


2 Corpora- 
nission, by 
lowing ap- 
ion 303 (e) 


W-224, M. 
Inc., Brook- 
klyn, N. Y.: 
V-238, J. 0. 
sha, Minn; 
Contracting 
leton, Ore.; 
Lake Sand 


Barge cast, 


August 2, 1941 


that the applicants had failed to establish that the transporta- 
tion conducted by them, by reason of the inherent nature of 
ihe commodities transported, their requirement of special 
equipment, or their shipment in bulk, was not actually and 
substantially in competition with any common carrier subject 
to the act. 


COAL TO S. A. IN U. S. SHIPS 


Describing its action as one in accordance with the “good 
neighbor” policy, the Maritime Commission has announced the 
allocation of nine United States flag ships to carry coal to 
South America. It said a coal shortage existed there, due to 
war conditions. 

The nine ships, with an aggregate capacity of 60,000 tons, 
are to haul coal from Hampton Roads ports to those on the 
east coast of South America, according to the commission. 
With at least one sailing a week, the vessels call either at Rio 
de Janeiro and Santos in Brazil or the River Platte ports of 
Montevideo and Buenos Aires. Strategic defense materials 
wil make up the return trip cargoes. 

Until their complete withdrawal from the trade, British 
tramp freighters carried virtually all the coal to South America, 
said the commission. 

The vessels assigned by the commission are the Emilia, 
the Mary and the Ruth, owned by the A. H. Bull Steamship 
Co.; the Wacosta and the LaSalle, owned by the Waterman 
Steamship Corporation; the Carlton and the Sahale, owned by 
the Tampa Interocean Steamship Co., and the Malamton and 
the Mallemak, owned by the C. D. Mallory Corporation. These 
vessels vary in size from 3,515 to 5,432 gross tons and in coal 
capacity from 4,600 to 7,500 tons. 


M. C. Ship Deliveries 


As of August 1 the Mar:time Commission had delivered 
101 ships in its 500-ship long-range program, of which 283 
have been ordered. 

The latest deliveries, according to the commission, were 
the M. S. American Builder, a C-1 cargo ship of 6,779 gross 
tons, to the United States Lines Co. of New York City, by 
the Western Pipe & Steel Co., San Francisco, Calif., July 25; 
the S. S. Corsicana, a tanker of 9,600 gross tons and a liquid 
capacity of 129,000 barrels, to the Socony-Vacuum Oil Co., of 
New York City, by the Bethlehem Steel Co., Sparrows Point, 
Md., July 25; the S. S. Stella Lykes, a C-1 cargo ship, of 6.797 
gross tons, to the Lykes Bros. Steamship Co., Inc., of New 
Orleans, La., by the Bethlehem Steel Co., Staten Island, New 
York, July 30; and the motorship Rio Hudson, first of four 
new combination passenger-cargo ships being constructed at 
the Sun Shipbuilding & Dry Dock Co., Chester, Pa., to the 
U. S. Navy for conversion purposes, August 1. 

The commission said its 500-ship long-range program was 
planned originally to build 50 ships a year for ten years, but 
the international situation the nation’s huge national defense 
program had had the effect of greatly accelerating the original 
schedule. Had the program proceeded on original schedule, it 
said, only about 175 ships would have been ordered and in 
the process of construction today. 

“Actually, those now on order as a part of this program 
number 283, to say nothing of the 110 other standard type 
ships and the 312 emergency-type vessels also ordered,” says 
the commission. “In addition there are 566 more merchant 
ships for which President Roosevelt asked authorizing legis- 
lation on July 11. This makes an over-all ship construction 
program sponsored by the commission of nearly 1,300 vessels, 


-J * which are scheduled for completion before the end of 


VESSELS FOR NAUTICAL SCHOOLS 
President Roosevelt has signed H. J. Res. 139, to provide 


suitable vessels for certain state nautical schools (see Traffic 
World, June 21, p. 1590). 


EMERGENCY SHIPPING APPOINTMENT 


The Maritime Commission has announced that Thomas J. 
Stevenson, president, Bulk Carriers Corporation, New York, 
N. ¥., is serving, during the emergency, as adviser and assistant 
lo its director of operations and traffic. 


BIDS FOR “COASTERS” REJECTED 
_ All bids opened on July 15 for the construction of nine 
Single-screw cargo vessels known as “coasters” have been re- 
ected by the Maritime Commission. The commission gave as 
is reason that ‘‘on the basis of the commission’s own estimates, 
the price offered is excessive and unreasonable.” 
In connection with the rejection the Commission ordered 
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negotiations with the bidders and other shipbuilding concerns 
qualified to construct this type of vessel for the purpose of 
obtaining contracts on more reasonable terms, it said. The 
“coaster” is a small freight ship of about 2,800 tons deadweight, 
258 feet, nine inches long, with a beam of 42 feet, one inch, and 
a draft 17 feet, 11 inches. All bids for harbor tugs opened 
the same day also were rejected. 





SHIPS-AND-DEFENSE INQUIRY 


Representative Bland, of Virginia, chairman of the House 
merchant marine committee, has submitted H. Res. 281, author- 
izing that committee, as a whole or by subcommittee, to inves- 
tigate progress of the defense program with respect to matters 
coming under the committee’s jurisdiction or administered by 
the Maritime Commission, “with a view to determining whether 
such program is being carried forward efficiently, expeditiously, 
and economically.” The bill would authorize the chairman or 
anyone designated by him to issue subpoenas. The committee 
would report the results of its studies, inquiries and investiga- 
tions, together with any recommendations, to the House, in the 
present session of Congress. 


MARINE UNEMPLOYMENT INSURANCE 


Representative Bland, of Virginia, has introduced H. R. 
5446, to establish a system of unemployment for the maritime 
industry. In introductory findings of fact and declaration of 
policy, the bill states that Congress finds that there exists 
among the workers engaged in transportation on waters adja- 
cent to the United States a volume of unemployment which 
lowers the efficiency and impairs the morale of such workers, 
and sets out as the intent of Congress the establishment, not 
later than the second session of the 79th Congress, of a perma- 
nent system of unemployment insurance with respect to unem- 
ployment in the maritime industry. 

The bill provides for daily unemployment benefits ranging 
from $1.25 for those who have held jobs paying $60 a month, 
or less, to $3 a day for those whose jobs have paid $120 or 
more a month. Employers would be required to contribute 
3 per cent of wages paid by them with respect to employment 
after June 30, 1941, and 6 per cent with respect to employment 
after December 31, 1940, and before July 1, 1941. Operation 
of the bill would be administered by the Railroad Retirement 
Board. 


WATER LINE DEPRECIATION 


In recognition of a large number of requests, as it says, 
the Commission has extended the time for making returns by 
carriers by water of depreciation data, from Aug. 1 to Oct. 1. 
Notice to that effect has been given to carriers by water by 
C. D. Crandall, director of the Commission’s Bureau of Ac- 
counts. 

Last May the bureau sent a circular letter to all carriers 
by water to which was attached its Depreciation Section Series 
Circular No. 12, covering the forms and instructions to be 
observed in the preparation and submission of their deprecia- 
tion estimates for the assistance of the Commission in pre- 
ser‘bing the depreciation rates for application by carriers by 
water. Returns were required by Aug. 1. In addition to post- 
ponement of the return date Director Crandall said: 


It has been decided also that carriers whose annual operating 
revenues for the three years ended December 31, 1940, have averaged 
less than $100,000 will not be required to make the returns referred 
to until further instructed. Such carriers are requested, however, to 
submit in lieu of these returns a statement showing their gross op- 
erating revenues for each of the years indicated; such operating 
revenues to be estimated from the best information available in the 
event they are not a matter of record. 


N. Y. FOREIGN TRADE ZONE LEASE CONDEMNED 


The New York state court of appeals, in a decision of July 
28, upheld findings of the lower court that the lease under 
which the operations of the New York city’s foreign trade 
zone was conducted by a private operator, was invalid. The 
statute conferring on the city the right to set up the foreign 
trade zone provides that the city may operate such a zone 
itself or, alternately, may enter into a contract with other 
parties for the operation of the zone. The court held that the 
contract under which the zone was operated was contrary to 
the statute because it provided for the bearing by the city of 
part of the cost of maintenance of the zone. The order of the 
court requires the immediate termination of the contract. 

Mayor La Guardia announced, July 31, that he would 
ask for a 30-day stay of the order to give the city time to 
organize for the administration of the zone by its department 
of docks. He said he did not anticipate that, under operation 
by the department, there would be any curtailing of the work 
of the zone or the volume of business handled through it. He 
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pointed out that it would be necessary for the city to organize 
a solicitation force to replace the solicitation activities car- 
ried on by the zone operator under the lease. 

There was also the possibility that there might be an 
attempt to write a new contract for private operation elimi- 
nating the objectionable features of the one condemned by 
the court. 


STANDARD OIL UNLOADING STICKER 


In order to insure prompt unloading and return of tank 
cars, the Standard Oil Company of Indiana is affixing to all 
forms covering tank-car shipments to bulk plants, agents and 
customers a sticker reading: 

“For national defense: Help the national program by un- 
loading and returning this car promptly.” 





| | Digest of New Complaints 





MC C-286, Eastern-Central Motor Carriers Association, Everett H. Rus- 
sell, agent, Akron, O., vs. A. B. & C. Motor Transportation Co., 
Inc., et al. 

Third class less-truckload rates, magazines and periodicals, be- 
tween points in Connecticut, Delaware, Maine, Maryland, Massa- 
chusetts, New Hampshire, New Jersey, New York, North Carolina, 
Pennsylvania, Rhode Island, Tennessee, Vermont, Virginia and 
West Virginia, on the one hand, and points in Illinois, Indiana, 
Iowa, Kentucky, Michigan, Missouri, Ohio and Wisconsin, on the 
other, unjust and unreasonable, as contrasted with second class 
rates maintained by defendants within Central, within Middle- 
Atlantic and between Middle-Atlantic-New -England territories, and 
unreasonably preferential to and unreasonably prejudicial of 
similar moving within these territories, in violation of section 
216(d). Asks cease and desist order, and establishment for the 
future of second class in lieu of third class rates. (J. E. Hayden, 
486 North Main St., Akron, O.) 

MC C-288, Midwest Oil Field Carriers Bureau, L. E. Roach, agent, Okla- 
homa City, Okla., vs. J. B. Acton, Tulsa, Okla., et al. 

Rates, oil field, pipe line, heavy machinery, gasoline plant and 
contractors machinery, material, equipment and. supplies, between 
points in southern, southwestern and midwestern states, unreason- 
able, unjust, non-compensatory, in violation of sections 216 and 217 
of motor carrier act, 1935, as amended, and of general transporta- 
tion policy of transportation act of 1940. Asks reasonable rates 
and hearing of complaint on joint record with MC C-239 and ‘‘other 
cases now on file with the Commission involving rates on the same 
commodities in the same territory.’’ (Leonard E. Roach, 502 Com- 
merce Exchange Bldg., Oklahoma City, Okla.) 

MC C-289, pick-up and delivery allowances on dairy products. 

Investigation instituted by the Commission, division 2, on its own 
motion, into and concerning the reasonableness and lawfulness 
otherwise of allowances in lieu of pick-up and delivery services, and 
rules, regulations, etc., in connection with the transportation of 
dairy products, in truckloads, at points in North Dakota and Min- 
nesota maintained by Western Truck Lines, Inc., and carriers parties 
to its tariff MF-I. C. C. No. 1 (Kinney Truck Lines, series) as 
amended, and those proposed to be put into effect at Dickinson and 
Mandan, N. D., by carriers parties to tariff MF-I. C. C. 190, as 
amended, of Lou Hosking. 

MC C-290, tomato juice, pulp, and cans, between Laurel and Cambridge. 

Investigation instituted by the Commission, division 2, on its own 
motion, into and concerning the reasonableness and lawfulness 
otherwise of minimum rates and charges, etc., on tomato juice, 
tomato pulp, and cans, between Laurel, Del., and Cambridge, Md., 
maintained by Phillips Transport Co., Inc., Cambridge, and those 
proposed to be put into effect by William S. Records, Laurel. 

MC C-291, Furniture from Virginia to Georgia, North Carolina and 
South Carolina. 

Investigaton instituted by the Commission, division 2, on its 
own motion, into the rates and charges, etc., on furniture, minima 
10,000 and 12,000 pounds, by motor, to many points in N. C.. S. C., 
and Ga., from points in Va., maintained by carriers parties to 
tariffS MF I. C. C. 42 of Agent R. S. Cooper and MF I. C. C. 85 
of Southern Motor Carriers Rate Conference, and those proposed 
to be put into effect from Roanoke, Va., by American Trucking 
Corporation and Nilson Motor Express. 

MC C-292, transportation activities of the J. Miller Co., Cleveland, O. 

Investigation instituted by the Commission, division 5, on its 
own motion, into the question of whether the J. Miller Co., a 
moter common carrier, has disgressed from its irregular route 
authority and engaged in regular route operation of steel and 
steel products, non-ferrous metals, machinery, supplies and lumber 
used by steel companies, between points in Ohio, New York, and 
Pennsylvania, and between Ashland, Ky., on the one hand, and 
points in Ohio, New York, Pennsylvania and West Virginia, on 
the other. 

No. 28693, Taylor Milling Corporation, Los Angeles, Calif., vs. A. T. 
& S. F. et al. 

Rates and transit privileges, corn, points in Iowa, Minnesota and 
Nebraska to Los Angeles, Calif., in violation of sections 1 and 3, 
the undue preference alleged being for other corn transit operators 
at Los Angeles, Asks reasonable rates and transit rules and regu- 
lations, reparation, and waiver of alleged undercharges. (F. W. 
Turcotte, 656, S. Los Angeles St., Los Angeles, Calif.) 

No. 28694, Butler Iron & Steel Co., Butler, Pa., vs. B. & O. 

Unreasonable rates, scrap iron and steel, Winchester, Va., to 
Butler, Pa. Asks reparation. 


(Lorenzo A. Knudsen, Crafton, Pa.) 


TRAFFIC WORLD 





Questions and Answers 


a In this column will be answered questions of both lega! ana 

practical nature that confront persons dealing with trafic. 4 
specialist on interstate commerce law, who is a member of our ape- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work, 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers, 

Address Questions and Answers Department, 
Trafic Service Corporation, Earle Building, Washington, D. C. 


Damages—Measure of—lInjury to Goods 


Indiana.—Question: We feel certain, from the many ques- 
tions and answers published on the subject, that the measure 
of loss the carrier is responsible for in damage claims must 
have been previously answered, but we can not find just the 
one to fit our case. 

In the past, we have quite often had the entire article re- 
fused and returned to us where visible or concealed damages 
were noted. Many times these were damages to parts that 
could be easily replaced and merchandise salvaged at a small 
loss. 

In other cases, where we felt that the estimated cost of 
actual repairs or a discount demanded by consignee was too 
great, we have asked for, and always received, the damaged 
article back to dispose of to our best advantage. 

In every instance, we have paid claims on basis of ship- 
per’s invoice (wholesale or factory) price. 

Recently we have had two cases in which we sought to 
have a chipped refrigerator and scratched stove returned to 
us with the understanding that claim would be paid for the 
actual cost, including freight charges paid. Consignee has re- 
fused in both instances to let us have the merchandise. Even 
though it was sold at a discount (due to the chip or scratch 
on the enameled surface), a substantial margin of profit was 
realized. 

Now claims have been filed against us for the difference 
between the actual profits and those anticipated for perfect 
articles. 

It is our contention that we are rightfully entitled to 
possession of the damaged articles or that no loss was actually 
sustained when claimant sold them at cost plus a profit. 

Your opinion in the matter, together with pertinent cita- 
tions, would be appreciated. 

Answer: Although there is some authority to the contrary, 
where the goods are injured during transportation, or part of 
them are lost, the consignee, it is said, cannot abandon the 
consignment and sue for the full value, but must accept the 
goods as tendered and sue for damages. Meyer v. Vicksburg 
R. Co., 6 Sou. 218; Morell v. Northern Central R. Co., (N. Y.) 
16 Hun. 585; Freeman v. Weir, 94 N. Y. S. 327; Parsons V. 
U. S. Express Co., 123 N. W. 776; Central of Georgia R. Co. 
v. Montmollen, 39 Sou. 820; Reason v. Detroit, etc. R. Co., 113 
N. W. 596; C. C. C. & St. L. Ry. Co. v. Bement-Rea Co., 154 
N. E. 32; Crinella v. Northwestern Pacific R. Co., 259 Pac. 774. 

It is impossible, it is said, to distinguish in principle be- 
tween damages due to delay and damages due to impairment 
of value by physical injury to the goods. The person entitled to 
goods shipped cannot, on account of delay, refuse to receive 
them and sue for the full value. However, the unlawful refusal 
of the consignee to accept damaged goods, and his action In 
bringing suit for their value, is of no consequence where It 
does not appear that any different result would have been 
reached had the consignee received the goods in their injured 
condition and then sued for damages. G. C. & S. F. Ry. Co. ¥: 
H. B. Pitts & Son, 83 S. W. 727. 

Where goods intrusted to a carrier for shipment are II 
jured through causes for which the carrier is responsible, the 
owner of the goods is entitled to recover the difference betwee! 
the value of the goods at the time and place of delivery in 4 
uninjured condition and their value in the depreciated condition 
in which they were delivered, less the freight charges to the 
point of destination if they have not been paid. 

It being the duty of the owner to receive an article dam 
aged in transit, the sum expended for repairs less than the 
difference between the value in the damaged and restored 
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condition is recoverable by the owner. St. Louis, S. W. Ry. 
Co. v. Tucker, 255 S. E. 553; Galveston, H. & S. A. Ry. Co. 
y, Standard Rice Co., 34 S. W. 2d 619; The Florida, 61 Fed. 
2d 55. 


Bill of Lading—Indorsement by Consignor of Order Notify 
Bill of Lading 


Pennsylvania.—Question: I would appreciate an expres- 
sion of your opinion concerning the following: 

A shipment is consigned by A to himself and his order, 
notify B. A bill of lading with sight draft attached is forwarded 
by A to the bank for collection from B, who pays the draft 
and takes up the bill of lading. 

Is this procedure a “negotiation” of the bill of lading and 
is the indorsement of A, in blank or to order of B, a require- 
ment precedent to release by carrier of the shipment to B, 
who surrenders the bill of lading? 

Answer: Section 8 of the Bill of Lading Act provides that 
a carrier is bound to deliver goods upon a demand made either 
by the consignee in the bill of lading for the goods, or if the 
pill of lading is an order bill, by the holder thereof, if such 
demand is accompanied by possession of the bill of lading and 
an offer in good faith to surrender, properly indorsed, the bill 
which was issued for the goods, if the bill is an order. 

Section 9 provides that a carrier is justified, subject to 
the provisions of the three following sections, in delivering 
goods to one who is a person in possession of the order bill 
for the goods, by the terms of which the goods are deliverable 
to his order; or which has been indorsed to him, or in blank 
by the consignee, or by the mediate or intermediate indorsee 
of the consignee. 

It has been held that where an order notify bill of lading 
contains a provision to the effect that the surrender of the 
original order bill of lading properly indorsed shall be re- 
quired before the delivery of the property, the shipper’s mis- 
take in sending the original bill of lading instead of the 
memorandum bill direct to the order notify party unindorsed 
does not relieve the carrier from requiring it to be properly 
indorsed before delivery of the shipment to the order notify 
party. See Keystone Grape Co. v. Hustis, 122 N. E. 269 
(Mass.); Voghel v. N. Y. N. H. & H. R. R. Co., 103 N. E. 286; 
First National Bank v. Oregon-Washington Railroad & Navi- 
gation Co., 136 Pac. 792, and Judson v. M. & St. L., 154 N. 
W. 506. 

As a carrier can be held liable in conversion for the de- 
livery of a shipment to the notify party when the order bill 
of lading has not been indorsed by the consignor, the indorse- 
ment of the bill of lading by that party may be said to be a 
condition precedent to the proper negotiation of the bill of 
lading. However, where, as in the instant case, the notify party 
pays the draft which has been forwarded to a bank for col- 
lection by the consignor, the failure of the consignor to indorse 
the bill of lading would not subject the carrier to liability, as 
no damage had resulted from the carrier’s delivery of the 
shipment on an unindorsed order bill of lading. 


Delivery by Carrier—What Constitutes 


Nebraska.—Question: We loaded a car on a private track, 
applied our seals and carrier issued bill of lading endorsed, 
“Shipper’s Weight Load and Count.” 


The consignee started unloading from the carrier’s public 
delivery track at destination at 8:00 A. M. following date of 
arrival and completed the unloading at 3:00 P. M. same date. 
Claim was filed for shortage. 


The carrier reports, after investigation, car was tendered 
for delivery under the original seals and protected by con- 
signee’s padlocks between loads. The carrier does not question 
the amount loaded but declines claim, relying upon perfect seal 
Security and consignee’s protection given the car during the 
course of unloading, also that their investigation developed 
no evidence of pilferage. 

Does the fact that the consignee, and not the carrier’s 
agent, applied and removed the padlocks from the car doors 
between loads, limit the carrier’s liability ? 

Answer: In so far as deliveries on public team tracks are 
concerned, the Supreme Court of the United States has held 
In Michigan Central R. R. Co. v. Mark Owens, 256 U. S. 427, 
41 S. Ct. 554, that until all of the goods had been taken from 
the car the liability of the carrier as a common carrier con- 
linues for the 48-hour period of free time, after which time 
its liability is that of a warehouseman and as such it is liable 
only for negligence, the burden to prove which is upon the 
owner of the goods. 

_The fact that the consignee placed padlocks on the car 
While being unloaded does not, in our opinion, affect the lia- 
bility of the carrier during the period of free time, that is, 
uring the time the carrier is liable as a common carrier. Such 
Protection as the padlocks afforded accrued to the carrier but 
Inno way affected the primary liability of the carrier for the 
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loss of the goods during the period of free time. During this 
time its liability is that of a common carrier, liable for loss 
of or injury to the goods not the result of an excepted cause, 
such as an act of God, the public enemy, etc. 


Sales—Claims for Shortage Where Goods Sold F. O. B. Origin 


Kentucky.—Question: We will appreciate it very much if 
you will please answer the following question giving reference 
to court decisions covering the subject: 

When we purchase material f. o. b. point of origin and 
upon arrival of car at destination, there is a shortage, can we 
legally deduct invoice price of the shortage at time of settle- 
ment with shipper, thereby placing the responsibility with the 
shipper for the filing of claim against carrier, or are we legally 
bound to pay the full amount of invoice and assume the re- 
sponsibility of filing claim against the carrier? 

Answer: The term “F. O. B.” is a familiar abbreviation 
of the words “Free on Board,” as applied to the sale of mer- 
chandise destined for shipment. It is a term used to indicate 
that it will be placed on the car or vessel free of expense to 
the purchaser or consignee. Harman vs. Washington Fuel 
Co., 81, N. E. 1017; Brooks-Scanlon vs. Illinois Central R. Co., 
257 Fed. 235. 


Ordinarily, in the absence of an agreement showing a con- 
trary intention, and to the seller’s right of stoppage in transit 
in a proper case, a delivery of the goods by the seller to a 
carrier for shipment to the buyer is a delivery (Savannah 
Chemical Co. vs. Grace, 293 Fed. 145 (Certiorari denied, 264 
U. S. 290); Andrews vs. United States, 41 Ct. Cl. 48 (affirmed 
207 U. S. 229, 28 S. Ct. 100); Garfield, etc., Coal Co. vs. Penna. 
Coal, etc., Co., 199 Mass. 22, 84 N. E. 1020; Schanz vs. Bram- 
well, 143 N. Y. S. 1057; Emery vs. Irving Nat’l Bank, 25 Ch. 
St. 360, 18 Amer. R. 299; Pittsburgh Provision, etc., Co. vs. 
Cudahy Packing Co., 260 Pa. 135, 103 Atl. 548), provided the 
carrier is the one designated by the buyer, or in the absence 
of such designation, is one usually employed in the transpor- 
tation of goods from the place of the seller to that of the 
buyer; and the fact that no bill of lading is executed and sent 
to the buyer is immaterial in the absence of a usage requiring 
it. Upon delivery to the carrier, the carrier becomes the 
agent or bailee of the buyer so that the seller is not liable for 
loss or injury to the goods in’ transit, or for delay in delivery 
by the carrier, without fault on his part, although under some 
circumstances the carrier may be the agent of both parties. 

_ Where the provision in a contract of sale is F. O. B. at 
point of shipment, the title will pass, as a general rule, when 
the property is- placed on the cars for shipment; on the other 
hand, where the provision is for delivery F. O. B. the point 
of destination, the title is not, as a rule, considered to pass until 
the subject matter has reached such point, as the delivery to 
the carrier is not a delivery to the buyer. 

If title to the goods passes to the buyer at point of origin, 
and, therefore, if responsibility for the shortage rests with the 
carrier, the buyer and not the seller is the party who must 


proceed against the carrier for recovery of the value of the 
lost goods. 


Tariff Interpretation—Caption of Item Must Be Considered 
in Determining Application 


New York.—Question: While it appears to us that the 
reasoning contained in the decisions of the Commission referred 
to in your answer to Wisconsin, page 1656, Traffic World, June 
28, 1941, is sound, we find it difficult to reconcile that reasoning 
with the conclusion of the Commission in Keystone Macaroni 
Manufacturing Co. vs. Boston & Maine Railroad, et al., decided 
May 23, 1941. 

In the case just mentioned the commodity shipped was 
macaroni which appeared in a list under the heading “Canned 
or Preserved Foodstuffs.” 'The Commission contended that it 
was not necessary to consider whether or not the macaroni 
shipped was preserved as the specific description in the list 
“* * * Macaroni unprepared,” clearly included the article 
shipped. 

Answer: As we see it, in Docket 28406, Keystone Maca- 
roni Manufacturing Co. vs. Boston & Maine Railroad, the 
caption was enlarged by the specific description in the body of 
the item. 

In Sunbeam Electric Mfg. Co. vs. Chicago & E. I. Ry. 
Co., 235 I. C. C. 97, on the other hand, the caption restricted 
the articles to machinery of a special kind, namely, electrical, 
and nothing in the body of the item enlarged that description 
by specific description, 


Motor Carriers—Liability of Shipper for Injury Resulting from 
Improper Loading 
Ohio.—Question: Will you kindly respond to the follow- 
ing in your questions and answers column? 
Please favor us with your opinion and reference to any 
court decisions as to what extent a manufacturer or shipper 
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incurs liability when he performs the service of loading the 
buyer’s truck with goods purchased f. o. b. point of origin. 

In other words, if an accident enroute to final destination 
can be shown to have resulted from improper loading on the 
part of the shipper can the shipper be held liable for the pub- 
lic liability or property damage that may ensue? 

On the other hand, to what extent would the shipper be 
relieved of liability if the truck operator assisted in the 
loading ? 

Answer: We are not aware of any decision of the courts 
in which this question has been at issue. We believe, how- 
ever, that the principle of the cases which hold that where the 
shipper loads freight on a truck for shipment the duty rests 
upon the carrier to see that the packing and convenience are 
such as to secure its safety and that the consequences of the 
carrier’s neglect in these particulars cannot be transferred 
to the owner of the property, applies to the circumstances 
you outline. See the decisions in Hannibal, etc., R. Co. vs. 
Swift, 79 U. S. 262; McCarthy vs. Louisville, etc., R. Co., 14 
Sou. 370, and Kinnick vs. Chicago, etc., R. Co., 29 S. W. 772. 


Tariff Interpretation—Light and Bulky Rule 


New York.—Question: Is not the application of the light 
and bulky article restriction referred to in your answer to 
Indiana, page 41, Traffic World, July 5, 1941, similar to the 
minimum rate restrictions which fill common motor carrier 
tariffs ? 

There are instances where you have two or three line motor 
common carrier haul and the joint rate tariff contains minimum 
rate restrictions of each of the carriers used in the line haul. 
While the applicable rate may be Class 40, one carrier will 
state that its minimum rate is Class 45, another that its min- 
imum rate is Class 50, while another will state its minimum 
rate is Class 37%. In such an instance of using a joint rate to 
cover such a movement, it is necessary to observe the highest 
minimum rate of any of the carriers involved in the movement 
and according to the joint rate tariff. 

This is a feature of tariff construction as has come into 
effect since the advent of Federal Motor Truck Regulation, and 
although there may be a joint through rate named in the tariff, 
it is subject to the individual restrictions of the lines making 
up the route. It is felt that the restriction referred to in your 
answer to Indiana is similar to the minimum rate restrictions 
carried in the joint rate tariffs. 

Answer: Your suggestion is in line with that of “Indiana,” 
to whom we replied in our answer on page 169 of the July 19th, 
1941, Traffic World, under the above caption. 

_ It is apparent that only an arbitrary ruling by the Com- 
mission can give legal effect to your suggestion as to the man- 
ner in which the tariff provisions in question should be applied. 





Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of @ club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THe Trarric Wortp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor THe Trarric Wor. 





R. R. Jacoby, district freight agent, Pennsylvania Railroad, 
resigned as president of the Nashville Transportation Club July 
1, because of his transfer to Tulsa, Okla. On July 14, the 
club’s board of directors elected R. A. Pendergrass, general 
agent, Cotton Belt Route, to fill his unexpired term. It has 
since become known that the newly elected president will soon 
be transferred to Birmingham, Ala. As a consequence, the 
dinner meeting to be held at Clearwater Beach August 5 to 
inaugurate Mr. Pendergrass as president will also be a fare- 
well testimonial to him. 





The Traffic Club of Minneapolis will hold a golf tourna- 
ment at the Minneapolis Golf Club August 8. Dinner will be 
served. The club’s annual championship golf tournament will 
be held at the Interlachen Golf Club September 12. The club’s 
grain and milling division will meet on August 5 and 19, and 
weekly on Tuesdays beginning September 2. Its mercantile 
and manufacturers’ division will meet on August 6 and 20 and 
regularly thereafter fortnightly on Wednesdays. 





The Traffic Club of Bartlesville, Okla., will hold its annual 
outing October 8. The outing will include golf and a luncheon 
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at the Hillcrest Country Club, and a barbecue and entertain. 
ment at Woolaroc, the ranch of Frank Phillips, president Ph. 
lips Petroleum Company. 





The Danville, Ill., Traffic Club will hold its annual outing 
at the Danville Country Club September 11. 





The Traffic Club of the Lehigh Valley will hold its annua! 
outing at the Riverdale Farm, Emmaus, Pa., August 19. There 
will be golfing, a luncheon, an entertainment program, and a 
clam bake. A C. Vaughn is chairman of the outing committee, 





More than 100 men in the armed services were guests at 
a dance held by the Women’s Traffic and Transportation Club 
of New Orleans at the City Park Casino July 26. The dance 
was arranged by the entertainment committee, Amelia Bagala, 
chairman. 





The Traffic and Foreign Trade Club of Galveston, Tex, 
held its annual picnic at the City Party Camp August 2. There 
were games for children, contests, horseshoe pitching, a soft- 
ball game, barbecue dinner, and dancing. P. W. Anderson 
was chairman of the picnic committee. 





Gerald Ray, managing editor, San Francisco News, spoke 
on “Big News’of 1941” at a meeting of the Tuesday traffic 


forum of the Pacific Traffic Association of San Francisco 
July 29. 


PRACTITIONER CASE HEARING 

The Commission, by division 1, in Ex Parte No. 142, in 
the matter of Cornelius Granai, has assigned for hearing, Sep- 
tember 9, at the Federal Building, Barre, Vt., before Examiner 
P. O. Carter, issues of fact raised by Granai, of Barre, Vt, 
a registered practitioner before the Commission, in answer 
to a show cause complaint filed against him by the Commis- 
sion as to why he should not be disbarred from further prac- 
ticing before that body. 


Cc. & N. W. ORDERS FREIGHT CARS 


The Chicago and North Western Railway Company has 
placed orders for 2,125 new box and ore cars, at a cost of excess 
of $5,000,000, for delivery early in 1942, according to an an- 
nouncement by R. L. Williams, chief executive officer. The 
orders include 1,875 40-foot 6-inch 50-ton steel-sheathed box 
cars and 250 70-ton ore cars. Five hundred of the box cars 
are for the Chicago, St. Paul, Minneapolis and Omaha, sub- 
sidiary of the Chicago and North Western. The new orders 
are in addition to the 1,000 50-ton gondolas, 2,200 50-ton box 
cars and 200 70-ton ore cars ordered early in 1941. 


CHANGES IN DOCKET 

Hearing in MC 59576, assigned for July 29, at Newark, N. J., was 
postponed to a date to be fixed. 

Hearing in MC 59952 Sub. 2, MC 43053 Sub. 2, MC 29104 Sub. 1 
and MC 14702 Sub. 1, assigned for July 31, at Cleveland, O., was post- 
poned to a date to be fixed. 

Hearing in MC 102677, assigned for July 30, at Brooklyn, N. Y., 
was postponed to a date to be fixed. 

Hearing in MC F-954 and MC F-955, assigned for July 31, at Wash- 
ington, D. C., was canceled. 

Hearing in MC 25567, Sub. 4, assigned for July 31, at Indianapolis, 


Ind., was postponed to August 5, at the State Comm., Indianapolis, 
Ind., before Jt. Bd. 72. 

Hearing in MC 1989 and MC 59195, assigned for August 1, at New: 
ark, N. J., before Examiner Cosby, was postponed to August 18, at 
the Hotel St. George, Brooklyn, N. Y., before Examiner Bryan. 

MC 29988, Sub. 3, Denver-Chicago Trucking Co., was set for heal- 
ing at Denver, Colo., July 28. 


Jnafgic Men: WANTED 


CARS — Tank, Refrigerator, 
Hopper, Gondola, Dump, Ete. 


LOCOMOTIVES — All types: 


CAR REPAIR PARTS AND 
RELAYING RAILS. 


Also your Inquiries for above. 


IRON & STEEL PRODUCTS, Inc: 


06 genes’ experience 13450 S. Brainard Ave., Chicago, Illinois 
“ANYTHING containing IRON or STEEL’ 





Request 
our popular 
WEAREVER Pencil 
when responding. 
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¥* The name selected for this 
railway in 1889 was a demonstration of faith in 
the destiny of the great northern region between 
the Great Lakes and the Pacific Ocean. That 
destiny has already been realized beyond the 
dreams of those pioneers. But the years have 
brought the name additional meaning. 


culture, business and industry. GREAT in its 
dependable service to shippers to and from 
the cities, towns and communities on its 
lines. GREAT in its business and pleasure 
travel facilities. 


Great Northern traffic representatives have 
the information and experience that will save 
Long before it “came of age” the Great 
Northern Railway was a GREAT railway. 
GREAT in development of a vast and rich 
empire. GREAT in its cooperation with agri- 


you time and money in moving freight to and 
from the ten GREAT states which this railway 
serves. They will be glad to work with you 
in solving shipping problems. 





Personal Notes 






































































Harvey C. Couch, chairman of the boards of the Kansas 
City Southern-Louisiana and Arkansas railways, died at his 
summer home near Hot Springs, Ark., July 30, at the age of 63. 
He was formerly a director of the Reconstruction Finance Cor- 
poration and of the Federal Reserve Bank of St. Louis. 

William Petersen has been elected vice-president in charge 
of traffic for the Chicago, South Shore and South Bend Rail- 
road, at Chicago. 

Reed G. Landis, regional vice-president at Chicago for the 
American Airlines, has taken leave of absence to work at 
Washington, D. C., with Mayor F. H. LaGuardia of New 
York, director of the Office of Civilian Defense. Mayor La- 
Guardia and Mr. Landis served together in the United States 
air forces in France in the World War. 

W. C. Kendall, chairman, car service division, Association 
of American Railroads, has announced the following person- 
nel changes: W. C. Griffin, district manager at Atlanta, is 
temporarily assigned to special service in the Washington 
office, and in his absence, T. M. Healy, car service agent, New 
Orleans, is appointed acting district manager at Atlanta. Frank 
T. Westmeyer, car service agent at Buffalo, has been appointed 
district manager at Seattle, vice M. G. Sellman, transferred 
to the Washington office. 

John W. Barriger, III, has resigned as chief of the rail- 
road division of the Reconstruction Finance Corporation to 
become associated with the Western Carriers Conference Com- 
mittee at Chicago. W. W. Sullivan, who has been with the 
RFC division since 1932, has been appointed acting chief of it. 

So as to “relieve important officers of details brought 
about by the spur of the defense program in the west, and at 
the same time to provide executive authority and special ex- 
pert assistance in transportation matters,” W. M. Jeffers, presi- 
dent, Union Pacific, has appointed W. H. Guild as executive 
assistant at Los Angeles for the southwest territory and F. H. 
Knickerbocker as executive assistant at Salt Lake City for 
intermountain territory. Other appointments announced in- 
clude: E. J. Connors, vice-president in charge of operations, 
succeeding Mr. Guild, at Omaha; G. F. Ashby, vice-president 
and assistant to president, Omaha; F. C. Paulsen, general man- 
ager, south-central district, Salt Lake City; R. E. Titus, gen- 
eral superintendent, south-central district, Salt Lake City; 
M. C. Williams, general superintendent, northwestern district, 
Portland, Ore; J. C. Albright, superintendent, Washington di- 
W. Myers, superintendent, Idaho 
division, Pocatello, Ida.; A. E. Stoddard, superintendent, Utah 
division, Salt Lake City, and P. T. McCarthy, superintend- 
ent, Oregon division, Portland. 

The Kansas City Southern has announced the following 
appointments: R. R. Sutter, trainmaster, Pittsburg, Kans.; J. W. 
Scott, assistant trainmaster, Pittsburg, and A. 
trainmaster, Heavener, Okla. 

Ernest R. Paul has been appointed commercial agent at 
Pittsburgh for the Erie Railroad. 


The Pittsburgh regional chapter of the Association of 
Interstate Commerce Commission Practitioners is making ar- 
rangements to hold a golf outing in September. 

Clyde F. Farmer has been named assistant to William 
Delaware, Lackawanna and Western, at 
New York. Mr. Farmer has been freight traffic manager at 
Pittsburgh for the Baltimore and Ohio. 

Jack Goodman, formerly law associate at Chicago with 
David Axelrod, has opened his own office at Chicago to spe- 
cialize in practice before the Commission. He is also associated 
with the law firm of Petit, Olin and Overmyer. 

The Santa Fe Railway has announced the following ap- 
pointments: Charles W. Workman, assistant manager, refrig- 
erator department, Chicago; Clarence O. Bunce, perishable 
freight agent, Chicago; Joseph S. Maurer, city freight agent, 
Chicago, and Thomas M. Craven, traveling freight agent, Cin- 


vision, Spokane, Wash.; J. 


G. Garrett, 


White, president, 


John Crossman has been named general western agent 
at Chicago for the Lehigh and Hudson River Railway. 

W. F. Niemann has been appointed assistant general 
freight agent at Little Rock, Ark., for the Missouri Pacific, 
succeeding H. D. Reaves, who died. 

The Milwaukee Road has announced the following appoint- 
ments: S. G. Grace, assistant freight traffic manager; E. J. 
Hyett, general freight agent, and J. J. Landrigan, assistant 
general freight agent, all at Chicago. 

Russell A. Morin has resigned as assistant traffic manager 
for the Glidden Company, Chicago, to become assistant dean 


of the College of Advanced Traffic, Chicago. He will have 
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charge of revising training methods at the college. He has 
been a member of the faculty since 1936. 

The Norfolk and Western has announced the following 
appointments: J. W. Cure, Jr., assistant road foreman of ep. 
gines, Radford division, Roanoke, Va., succeeding W. T. 
transferred to the Scioto division, Portsmouth, O., in the san, 
capacity; L. E. McCorkle, assistant master mechanic, Sciot) 
division, at Portsmouth, and G. W. Meredith, night roundhouse 
foreman at the Pulaski, Va., shops. 

Anthony E Sicilia announces that he has severed his connec. 
tion with the Bates Motor Transport Lines, the Standarj 
Freight Lines, and the American Transportation Company, fo; 
all of which he was vice-president, at Chicago. 


F. N. Melius, president of the United States Freight Com. 
pany and of the Universal Carloading and Distributing Comp. 
pany, died at his home in Scarsdale, N. Y., July 31. He was 
64 years old and had been in transportation since 1890, and 
president of the two corporations with which he was cop. 
nected at his death since 1930. 





Docket of the Commission 


NOTE—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THs Trarric WorLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 





August 4—Boston, Mass.—Hotel Manger—Jt. Bd. 231: 
MC 56541, Subs. 10 and 13—New England Transportation Co., Boston, 
Mass., certificates to extend operations. 


August 4—Brooklyn, N. Y.—Hotel St. George—Examiner Bryan: 
MC 42681, Sub. 1—Associated Return Load Service, Elmhurst, L. I, 
N. Y., certificate to extend operations. 
MC 42681—Associated Return Load Service, Elmhurst, L. I., N. Y. 


August 4—Buffalo, N. Y.—Hotel Buffalo—Examiner Parker: 
MC 96392—C. Filips, Little Genesee, N. Y., certificate, 


August 4—Denver, Colo.—Shirley-Savoy Hotel—Jt. Bd. 50: 
MC 70852, Sub. 2—C. E. Mock, Denver, permit to extend operations. 


August 4—Little Rock, Ark—Marion Hotel—Examiner Benny: 
MC C-208 and Sub. 1—Mid-Western Motor Freight Tariff Bureau, Inc., 
vs. Lindley Truck Co. 


August 4—Los Angeles, Calif.—Federal Bldg.—Jt. Bd. ‘47: 
MC 69512—Beekley Refrigerator Truck Service, Los Angeles, Calif. 


August 4—Minneapolis, Minn.—Hotel Nicollet-—Examiner Peterson: 
MC 8600, Sub. 1—Werner Transportation Co., South Minneapolis, 
Minn., certificate to extend operations. 
MC 8600—Werner Transportation Co., Minneapolis, Minn. 


August 4—Philadelphia, Pa.—Hotel Adelphia—Jt. Bd. 42: 
MC 102215—F. Harriton, Philadelphia, Pa., permit. 
MC 67227—B. & H. Trucking Co., Camden, N. J., certificate or per 
mit. 


August 4—Salt Lake City, Utah—Public Serv. Comm.—Jt. Bd. 48: 
MC 102779—Utah Parks Co., Salt Lake City, Utah, certificate. 
August 4—San Francisco, Calif.—Empire Hotel—Jt. Bd. 75: 
MC 26382—Northern California Shipping Agency, Oakland, Calif., cer- 
tificate or permit. 


August 4—San Francisco, Calif.—Empire Hotel—Examiner Linn: 
MC 56005—Northern California Shipping Agency, Oakland, Callf, 
license. 


August 4—Washington, D. C.—Examiner Schubert: 
MC 19936, Sub. 1—R. D. Fowler Motor Lines, Inc., High Point, N. C. 
certificate to extend operations. 


August 5—Boston, Mass.—Hotel Manger—Examiner Conlon: 
MC 23192, Sub. 2—Washington Trucking Co., Worcester, Mass., cel 
tificate to extend operations. 


August 5—Buffalo, N. Y.—Buffalo Hotel—Examiner Parker: 
1. & S. M-1451—Malt beverages, empty containers, oil between N. ¥. 
and Pa. 


August 5—Charlotte, N. C.—U. S. Court—Examiner McCaslin: 
MC 20895—Carolina Transfer Co., Inc., Greenville, S. C. 
August 5—Denver, Colo.—Shirley-Savoy Hotel—Jt. Bds. 198 and 31: 
MC 26177, Sub. 1—W. L. Hardesty, Henry, Neb., certificate to extend 
operations. 
MC 59152, Sub. 1—H. Van Aelstyn, Sidney, Neb., certificate to extend 
operations. 
August 5—Indianapolis, Ind.—State Comm.—Jt. Bd. 72: 
MC 25567, Sub. 4—Hancock Truck Lines, Inc., Evansville, Ind., ¢& 
tificate to extend operations. 


August 5—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: ‘ 
MC 13706, Sub. 6—R. L. Hornby, Savannah, Mo., permit to exten 
operations. 


August 5—Los Angeles, Calif.—Federal Bldg.—Jt. Bd. 75: 
MC 102334—Keith & Walton, Corcoran, Calif., certificate. 
MC 102386, Sub. 1—Morosa Brothers Trucking, Bakersfield, Call. 
certificate to extend operations. 
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There are times when P. & P. U. Ry. holds 
up a car, but the shipper gains by it, maybe 
is saved considerable damage and loss. 


As soon as trunk line trains come in, every 
car gets a careful: going over by our 
inspectors. A wheel, axle, coupling, bear- 
ing or anything else that looks as though it 
might cause trouble takes that car out of 
the line and the car repair department has 
a rush order to fill. 


Certainly, one car is delayed—but not for 
long. On the other hand, perhaps ninety- 
nine others in an out-bound train go on 
their way with everything set for a fast, 
uninterrupted trip to their various destina- 
tions. The delayed car follows in a hurry— 
and safely. 


So, that is one more reason that routing via 
P. & P. U. Ry. and Peoria, Illinois, means 
fast time in transit—one more evidence 
that our aim in life is to keep freight 
moving. 


As Mr. Budd said, “‘A car day saved is a 
car day created.”’ 


PEORIA GATEWAY—ALWAYS OPEN 


PEORIA AND PEKIN 


UNION RAILWAY COMPANY 


Union Station, Peoria, Illinois 


SWITCHING SERVICE BETWEEN 


Peorla & Pekin Union Ry.; Chicago, Rock Island & Paeifie Ry.; Chicago & Nerth 

Western Ry.; Chicago & Illinols Midland; Illinois Terminal Raifread Co.; Inland 

Waterways Corp.; Minneapelis & St. Louls R. R.; Alton Railroad; Atehison, 

Topeka & Santa Fe Ry.; Illinels Central R. R.; Pennsylvania Railroad; Peoria 

Terminal R. R.; Chieage, Burlington & Quiney Railroad; New York, Chieago 

& St. Louis Rallroad; Cleveland, Cincinnati, Chieago & St. Louls Ry. (Peorla 
& Eastern); Teledo, Peoria & Western R. R. 
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August 5—Philadelphia, Pa.—Hotel Adelphia—Jt. Bd. 42: 
MC 102039—Gould & Tamea, Hazleton, Pa., certificate. 


August 5—Salt Lake City, Utah—Public Serv. Comm.—Jt. Bd. 361: 
MC 102507—Richard & Sanford, Price, Utah, certificate. 


August 6—Boston, Mass.—Hotel Manger—Examiner Conlon: 
MC 56159, Sub. 1—Highway Express Co., Boston, Mass., certificate to 
extend operations. 


August 6—Brooklyn, N. Y.—St. George Hotel—Examiner Bryan: 
MC 42623—Clerkins Transfer, Inc., New York, N. Y. 


August 6—Buffalo, N. Y.—Hotel Buffalo—Examiner Parker: 
MC 2165, Sub. 2—Fred D. Langdon, Lyndonville, N. Y., certificate 
to extend operations. 
MC 2165—Fred D. Langdon, Lydonville, N. Y. 


August 6—Denver, Colo.—Shirley-Savoy Hotel—Jt. Bds. 253 and 31. 
MC 25641, Subs. 1 and 2—Ervin Transfer Co., Sterling, Colo., certig. 
cate to extend operations. 


August 6—Kansas City, Mo.—Pickwick Hotel—Jt. Bd. 179: 
MC 59013, Sub. 3—Crown Coach Co., Joplin, Mo., certificate to exten 
operations. 


August 6—Little Rock, Ark.—Marion Hotel—Examiner Benny: 
MC 59239, Sub. 4—W. F. Couch, Junction City, Ark., permit to ex. 
tend operations. 
MC 59239, Sub. 5—W. F. Couch, Junction City, Ark., permit to extend 
operations. 


August 6—Los Angeles, Calif.—Federal Bldg.—Examiner Burns: 

MC 44876 and MC 39156—In matter of holding by Pete Harry Vernand, 
Los Angeles, Calif., of a permit under MC 44876 and of certificate 
under MC 39156 as a member of West Coast Drayage Co. (successors 
in interest to Seaboard Transportation Co. ,Inc.), Los Angeles, Calif, 


August 6—Los Angeles, Calif.—Federal Bldg.—Jt. Bd. 75: 
MC 39206—West Coast Drayage Co., Los Angeles, Calif., certificate 
or permit. 


August 6—Newark, N. J.—Industrial Bldg.—Examiner Cosby: 
MC 43274—White’s Express & Transfer, Inc., Bloomfield, N, J., cer- 
tificate or permit. 
August 6—Philadelphia, Pa.—Hotel Adelphia—Jt. Bd. 42 and 67: 
MC 102448—Louis Brass, Kingston, Pa., certificate. 
MC 102481—Leonardi’s Coal Co., Paulsboro, N. J., certificate. 
August 6—Salt Lake City, Utah—Public Serv. Comm.—Jt. Bd. 30: 
MC 49237, Sub. 1—Inland Freight Lines, Salt Lake City, Utah, per- 
mit to extend operations. 
MC 102308—Inland Freight Lines, Salt Lake City, Utah, certificate. 
August 6—Washington, D. C.—Examiner Sullivan: 
Ex Parte MC 20—Trunk Line territory motor carrier rates. 


August 6—Washington, D. C.—Examiner Hand: 
* MC 30697, Sub. 1—R. E. Dieckbrader, Cincinnati, Ohio. 


August 7—Boston, Mass.—Hotel Manger—Examiner Conlon: 
MC 48946, Sub. 1—General Truck Motor Lines, Inc., Chelsea, Mass. 
certificate to extend operations. 
August 7—Buffalo, N. Y.—Hotel Buffalo—Examiner Parker: 
MC 100328, Sub. 1—T. E. Mitchell, Weedville, Pa., permit. 
MC 90511, Sub. 1—Constable’s Transport, Thorold, Ont., Can., cer- 
tificate to extend operations. 
August 7—Kansas City, Mo.—Pickwick Hotel—Examiner Dawson: 
1. & S. M-1705—Flour—Kansas points to St. Louis. 
1. & S. M-1667—Flour, Kan. points to St. Louis. 


August 7—Los Angeles, Calif.—Federal Bldg.—Examiner Burns: 
MC 70662, Sub. 5—Cantlay & Tanzola, Inc., Vernon, Calif., certificate 
to extend operations. 


August 7—Philadelphia, Pa.—Hotel Adelphia—Jt. Bd. 67: 
MC 102500—Bristol and Philadelphia Auto Express, Bristol, Pa., per- 
mit. 
MC 100718, Sub. 1—Abe Eisenman, Philadelphia, Pa., certificate to 
extend operations. 


August 8—Boston, Mass.—Hotel Manger—Examiner Conlon: 
1. & S. M-1664—Solid fuels—between Boston and N. H. points. 
August 8—Brooklyn, N. Y.—Hotel St. George—Examiner Bryan: 
MC 50604, Sub. 1—H. B. Eaton, Middletown, N. Y., certificate. 
MC 38880, Sub. 1—De Mar Transfer Co., Brooklyn, N. Y., certificate. 
August 8—Buffalo, N. Y.—Hotel Buffalo—Examiner Parker: 
MC 25562, Sub. 3—A. R. Gundry, Inc., Rochester, N. Y., certificate 
to extend operations. 
August 8—Kansas City, Mo.—Pickwick Hotel—Examiner Dawson: 
1. & S. M-1708—Nonapplication of intermediate rates in Ark. 
August 8—Los Angeles, Calif.—Federal Bldg.—Examiner Burns: 
MC 75812, Sub. 6—Lang Transportation Corporation, Vernon, Callf. 
certificate to extend operations. 
August 8—Nashville, Tenn.—Andrew Jackson Hotel—Examiner Brad- 
ford: 
MC 102492—Pat Proffitt’s Store, Spring City, Tenn., certificate 


August 8—Newark, N. J.—Industrial Bldg.—Examiner Cosby: 
MC 84323—Ralph Mueller, Union City, N. J., certificate or permit. 
August 8—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bd. 180 and Exam 
iner Benny: 
MC 61440, Sub. 8—Lee Way Motor Freight, Inc., Oklahoma City, 
Okla., certificate to extend operations. 
MC 76590, Sub. 3—Hopkins Trucking Co., Ponca City, Okla., permit 
to extend operations. 


August 8—Philadelphia, Pa.—Hotel Adelphia—Examiner Ormond and 
Jt. Bd. 65: 
MC 94920, Sub. 1—Tony Musto, Philadelphia, Pa. 
MC 60430, Sub. 3—Friedman’s Express, Wilkes-Barre, Pa., certificate 
to extend operations. 
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BOTTLENECK-BUSTERS! 


Slow transportation can cause a bottleneck that slows 
up your entire business. That’s something you never 
have to combat when you use RAILWAY EXPRESS ser- 
vice. We're quick, dependable and economical for all 
shipments, large or small! 
— And — 
When you need su per-speed, use AIR EXPRESS. 


RAIEWA XPRESS 


AGENCY INC. 


NATION-WIDE RAIL-AIR SERVICE 


Your TA R I FFS At Your 


FINGER-TIPS! 


WHEN You Use 


AUTOMATIC 


TARIFF FILES OR DESKS 


THE EXCLUSIVE 
EXPANDING AND 
COMPRESSING 
DRAWER GIVES a 9- 
inch “V" opening even 
to the full tariff drawer 
when in use and pro- 
stects the contents when 
» closed, 


Write for complete information 


AUTOMATIC FILE & INDEX CO. 
629 West Washington Blvd., Dept. A-82, Chicago, Illinois 


“hy 
poeeek wey, * 
qanss apes 
, 


— 





Regular and Dependable 
Service to 


HAVANA * PANAMA ° JAMAICA 
COSTA RICA * HONDURAS 
COLOMBIA * GUATEMALA 

BRITISH HONDURAS 


UNITED FRUIT COMPANY 


Pier 3, North River, New York 
321 St. Charles St., New Orleans 
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AND NATIONAL DEFENSE 


In our program of National Defense there must be 
no delay. Our race is with TIME. 


American factories are humming now as never 
before in history. They must be kept humming. Raw 
materials must move to them and finished products 
be delivered on clockwork schedule. 


“Clockwork schedule” is just part of the day’s work 
for the Chicago and North Western Railway. Long 
ago the North Western learned that “TIME” is always 
the real enemy in both peace and war. North Western 
trainmen throughout the years have developed the 
habit of punctuality till it has become second nature. 
“North Western” is dependable. 


“North Western” has 10,000 miles of strategically 
placed trackage in nine Middle Western states, plus 
a fleet of fast freight and passenger trains manned by 
able employees. 


North Western’s traffic representatives will be glad to 
assist you with your traveling and shipping problems 
... help you coordinate them with National Defense. 


Travel and Ship via 
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August 9—Boston, Mass.—Hotel Manger—Examiner Conlon: 
MC 102321—Middlesex Trucking Co., Somerille, Mass., permit. 


August 9—Brooklyn, N. Y.—Hotel St. George—Examiner Bryan: 
MC 102363—R. J. Murphy, New York, N. Y., permit. 


August 9—Newark, N. J.—Industrial Bldg.—Examiner Cosby: 
MC 82425, Sub. 1—Karol’s Express Co., Wallington, N. J., certificate 
to extend operations. 


August 9—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bd. 88: 
MC 29778, Sub. 18—Yellow Transit Co., Oklahoma City, Okla., cer- 
tificate to extend operations. 


August 9—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bd. 217: 
MC 88878—Jordan Bus Co., Hugo, Okla. 


August 9—Philadelphia, Pa.—Hotel Adelphia—Examiner Ormond: 
MC 101449—Pennsylvania Petroleum & Transportation Co., Phila- 
delphia, Pa. 
August 11—Atlanta, Ga.—Hotel Henry Grady—Jt. Bd. 157: 
* MC 102174, Sub. 1—J. H. Allen, Roanoke, Ala., contract carrier appli- 
cation. 


August 11—Brooklyn, N. Y.—Hotel St. George—Examiner Bryan: 
MC 59651, Sub. 4—Reich Bros. Long Island Motor Freight, Inc., 
Patchogue, Long Island, N. Y., certificate to extend operations. 
MC 87362—Vincent Barsdis, E. Hampton, N. Y., certificate or permit. 


August 11, Charlotte, N. C.—U. S. Court—Examiner McCaslin: 
MC 1380, Sub. 1—Colonial Motor Freight Line, High Point, N. C, 


August 11—Des Moines, la.—Kirkwood Hotel—Examiner Bernhard: 
* Finance 12545—Fort Dodge, Des Moines & Southern reorganization. 


August 11—Jamestown, N. Y.—Samuel Hotel—Examiner Parker: 
1. & S. M-1562—Cod oil—Harrison and Newark, N. J., to Westfield, 
Pa. 
1. & S. M-1587—S. A. Sherwood—minimum charges in N. Y. and Pa. 
August 11—Los Angeles, Calif.—Federal Bldg.—Examiner Burns: 
MC 56005—Northern California Shipping Agency, Oakland, Calif., 
license. 


August 11—Los Angeles, Calif.—Federal Bldg.—Jt. Bd. 75: 
MC 26382—Northern California Shipping Agency, Oakland, Calif., cer- 
tificate or permit. 
August 11—Newark, N. J.—Industrial Bldg.—Examiner Cosby: 
MC 94856—Edwin J. Evans, Orange, N. J., certificate. 


August 11—Oklahoma City, Okla.—Skirvin Hotel—Examiner Benny 
and Jt. Bd. 88: 
MC 40022 and Sub. 1—O. K. Transfer & Storage Co., Oklahoma City, 
certificate or permit and to extend operations. 
MC 42070—O. K. Transfer & Storage Co., Oklahoma City, certificate 
or permit, 


August 11—Philadelphia, Pa.—Hotel Adelphia—Examiner Ormond: 
MC 102583—Abe Perlstone, Philadelphia, Pa., permit. 


August 11—Providence, R. !.—Narragansett Hotel—Jt. Bd. 18: 
* MC 102674—O. Maher, Harrisville, R. I., certificate. 


August 11—Salt Lake City, Utah—Public Serv. Comm.—Jt. Bd. 213: 
MC 102090—J. W. Moore, Moab, Utah, permit. 
MC 102656, Sub. 1—Mickelson Truck Lines, Salt Lake City, Utah, 
permit. 


August 12—Boston, Mass.—Hotel Manger—Examiner Conlon: 
MC 67216—Beacon Fast Freight Co., Inc., New York, N. Y., certifi- 
cate or permit. 


August 12—Brooklyn, N. Y.—Hotel St. George—Examiner Bryan: 
MC 101766—Irving Deutsch, Brooklyn, N. Y., permit. 


August 12—Cheyenne, Wyo.—Public Service Comm.—Jt. Bd. 197: 
MC 690—Comet Motor Express Co., Inc., Craig, Colo., certificate. ° 


August 12—Jamestown, N. Y.—Hotel Samuels—Examiner Parker: 
* 1. & S. M-1739—Iron castings, Jamestown, N. Y., to Oil City, Pa. 


August 12—Kansas City, Mo.—Hotel President—Examiner Bernhard: 
* Finance 10480—Kansas City, Kaw Valley & Western reorganization. 


August 12—Los Angeles, Calif.—Federal Bldg.—Jt. Bd. 11 and 5: 
MC 69584 and Sub. 1—Cascade Fast Freight, Los Angeles, Calif. 








SPEEDY Freight SERVICE 


TO 
COLORADO - UTAH 
CALIFORNIA 


From St. Louis 





/MISSOUR\ 4 


3rd Morning Delivery 
at Salt Lake City and 
Ogden 


5th Morning Delivery 
at San Francisco-Oak- 
land and Los Angeles 


| PACIFIC |} 
LINES / 





No Faster Service Via Any Other Route 
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August 12—Newark, N. J.—Industrial Bldg.—Examiner Cosby: 
MC 100757—Charles J. Kelly, Garfield, N. J., permit. 
MC 96352—Martin Finder, Newark, N. J., certificate. 


August 12—Philadelphia, Pa.—Hotel Adelphia—Examiner Ormond: 
MC 28978, Sub. 1—Schuylkill Transportation Co., Mahonoy City, p, 
1. & S. M-1427—Beverages—empty containers from or to Philadelphia 


August 12—Salt Lake City, Utah—Public Serv. Comm.—Jt. Bd. 213 ang 
207: 


MC 102788—Isabrand Sander, Heber City, Utah, permit. 
MC 120313—James G. Houston, Price, Utah, certificate. 


August 12—Washington, D. C.—Examiner Lyle: 

* Finance 13043—Application of Northeast Oklahoma for authority to 
construct and to operate under trackage rights over certain lines 
in Crawford and Cherokee counties, Kan. 

* Finance 13282—Application of trustee, Mo. Pac., for authority to 
operate over tracks of M.-K.-T. and Pittsburg & Midway Coal Mip. 
ing Co., in Cherokee County, Kan. 

August 13—Boston, Mass.—Hotel Manger—Examiner Conlon: 

MC 59300, Sub. 1—Moore the Mover, Waltham, Mass., certificate to 
extend operations. 

MC 78046, Sub. 1—H. N. Bangs & Sons, Inc., Winthrop, Mass., cer. 
tificate to extend operations. 


August 13—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 42: 
MC 102232—J. E. Morley, New Hampton, N. Y., permit. 


August 13—Cheyenne, Wyo.—Public Service Comm.—Jt. Bd. 198: 
MC 79726, Sub. 1—H. N. Simkins Truck Lines, Pine Bluffs, Wyo,, 
certificate to extend operations. 


August 13—Cheyenne, Wyo.—Public Serv. Comm.—Jt. Bd. 197: 
MC 102832, Sub. 1—Maverick Production Co., Cody, Wyo., certificate, 


August 13—Glasgow, Mo.—Federal Bldg.—Examiner Bernhard: 
* Finance 12473—Wabash receiver’s abandonment. 


August 13—Jamestown, N. Y.—Hotel Samuels—Examiner Parker: 
MC 65626, Sub. 5—DeCeilio Trucking Service, Fredonia, N. Y., cer- 
tificate to extend operations. 
* MC 65626, Sub. 6—DeCeilio Trucking Service, Jamestown, N. Y., cer- 
tificate to extend operations. 


August 13—Newark, N. J.—Industrial Bldg.—Examiner Cosby: 
MC 35468, Sub. 1—Stubenvoll Trucking Corp., Newark, N. J., permit 
to extend operations. 
MC 100737, Sub. 1—Blue Bus Service Co., Inc., New York, N. Y, 
August 13—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bd. 16: 
MC 40985, Sub. 1—L. A. Cobb Truck Line, Oklahoma City, Okla., 
certificate to extend operations. 
August 13—Philadelphia, Pa.—Hotel Adelphia—Examiner Ormond: 
MC 44156, Sub. 1—Jonathan C. Stilwell, Morton, Pa., certificate to 
extend operations. 


August 13—San Francisco, Cafif.—Empire Hotel—Jt. Bd. 75 and 42: 
MC 102620—Goebel Trucking Service, Livermore, Calif., certificate. 
August 13—Washington, D. C.—Examiner Cheseldine: 
* Fourth section ap. 19070—Super phosphate from Baltimore, Md., to 
Bridgeport, Conn. 
August 14—Boston, Mass.—Hotel Manger—Examiner Conlon: 
MC 79657, Sub. 1.—H. E. Edgar, Newton Highlands, Mass., certifi- 
cate to extend operations. 
August 14—Brooklyn, N. Y.—St. George Hotel—Examiner Bryan: 
MC 88653—Edna May Ebert, Elmont, L. I., N. Y. 
August 14—Cheyenne, Wyo.—Public Service Comm.—Examiner Olen 
tine: 
MC 52768, Sub. 3—Western Transport Service, Paxton, Neb., permit 
to extend operations. 
August 14—Cheyenne, Wyo.—Public Service Comm.—Jt. Bd. 198: 
* MC 44911, Sub. 1—C. A. Wilhelm, Pine Bluffs, Wyo., certificate to 
extend operations. 


August 14—Newark, N. J.—Industrial Bldg.—Examiner Cosby: 
MC 101621—D’Elia Paper Stock Co., Hackensack, N. J., permit. 
MC 101578—Fletcher Brothers, Newark, N. J., certificate. 


August 14—Oklahoma City, Okla.—Skirvin Hotel—Examiner Benny and 
Jt. Bd. 16: 
MC 34090, Sub. 1—Service Trucking Co., Tulsa, Okla., certificate to 
extend operations. 
MC 34553, Sub. 3—A. V. Chestnut, Arnett, Okla., certificate to ex 
tend operations. 


August 14—Philadelphia, Pa.—Hotel Adelphia—Examiner Ormond: 
MC 72114, Sub. 1—Fritz Moving Co., Reading, Pa., certificate to ¢x 
tend operations. 


August 14—Washington, D. C.—Examiner Valentine: 
Fourth Section Ap. 19098—Scrap iron to Ashland, Ky., group points. 
August 15—Boston, Mass.—Hotel Manger—Examiner Conlon: ‘ 
MC 84590, Sub. 1—E. A. Spry & Co., Boston, Mass., certificate to & 
tend operations. 
August 15—Brooklyn, N. Y.—St. George Hotel—Examiner Bryan: 
MC 16093—White Trucking Service, New York, N. Y. 
MC 2255, Sub. 1—H. W. Brown & Co., Long Branch, N. J. 
August 15—Cheyenne, Wyo.—Public Service Comm.—Examiner Olen- 
tine: 
MC 47188, Sub. 2—Jones Truck Line, Dixon, Wyo., certificate to & 
tend operations. 


——_— 
—— 








FOR SALE—Traffic Bureau, $3,000 cash. Extensive clientele ae 
large up-to-date tariff file. Located in one of the South’s largest ee 
Don’t delay, owner leaving town. For details, write Box 26, T 
World. 



























